ORK lift trucks are doing an important 
job for Erie shippers. Their safe, rapid 
handling and stacking of freight helps hasten 
seaboard movement of vital wartime shipments. 


Powerful lifting forks slide beneath pallet, 
skid, or dunnage. A short lift off the ground, 
and freight can be quickly carried to any 
desired location. A greater hoist, and the load 
may be gently deposited in stacks higher than 
a man’s head. And so steadily and surely is the 
freight lifted, that it doesn’t even have to be 
fastened down to the pallet! 


The fork lift truck is only one of the many 
modern types of freight handling equipment 
Erie is using to help carry the load for Victory. 


But even more important are the Erie men. 
For it is their efficient use of equipment that is 


keeping freight on the move. “It’s The Men 
Who Make The Erie”. 


rie Rai 
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A 47-SECOND TEST ON 


ODD JOBS 


IN THE STATE OF WASHINGTON 


Q. “COW HANDS" riding herd on dummy cows, made of paper, have 
helped guard Washington war industry. Fact or fiction? 


A. Fact. Camouflage at one fabulous war plant, served by N. P., 
includes fake cows, slyly moved from time to time. 
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Q. TENDERNESS -TESTER in pea cannery feeds sample peas from each field 
to mechanical “‘bite-tester."" Fact or fiction? 


Q. DITCH RIDERS travel on horseback to guard priceless water that makes Air 
Yakima Valley bloom. Fact or fiction? 
A. Fact. An error-proof machine checks the tenderness of each batch. 


Immense pea crops go to market via Northern Pacific. 


A. Fact. A few do, although most irrigation-patrol men use trucks. 
Verdant Yakima Valley is served by Northern Pacific Railway. 





<= ?% * 
Q. STRIPPER in pulp mill uses world's most powerful “shower bath” 


Q. CHECKERS, who scan every mile of N. P. tracks from motorcars, are 
to blast bark from giant logs. Fact or fiction? 


hunting lost articles. Fact or fiction? 


A. Fiction. Day in, day out, they guard the perfect condition of f 
rails and roadbed along the “‘ Main Street of the Northwest.” 


A. Fact. He does it with super-powerful water jets that tear away 
toughest bark. N. P. is largest log-hauler among U. S. railroads. 


WINNIPEG 
BELLINGHAM Al 



























































« /SUMA ba 
EVERELIA\ SEATTLE ROUTE OF THE NORTH COAST LIMITED ns Ty 
( ELLENSBURG . : 
0) Sees % wage ) GRAND FORKS * ay 
a TACOms 2 POKANE MONTANA NORTH DAKOTA . ASHLAND — “ 
_ Loncview HS . )missouta sismanc, VAUEY citY % SUPERIOR ub 
- : LIVINGSTON = MANDAN — WISCONSIN (J 
WASH ata PP WALLACE BOZEMAN BILLINGS | oon 
Sac, WALLA! CYMOSCOW JAMESTOWN STAPLES 
— oe = MILES CITY MINNEAPOLIS 
GARDINER §~ LODGE” MINNESOTA —-. 
\ oe ’ Publi: 
IDAHO (anc) SOUTH DAKOTA oad CHICAGO 
ED) 
H. A. 
r 




















August 26, 1944 





Whole Number 1951 


VOLUME LXXIVeNUMBER 9 


able of Contents ..... 


eT eee nes ee eee es re 487 
Decisions of the Commission.............-e+.e+eeee% 489 
Railroad Abandonments ............---eeeeeeeeeees 493 
Premeenl Moparts of 1. C. Co... icc cicccdccsevcwcnns 495 
Defense Transportation Orders, Etc................. 505 
Government Antitrust Suit Against Railroads........ 507 
Senate Land-Grant Hearing. «...........60005000000000% 513 
AE A MNENRMNNUNERUOID 555 soo 52s 0 sso 5 5 sale. Wi(S lo eive we tain yn tog ibie 517 
BA EN scart nse iarininde osaadedeamde 521 
0. D..T. Operations in Truck Strike. .......ccecccces 522 
Persamnl Mowe ated Notes... .... 2.22. cccccccccccecves 528 
PGRN iE CHO WRC CORE Sok. 6 soos dns iossed eoiard wateicawe 530 
PARCRUIDIE (OG. ATAWORS 06 ooo bk seco s wrdbiee b eee 532 
Digestsief New Complaints. ........005.066iasckcccesece 534 
Martens OF Ge CamINIOR..o oon ccc cc cccceccsacess 534 





TRAFFIC WORLD 


Name Registered U. S. Patent Office — Copyright, 1944, Traffic Service Corporation 


Published Every Saturday by The Traffic Service Corporation 


Founded 1907—38th Year 
@ E. F. Ham, Jr., President and Treasurer @ 
Henry A. Pactmer, Vice President and Secretary 


ee 


Publishing Headquarters: 418 S. Market St., Chicago 7, IIL, U.S.A. 


Washington, D. C. 4, Office: 1023-28 Earle Building 


—_—_— 


EDITORIAL AND BUSINESS STAFF 


H. A. Patmer, S. H. Smirn, 


Editor Chief, Wash. News Bureau 


Rosert J. Bayer, Assistant Editor 
t. R. Lernem, Mgr., Special Service Dept., Washington 


D. J. Hansen, Circulation Mgr. Emu. G. Stanuey, Advertising Mgr. 


idvertising Representatives: 
New York 17, 250 Park Ave.. Joun C. Canve 
San Francisco 2, 640 Mason St., Jack B. Cox 


Published weekly by Tuer TraFFic SeERvIce Corp., 418 S. 
second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 8, 1879 























On the spot... on time! That's DECATUR'S 
credo! And in these strenuous days we're mak- 
ing it even more meaningful than ever be- 
fore. Like a huge military machine the great 
DECATUR organization is geared into the 
urgencies of the war effort ... daily transport- 
ing mountains of war and civilian materials for 
leading shippers .. . rendering a delivery serv- 
ice that has no peer in punctuality. And we 
have the experience, the equipment, the skill 
and the territorial spread to handle your ship- 
ments, too, with equal efficiency . . . swiftly, 
safely, on time. Test us . . . see for yourself 
why "FOR SHIPMENTS MIDWEST, DECATUR 
IS BEST." 


Buy More 
War Bonds | 





CARTAGE CO 


Decatur Cartage Company, Inc. of Indiana. 


ViCtory 6000 
20th St. and Wentworth Ave. 









Market St., Chicago, Ill. Entered as 
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Santa Fe, the map will show you, is an important e¢ Capacity of our yards has been increased. 
lap on the “Route to Tokyo.” 





e Curves have been ironed out so trains loaded 
That’s why, during the past several months, for war may get around them faster. 


travelers have seen armies of ‘““Men at Work” all New Diesel “head ends” are pulling bigger loads 


along our lines. up tough mountain grades. 





e Ingenious Centralized Traffic Control Systems 
have been installed at important points so the 
same rails can carry 50 per cent more traffic. 


e A great, new Santa Fe bridge is now being built 
across the Colorado River. 


We have enlarged our capacity to meet the con- 
stantly increasing loads of war. There will be no 
slackening of our job until the war is completely 
won, beyond the shadow of an Axis doubt. 


SANTA FE SYSTEM LINES 


ONE OF AMERICA'S RAILROADS—ALL UNITED FOR VICTORY 
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Each shipper whom we contact is entitled to a "Directory" : Bivins 
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The Independent Movers’ & Warehousemen's Association 


Cass | 


of what he can expect in dealing with the INDEPENDENT in his Calder 


Gener: 
lnters' 


locality: 
1. The assurance that each INDEPENDENT is amply 
experienced to handle your long distance moving. 
2. The assurance that each INDEPENDENT is completely Geral 
equipped for long distance moving operations. | 
The assurance that each INDEPENDENT comes well 


Johns 


recommended by other shippers in your locality. Sweet 
: @ iN 
Fran 


The assurance that each INDEPENDENT will provide Pelz 

each and every customer with the same high standard 

of personalized service; safe, efficient pick up, 

delivery, or storage; and a neighborly interest in 

your long distance moving problems. 

On your next long distance shipment of household goods, 

office furniture or institutional equipment, contact the 
INDEPENDENT in your locality. 


“ADOPT A TARIFF IN KEEPING WITH YOUR OPERATION” 


R LD 
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Your List of Independent Long Distance Movers of 
Household Goods, Office Furniture and Equipment 


e ALABAMA 

Birmingham Storage Co., Inc., Ensley 

@ CANADA 

Creasey, The Mover, Windsor, Ontario. 

International Cartage, Limited, Windsor, 
Ontario. 

e COLORADO 


Globe Moving & Storage, Denver. 

Golden Transfer Company, Longmont. 

@ CONNECTICUT 

Arnold, John V., Bridgeport. 

John M. Sullivan, Sullivan’s 
Bridgeport. 

Nukala, Anna, Brooklyn. 

Atlantic Moving & Warehouse Co.. Hartford. 

arrieau’s Express, Hartford. 

Boston, Hartford, & New York Movers, 
Hartford. 

The Gem Service, E. Hartford 

Krantz’s Express, Hartford. 

Amodio Moving & Storage Co. 
New Britain. 

Halverson & Son, J., New Britain. 

Charles & Russell Movers, New Haven. 

Merchants Express of New Haven, New 
Haven. 

@ DISTRICT OF COLUMBIA 


Ambassador Moving & Storage. 

Arrow Standard Transportation Co., Inc. 

B & W Transfer. 

Barrett Transfer. 

Cannon Ball Transit. 

Curles, Wm. E. 

Freeman Transfer & Storage. 

Modern Way Mover. 

Mullen’s Transfer & Storage. 

National Delivery Association, Inc. 

Robinson Transfer, L. 

Takoma Transfer & Storage, Inc. 

@ FLORIDA 

Flash Bonded Storage, Inc., Miami. 

Fulford Van & Storage, Inc., Orlando. 

Terminal Van Lines, St. Petersburg. 

@ GEORGIA 

House Transfer & Storage, Inc., Russell C., 
Atlanta. 

Suddath Moving & Storage, Atlanta. 

e@ ILLINOIS 

Arrow Express & Van Company, Chicago. 

Atlas Van Lines, Inc., Chicago. 

Bivins, Matthew B., Chicago. 

3ruton’s Careful Movers, Chicago. 

Cass Motor Service, Chicago. 

Calder’s Van Co., Chicago. 

General Movers, Inc., Chicago. 

luterstate Furniture Movers, Chicago. 

Jacob Van Lines, Chicago. 

Kessell Bros. Storage, Chicago. 

Kipps Moving & orage Co., Chicago. 

Moore’s Express &° Van Co., Chicago. 

Morgan Storage & Van Co., Chicago. 

National Van Lines, Inc., Chicago. 

Thompsons Motor Service, Chicago. 

Trans-American Van Service, Inc., Chicago. 

Warren Bros. Moving Chicago. 

R thery Storage & Van Co., Des Plaines. 

Gerold Moving & Warehousing Co., East 


St. Louis. 

Ice-Coal Transfer _ Rock Island. 

«* —? Ice, Coal & Transfer, Rock 
sland. 

~— a Rosenthal Ice-Coal Transfer, Rock 
sland. 

W. B. Simmon Transfer, Rock Island. 

Johnson Transfer & Storage Co., Streator. 

Sweet & Sons, Russell, Streator. 

@ INDIANA 


Frank, Wilson J., Columbia City. 

Pelz Transfer, Inc., Walter, Evansville. 

Shetler Moving & Storage Co., B. 
Evansville. 

Borgmann & Son, A. C., Fort Wayne. 

Brown Trucking Co., Inc., Fort Wayne. 

Kammeier Trucking Co., Fort Wayne. 

Nobles Furniture Exchange, Fort Wayne. 

South Side Transportation Co., Inc., Fort 
Wayne. 

Suelzer Trucking, Fort Wayne. 

Johnson Transfer & Storage, Gary. 

Public’s Moving Co., Hammond. 

East End Storage, Indianapolis. 

J. B. Geier, Indianapolis, 

Keller Bros. Transfer Co., Indianapolis. 
Suesy Transfer & Storage, Fred C., In- 
dianapolis, 

McDowell & Son, Marion. 

Mishawaka Transfer Co., Mishawaka. 
“Guyer the Mover,’ Peru. 

Ace-Van-Lines, South Bend. 

Dick's Moving & Transfer, South Bend. 

Proud, Keith E., South Bend. 

McCrocklin Bros. Transfer, Terre Haute. 

Sappington, Samuel V., Terre Haute. 

@ IOWA 


Gaie’s Transfer & Storage Co., Des Moines. 
Kessell Transfer & Storage Co., Des 
ines, 
> Transfer & Storage, Des Moines. 
acwell Storage & Moving Co., Mason City. 
iuendinger Transfer Line, Mason City. 
: Transfer & Storage, Mason City. 
ants Transfer, Newton. 
‘\ries Transfer, Orange City. 


Express, 


Frank, 


@ LOUISIANA 


Security Storage & Van Co., Inc., New 
Orleans. 


@ MARYLAND 


Apex Universal Van Service, Baltimore. 

Benson Moving & Storage Co., Baltimore. 

Bowers, Charles E., Company. Baltimore. 

Chernock Transfer Co., Inc., Baltimore. 

Dean Transfer Co., Baltimore. 

Geipe Van Lines & Fireproof Storage 
Warehouses, Baltimore. 

Highland Storage Warehouse, Baltimore. 

Hughes Van Co., Baltimore. 

King, Shirley, Baltimore. 

Loving & Son, Chas. A., Baltimore. 

O’Brien’s Roland Park Express, Baltimore. 

Snyder Moving Co., Baltimore. 

Sudler Moving & Storage Co., Baltimore. 

Webers Van & Storage Co., Baltimore. 

Wilhelm, D. K., Angelsea & Fleet, Balti- 
more. 

Carbaugh Van Service, Inc., Hagerstown. 

Anchor Transfer Co., Silver Spring. 

Burton Transfer Co., Silver Spring. 


@ MASSACHUSETTS 


Williams The Mover, ‘‘Herb,’’ Agawam. 
Harris, Mary G., No. Cambridge. 
Weymouth, Daniel M., Cambridge. 

Ahern & Son, T. A., Charlestown. 
Atlantic Moving & Warehouse, Dorchester. 
Fabio, William H., New Bedford. 

Edgar, H. E., Newton Highlands. 

Golden, Merand E., Shrewsbury. 

Bowlby & Son, C. R., West Sommerville. 
Charlie, The Mover, Springfield. 

Dahlke the Mover, Bill, Springfield. 
Gloth Transfer Co., Springfield. 

Burke, Philip E., Waltham. 

National Movers of Boston, Watertown. 
Nazarian, John, Watertown. 

Solin Transportation, Worcester. 


@ MICHIGAN 


4 Truck & Storage Company, Bay 

ty. 

American Van Service, Detroit. 

Ehalt Moving Co., Detroit. 

Farr Moving, Detroit. 

Frisbie Moving Co., O. H., Detroit. 

Hammel Moving & Storage, Detroit. 

Ivory Storage Co., Inc. John F., Detroit. 

Kanner Moving & Storage Co., Detroit. 

Livernois Moving Co., Detroit. 

Montcalm Moving Co., Detroit. 

Northern Moving & Storage, Detroit. 

Northwestern Moving Co., Detroit. 

Owl Moving & Storage, Detroit. 

Rebinson Storage Corp., Detroit. 

Russell’s Moving & Storage, Detroit. 

Suburban Van Lines, Inc., Detroit. 

Warren Co., E. H., Detroit. 

Winner Moving Co., A. E., Detroit. 

Boyd Moving, Arthur, Flint. 

Henry H. Stevens, Flint. 

Home Transfer Company, Grand Rapids. 

Stephan Storage Company, Grand Rapids. 

Boer’s Transfer, Holland. 

Imlach Movers, Lincoln Park. 

Colton, Kenneth, Monroe. 

Quick Transfer & Storage, Monroe. 

Bedford Moving & Storage, Pontiac. 

Stevens Brothers Fireproof Warehouse, 
Saginaw. 


@ MINNESOTA 


Elliot Transfer, G. R., Fergus Falls. 
Wittmers Truck Line, William, Albert Lea. 
Hibbing Van & Transfer, Hibbing. 

Berger Transfer, Carl, Minneapolis. 
Chicago Avenue Transfer, Minneapolis. 
Reliable Transfer, Minneapolis. 

Woodland Transfer, Minneapolis. 

Dawn Transfer & Storage Co., St. Paul. 
Metcalf Transfer Co., St. Paul. 


e@ MISSOURI 


Day Transfer, Cape Girardeau. 

Adams, J. R., Independence 

Collins Transfer, Independence. 

Marlatt Transfer & Storage, Joplin. — 

Ace Cab & Baggage Company, Kansas 


ity. 
G & M Moving & Transfer Co., Kansas 


City. 

~—_ Park Transfer Company, 

ty. 

Lincoln Storage & Moving, Kansas City. 

McCormack-Payton Storage & Moving, 
Kansas City. 

Manhattan Storage & Transfer Co., Kan- 
sas City. 

New Way Transfer, Kansas City. 

South Prospect Transfer, Kansas City. 

White Way Transfer, Kansas City. 

Hudson Van Lines, Overland. 

Gregory Moving Co., St. Louis. 

Gay Hudson Moving & Storage Co., Inc., 
St. Louis. 


Kansas 


Kortkamp Bros. Moving & Storage, Inc., 
St. Louis, 

Lockhart Moving Company St. Louis. 

Plaza Express Co., Inc., St. Louis. 

Sirkin & Needles Moving Co., St. Louis. 

Von Der Ahe Moving Co., St. Louis. 


@ NEBRASKA 


Donaldson Transfer, Lincoln. 

Ford Van Lines, Lincoln. 

Lair Van & Storage, Lincoln. 
Andrews Transfer & Storage, Norfolk. 
Central Storage & Van Co., Omaha. 


@ NEW JERSEY 


Empire Moving & Storage Co., Bayonne. 

Engel Brothers, Inc., Elizabeth. 

Engel Moving & Storage, Roy, Elizabeth. 

= Storage Warehouse, C. F., Jersey 

ty. 

Grady Storage Warehouse, Inc., Newark. 

Mergaugey’s Express & Storage, Ocean 
Grove. 

Evans, Edwin J., Orange. 

Community & Johnson Corp., 
Park. 

J. Fishman & Son, Paterson. 

Wright, John R., Phillipsburg. 

Luther Van Service, Teaneck. 

Northern Valley Express, Tenafly. 


Palisades 


@ NEW YORK 


Carroll Moving Service, Albany. 

George’s Moving Service, Albany. 

Return Loads Bureau, Astoria, Long Island. 

Vanportation & Warehouse, Astoria, Long 
Island. 

Helfrich, Francis J., Bronx. 

Hunt’s Point Moving & Storage Co., Bronx. 

Pelham Vans, Bronx. 

Alabama Moving & Storage Co., Brooklyn. 

American Vanlines, Inc., Brooklyn. 

Gene-Eddie’s Vans, Brooklyn. 

Smolowitz Bros., Brooklyn. 

Conway Wisdom, Ellenville. 

Stevens, Wayne C., Elmira. 

Laird’s Movers, Fairport. 

Rose Moving and Storage, Flushing. 

Caswell Van Lines, Henrietta. 

White Star Transfer, Kingston. 

Sternberger Motor Corp., Long Island City. 

Garrison, Edward B., Monroe. 

Suburban Fireproof Storage, New Rochelle. 

Allied Pittsburgh Warehouse & Van Co., 
New York. 

Continental Van Service, Inc., New York. 

Interstate Van Lines, New York. 

Liberty Return Loads Association, Inc., 
New York. 

National Moving & Warehouse Corporation, 
New York. 

Red Ball Van Lines, New York. 

Red Comet Van Lines, New York. 

Rockland Express, Nyack. 

Batterson Brothers Trucking, Inc., Roches- 
ter. 

Clancy Carting & Storage, Rochester. 

Dailey, H. E., Rochester. 

Yellow Van & Storage, Rochester. 

Clarence B. Lasher, Saugerties. 

Bell Brothers, Syracuse. 

Dorschug Moving & Trucking Co., Syra- 


cuse. 

Nichols Trucking Co., Syracuse. 

Salt City Movers & Storage, Syracuse. 
Henson Truck Lines, Harry J., Waverly. 
Bly Moving & Storage, Edw., Woodside. 


@ NORTH CAROLINA 


Smith Transfer & Storage, Charlotte. 
Dailey Co., J. T., Greensboro. 

Lipe, M. P., Hickory. 
Tanner Transfer, W. I., Rocky Mount. 


@ OHIO 


Best Movers, Akron. 

Eason Movers, Akron. 

Peck, Wm. J., Akron. 

Snow Brothers, Akron. 

Hammond, L. L., Alliance. 

Jewell Transfer & Moving, 
Bellaire. 

Scott Transfer, T. A., Bellaire. 

The Right Way Movers, Bowling Green. 

Motor Delivery, Canton. 

Russell, E. F., Celina. 

Ajax Van Lines, Cincinnatti. 

Burgess Movers, Cincinnati. 

Hall Moving and Storage, Cincinnati. 

Powell, John W., Moving & Storage Co., 
Cincinnati. 

Waters, G. W., Cincinnati. 

Central Storage, The, Columbus. 

Kline Transfer & Storage, H. 0O., Co- 
lumbus. 

Poston Transfer, F. F., Columbus. 

Swormstedt Storage & Van Co., Columbus. 

Tagg Coal & Transfer, Delaware. 

United Moving & Storage, Columbus. 


James E., 


Kuehn, Otto, Dayton. 

G'eneoe Transfer, Glencoe. 

Merchants Delivery, Marietta. 

Wetz Bros., Marietta. 

Dependable Messenger & Transfer Service, 
Marion. 

Martin, J. E., Martins Ferry. 

Norwood Transfer Co., Norwood. 

Ledge Bros. Transfer, St. Clairsville. 

MeMillen, M. C., Shadyside. 

Proctor, Frank C., Sidney. 

Sidney Truck & Storage, Sidney. 

Von Kaenel, Paul, Strasburg. 

Mingo Transfer Corp. Steubenville. 

Cbert, Karl. Toledo. 

Rymers & Son, A. D., Toledo. 

Thompson’s Transfer, Washington C. H. 

Koons, Arthur F., Westerville. 


@ OKLAHOMA 
American Transfer & Storage, Tulsa. 
@ PENNSYLVANIA 


Union Transfer Co. of Allentown, Allen- 
town. 

West Motor Freight, Boyertown. 

Dull’s Transfer and Storage, Connellsville. 

Kies, Abbie M., Easton. 

Bennett Storage & Carting, J. H., Erie. 

George Papson’s Transfer, Greensburg. 

Diamond Transfer and Storage, New 
Kensington. 

Fox Transfer, New Kensington. 

Shaw’s Transfer, New Kensington. 

Apple Moving & Storage Co., Philadelphia 

Bell, J. D., Philadelphia. 

Frankford Storage House, Inc., Philadel- 


phia. 
Good Moving & Storage, Philadelphia. 
Victory Storage Company, Philadelphia. 
Adams Van Lines, Pittsburgh. 
East End Trucking, Pittsburgh. 
Pittsburgh Warehouse and Van Co., Inc., 
Pittsburgh. 
Shadyside Transfer & Storage, Pittsburgh. 
Sober’s Transfer, Pittsburgh. 
Maurer’s Express, Reading. 
Blackledge Trucking, E. T., Scranton 
Anderson, Harry S., Washington. 
Smith, George B.. West Chester. 
York Van & Storage, York. 


@ RHODE ISLAND 
Brown & Company, Providence. 


@ SOUTH CAROLINA 
Parrish Dray Line, Inc., Sumter. 


e@ SOUTH DAKOTA 


Buboltz, Al, Transfer, Sioux Falls. 

Munce Brothers, Sioux Falls. 

Parker Transfer & Storage, Sioux Falls. 

Strahon Transportation, Sioux Falls. 

Skinner Transfer & Storage, Co., Water- 
town. 


Vanderhule Transfer & Storage, Yankton. 
@ TENNESSEE 


Ferguson Transfer Co., Inc., Johnson City. 
Ellis Moving Co., Nashville. 
Shaff Transfer & Storage Co., Nashville. 


@ TEXAS 


Velvin Transfer Company, Henderson. 
@ VERMUN! 

Ruskin The Mover, Bennington. 

@ VIRGINIA 


Duncan’s Transfer, Alexandria. 
Shelburne Transfer & Storage Corp., J. C., 
Richmond. 


@ WEST VIRGINIA 


Cooper Transfer & Storage, Beckley. 

Lovejoy Transfer, Chelyan. 

Moore, Charles Lewis, Gassaway. 

Curtis Transfer, Huntington. 

Gossett Transfer & Storage Company, L. 
D., Huntington. 

Myers Transfer & Storage, Huntington. 

Spear and Spear, Huntington. 

Games, Albert E., Moundsville. 

Barcus Transfer, New Martinsville. 

Still, Luther B., Sistersville. 

Starck, John, Weirton. 

Dickman Transfer, C. J., Wheeling. 

Miller Transfer & Storage, J. BE., Wheeling. 

Warwood Transfer Company, Wheeling. 

Hogan Storage & Transfer, Williamson. 


@ WISCONSIN 


Ward Bros. Transfer & Storage, Janesville. 
Ervin’s Van Service, Milwaukee. 
Wiedemeyer, Florence, Milwaukee. 

Georges Van & Storage Co., Milwaukee. 
National Van Lines, Milwaukee. 

Walter’s Express and Storage, Milwaukee. 
Rudolph Sorensen, Racine. 

Hinshaw, L., Waupun. 

Capitol Moving and Storage, West Allis. 
City Express & Moving, West Allis. 
Elliott’s Express, West Allis. 


When you have a moving job — contact a member of Independent Movers’ and Warehousemen's Assoc., Inc. 
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the Headlines... 


@ It’s common practice among sports writers to however, are the shippers and receivers whose 


make a big fuss over the man who pitches a good whole-hearted cooperation has made the outstand- 


game. But back of every shut-out there are eight ing performance of America’s railroads possible. 


men besides the fellow who tosses them in. Eight So. herewith sincere thanks from the roads 
men giving him vitally needed support. whose names are listed below. For our part we'll go 
That’s the way it is with the railroads. We’ve right on doing our best to “keep ’em rolling.’”’ We 


been handed lots of bouquets for the job we’ve been know that the shippers and receivers we serve will 


doing during the war. Infrequently mentioned, continue to work with us for victory. 
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The New Railroad Antitrust Case 


The Department of Justice, after two abortive 
® attempts to bring common carriers to book for 
their rate activities through criminal proceedings, this 
week instituted further proceedings, confining its new 
federal court effort to a civil action intended to bring 
about the dissolution of the Association of American 
Railroads and the Western Association of Railroad 
Executives and to end what it charges are “‘agreements, 
combinations, conspiracies, and activities of the kind 
charged in the complaint” violative of the antitrust law. 
These associations and individuals have acted to “‘main- 
tain noncompetitive rates for transportation and to pre- 
vent and retard improvements in the services and facili- 
ties of railroads for the western part of the United 
States,” it charges. 


Until a few weeks ago, the general opinion among 
carriers and shippers was that, although the Depart- 
ment of Justice irked under its earlier defeats, it would 
not further harrass the railroads, at least until the war 
was over. The belief was fostered by statements at the 
time the broad Chicago grand jury investigation into 
rate-making was abandoned early in 1943, by represen- 
tatives of the Department, that it was acceding to the 
requests of the Office of Defense Transportation and the 
War and Navy Departments in terminating the proceed- 


ings. Those requests were based, among other things, 
on the fact that the carriers had enough and more to do 
in handling war transportation without being forced 
into long and involved legal proceedings in order to de- 
fend practices almost as old as railroad transportation 
and much older than motor vehicle transportation. 

Two months earlier, Attorney General Biddle had 
said he was not concerned in disturbing ‘‘the existing 
normal and established activities of carrier rate bu- 
reaus,”’ but that he was interested only in a ‘‘few fla- 
grant abuses” involving “coercive practices such as in- 
timidation, fomenting of strikes and boycotts.” It was 
on the allegation of such abuses that the unsuccessful 
attempt was made a few months ago, in proceedings at 
Denver, against some motor carrier rate bureaus and 
individual truck operators. 


All these things pointed to freedom from apprehen- 
sion on the part of the carriers, at least until after the 
end of the present war, but speeches by the Attorney 
General and his assistant in recent weeks indicated that 
they were straining at the leash. They struck at Lincoln 
this week. 

Although the instant complaints are not aimed 
specifically against the rate bureaus of the railroads, 
the matter of rates and rate-making is involved. In his 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
‘o make their present facilities go as far as possible. Co- 
«peration by shippers in these efforts by, for instance, loading 

ud unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 


-roblem by the board created by Congress to make recom- 
endations for legislation. 
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Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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statement, issued at the time the complaint was filed, 
the Attorney General pointed out that the Supreme 
. Court had held that the Commission had “no power to 
' enforce the Sherman act as such,” and that, therefore, 
it was his duty to tend to that enforcement. That posi- 
tion appears to be sound, but his further statement that 
he was proceeding in the matter “even though many 
aspects of their (the railroads’) business are subject to 
regulation by the Interstate Commerce Commission,” 
seems to imply that broad rate discriminations are not 
included in those aspects. 

Whatever else the new proceedings are or are not, 
they are certainly rate proceedings. Despite what the 
Attorney General says, rate matters come under the 
jurisdiction of the Commission. The activities of the 
associations complained of in rate matters have also 
been continuously under scrutiny by the Commission. 
What the complaint in effect says, regardless of what 
Mr. . Biddle says it says, is that the Commission hasn’t 
done its job in protecting the interests of the west in 
so far as freight rates are concerned. Therefore, young 
Lochinvar Biddle must reverse the direction and come 
riding out of the east to the rescue of the west. 

It should be noted that, in addition to the charge 
that the railroad associations retarded railroad im- 
provements in the west, the complaint asserts that they 
“suppressed the development and growth of motor 
carriers and other forms of transportation competitive 
with the railroads in the western area.’ We suggest 
that these other forms of transportation withhold any 
overt show of glee over the plight of their railroad col- 
leagues until it becomes clear that the Department of 
Justice is not also planning on taking a shot at them. 
At the time Vice-President Wallace made his ignorant 
attack on railroad rate making in Texas, some months 
ago, there were motor carrier representatives who 
thought it was great stuff, completely overlooking the 
fact that the things he attacked were as much a part 
of motor carrier rate procedure as of railroad rate pro- 
cedure. It just may be that the Attorney General, in 
his zeal to find bases for his accusations that the rail- 
roads were suppressing the growth and development of 
motor carriers and other forms of transportation, will 
find inspiration for charges that these other forms of 
transportation were also suppressing something. 





Government and Transportation 


Recommendations of the Board of Investigation 
and Research that there be created a permanent 
federal transportation authority to carry on transpor- 
tation promotion, planning and research; an office of 
public transportation counsel in the Department of 
Justice, and a national transportation advisory com- 
mittee, made in a recent report of the board (see Traffic 
World, May 20, p. 1385), have now been embodied in 
a bill (S. 2085) introduced in the Senate by Senator 
Hill, of Alabama. Thus the board’s recommendations 
have been formally placed before Congress for action 
and there are thereby presented for consideration broad 
questions of national transportation policy. It may be 
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the Hill bill will ‘die’ in committee and that the pro- 
posals will not reach the floor of either Senate or the 
House. Nevertheless, the proposals ought to be seri- 
ously considered by carriers and shippers now so that 
their views on them may be made known to Congress. 

One of the principal questions raised by the bill, it 
seems to us, is whether government ought to intervene 
in promotion and regulation of transportation agencies 
as proposed. Has the government discharged its proper 
obligation to the carriers and the public by the ma- 
chinery it has already provided? 

More than half a century ago Congress created the 
Interstate Commerce Commission as its agent in this 
field and from time to time has broadened the scope of 
its activities and has increased its power. Here is a tri- 
bunal to which carrier and shipper may appeal for such 
relief and remedies as are provided in the interstate 
commerce act. There are also the Maritime Commission 
and the Civil Aeronautics Board functioning under the 
merchant marine and shipping acts, and the civil aero- 
nautics act, respectively. 

Proponents of the proposals embodied in the Hill 
bill in effect, of course, charge that there is something 
lacking in the present set-up that is necessary for the 
transportation well-being of the nation. Assuming that 
that is true—and we do not think that the last word on 
the subject of the government’s relations to transporta- 
tion has been enacted by Congress—are the. Hill bill 
proposals likely to meet that need? Would they or 
would they not tend to create confusion rather than 
lead to improvement in the transportation situation? 

It is not at all unlikely, we think, that having a 
permanent federal transportation authority with the 
powers recommended for it, a public transportation 
counsel and a national transportation advisory com- 
mittee, on the one hand, and the Interstate Commerce 
Commission, on the other, would make for controversy 
within the government and outside of it, with respect to 
the nation’s domestic railway, highway and waterway 
needs, and that the net result in the end would not 
make worth while the creation of additional agencies. 

We are definitely of the opinion that a public trans- 
portation counsel is not needed. It is proposed that this 
office be set up within the Department of Justice. Prob- 
ably it is fortunate that the country has had a sample 
of what such a counsel might do in the activities of 
Department of Justice officials with respect to the mak- 
ing of rates and the anti-trust law. A public transpor- 
tation counsel would have to find something to talk 
about and he would find it whether it amounted to any- 
thing or not, just as the Department of Justice people 
have been denouncing transportation rate-making prac- 
tices that may not be perfect but that certainly do not 
justify the procedure adopted by the department. 

A public transportation counsel probably would be- 
come a public transportation prosecutor—particularly 
if he were housed in the Department of Justice. 

What is needed in the relationship between govern- 
ment and transportation is simplification and not more 
complication than exists now. We are afraid that the 
Hill bill does not point toward such simplification. 
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Decisions of Interstate Commerce Commission 


Railroad, Water, and Motor Transport 





Frisco Motor Complaint 


In ruling that Frisco Transportation Co., wholly-owned 
subsidiary of the St. Louis-San Francisco Railway Co., had 
conducted unauthorized direct motor common carrier service, 
in a report in MC C-293, Campbell Sixty-Six Express, Inc., 
et al. vs. Frisco Transportation Co. et al., the Commission, 


division 5, said that all but two of the nine acquisitions of motor - 


carrier operations involved had been approved in order that the 
motor carrier subsidiary could perform service strictly auxiliary 
to or supplemental of the rail service of the railway (see Traffic 
World, Aug. 19). Chairman Patterson dissented in part, saying 
he did not agree with the majority in finding that the defend- 
ants had conducted operations in violation of the certificates 
because none of them limited the operations to be performed 
thereunder. He said the certificates should have been restricted 
to auxiliary service. 

The chairman agreed with the action of the majority in 
withholding an order in the instant proceeding pending reopen- 
ing of the finance proceedings covering the purchased opera- 
tions for reconsideration for the purpose of determining what, 
if any, conditions or restrictions should be imposed in the cer- 
tificates to remove all doubt about the character of operations 
that Frisco had been authorized to acquire and in which it was 
authorized to engage. He said it seemed inevitable to him that 
“sooner or later consideration must be given to the propriety 
of imposing conditions covering defendants’ entire operation 
and, in his opinion, the necessary steps should be taken to deal 
with the whole subject at one time instead of piecemeal.” 

The following were the acquisitions of Frisco that were 
approved subject to the condition that the service to be per- 
formed was to be auxiliary to and supplementary of the rail- 
way, according to the report: 


Frisco Trans. Co.—Purchase—Cooper, 15 M. C. C. 317; Frisco 
Transp. Co.—Purchase—Hamm, 15 M. C. C. 320; Frisco Transp. Co.— 
Purchase—Rose, 15 M. C. C. 323; Frisco Transp. Co.—Purchase—Parker, 
25 M. C. C. 96; and Frisco Trans. Co.—Purchase—Bennett, 35 M. C. C. 
802. 


“Tt is undisputed on the record before us that this defend- 
ant is engaged in performing an independent motor common 
carrier service of the same kind and character as is performed 
by motor common carriers generally,” said the report. “It holds 
itself out to transport, and does transport, shipments moving 
entirely. by motor vehicle between points on its lines, and be- 
tween points on its lines and points on the lines of other motor 
common carriers, under its own bills of lading, and it is a party 
to and collects all-motor rates, both those having local applica- 
tion over its lines and those having joint application over its 
lines and the lines of other motor common carriers. Its service 
in this respect is exactly the same as that rendered by a motor 
common carrier which is not engaged in performing a service 
auxiliary to or supplemental of rail service. 

After pointing out that both the subsidiary motor line and 
the railway were parties to Substituted Freight Service Direc- 
tory, I. C. C. No. 5, MC-I. C. C. No. 80, issued by Agent J. D. 
Hughett, and to National Substituted Freight Service Directory, 
I. C. C. No. A-3389, MF-I. C. C. No. A-85, the report continued: 


The evidence shows that under the substitution rules the railway, 
with respect to traffic which it originates, frequently substitutes the 
line-haul service of the Transportation Company between points on the 
lines of the railway, where both carriers serve such points, in lieu of 
line-haul rail service, and without either a prior or subsequent rail 
haul. In such instances the railway issues a bill of lading and the 
traffic moves at the rail rates. Similarly the Transportation Company, 
as to traffic originated by it, may have the line-haul service performed 
by the railway between points common to both carriers without either 
a prior or subsequent motor haul. In such instances, the Transporta- 
tion Company issues the bill of lading, and the shipment moves at its 
motor rates. It appears that at the time of the hearing, between points 
common to the two carriers, the Transportation Company’s tariff gen- 
erally contained the rail rate, subject to a lower minimum weight, or 
else the railway’s tariff contained lower rates, subject to minima higher 
than maintained by the Transportation Company. In some instances, 
the railway maintained lower rates than the Transportation Company 
on the same commodity and subject to the same minimum as main- 
tained by the latter. 

On brief, complainants contend that the manner in which the de- 
fendant has performed the substituted service is not in consonance with 
the findings in Substituted Freight Service, 232 I. C. C. 683. There is 
an intimation in the testimony of one of the witnesses that the railway 


might accept a carload shipment, issue the bill of lading thereon, and 
have the shipment transported in line-haul service from origin to 
destination by the trucks of the Transportation Company. This kind 
of substitution of service is not contemplated by the published substi- 
tution rules. The Kipp substitution tariff provides that motor-carrier 
service may be substituted for actually available service by rail only 
on less-than-carload traffic. Defendants are admonished that if they 
are engaging in this kind of substitution service it should be discon- 
tinued promptly. In other respects the record herein indicates that the 
defendants have operated in accordance with the views expressed in the 
report just cited, in which no order was entered. Their substitution 
rules appear to have followed the suggestions therein. 


The report said the defendants did not refute the allega- 
tion that Frisco Transportation had been performing an inde- 
pendent motor common carrier service, but that their evidence 
had been devoted principally to showing the beneficial results 
of such direct motor service. For the purposes of deciding the 
issues it was unnecessary to consider such evidence, said the 
report. 

It referred to Texas & Pacific M. Transport Co. Common 
Carrier Application, 41 M. C. C. 721, in which, it said, the Com- 
mission had found that, to the extent the petitioner held cer- 
tificates limiting the motor vehicle service authorized to that 
which was auxiliary to rail service, it was without authority 
to perform service under all-motor local and all-motor joint 
rates with connecting motor carriers, or to substitute rail serv- 
ice for motor service, and, accordingly, might not properly be 
a party to tariffs containing all-motor rates or to tariffs pro- 
viding for the substitution of rail for motor service. It con- 
tinued: 


What we said in the proceeding just referred to is applicable here 
to operations, the purchase of .which was approved subject to the reser- 
vation of the right to impose such further limitations or conditions as 
might be necessary to insure a service auxiliary or supplementary to 
the train service of the Railway. The approval in each of those cases 
undoubtedly would have been withheld, except for the clear under- 
standing that an auxiliary or supplementary rail service, instead of an 
all-out independent motor service, was to be performed by the Trans- 
portation Company. It may be observed that as the Transportation 
Company in effect agreed to the imposition of such a limitation, either 
in the approval of the acquisitions, or at a later date, as a condition 
subject to which it made the purchases, and in fact itself described its 
proposed service as being so limited, there seemed at the time the cer- 
tificates were first issued no necessity for imposing any particular re- 
strictions upon the character of the service to be performed. By refer- 
ence to the Cooper, Hamm, and other purchase proceedings, herein- 
before discussed, it will be seen that it was clearly understood that the 
Transportation Company did not seek to perform service which was not 
auxiliary and supplementary to that of the railway. Although there may 
have been some uncertainty then as to the manner in which the Trans- 
portation Company should conduct its operations so as to insure the 
rendition of that character of service, the Transportation Company 
could not then or now successfully contend that motor common-carrier 
service independent from that of rail service could be considered as 
“auxiliary and supplementary”’ to the train service of a railroad. As 
indicated in Texas & Pacific M. Transport Co. Com. Car. Application, 
supra, that is the character of service performed by motor common 
earriers generally, which have no connection whatever with railroads. 
The purchases by the Frisco were approved,in order to enable the per- 
formance of a more efficient railroad service through the medium of a 
rail-owned motor carrier; the service, although performed by motor 
vehicle, was nevertheless to be a rail service in the handling of rail 
traffic on rail billing and at rail rates. 


The report said the defendants contended they had vio- 
lated no orders or decisions of the Commission in performing 
the independent motor carrier service, based on the facts that 
Frisco Transportation had acquired the operating rights by 
purchasing the operations of carriers in direct competition with 
the railway, performing no pre- or ex-rail service for the latter, 
and that no key points had been prescribed in any of the pur- 
chases. However, the report said they apparently overlooked 
the fact that at least in some of the purchases, approval was 
conditioned on the performance of an auxiliary service, and 
that the right to impose future limitations, that would insure 
the rendition of such service, if necessary, had been reserved 
in the findings. 

Commenting on the situation generally, the report said: 


The operations considered herein were acquired piecemeal and un- 
doubtedly it did not appear at the time the certificates were first issued 
that limitations of the character requisite to insure the rendition of a 
rail auxiliary and supplementary service were necessary. In some in- 
stances it could not then have been determined with precision the type 
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of limitations that would be necessary. And, as noted above, with re- 
spect to all the acquisitions there was the clear implication by the 
Transportation Company that the service it intended to perform was 
of a character so well understood and so different from that of motor 
common carriers having no affiliations with railroads as to require no 
specific limitations or restrictions. That definite and precise limitations 
and restrictions have not been imposed is not important, however, in 
view of the reservation, in many of the purchases, of the right to im- 
pose such restrictions when necessary. All the certificates entered pur- 
suant to the orders in the purchase cases made appropriate reference 
to the latter, and so does the certificate issued on December 20, 1943 


Petroleum Carrier Denial 


A request by Petroleum Carrier Corporation that its status 
be changed, with one exception, from that of a contract carrier 
to that of a common carrier, and that it be allowed to serve 
a more extensive origin and destination territory as a common 
carrier than it served as a contract carrier, has been denied 
by the Commission, division 5, in a report and order in MC 
63517, Sub. 8, Petroleum Carrier Corporation Common Carrier 
Application. The application was for a certificate authorizing 
the transportation of petroleum and petroleum products in bulk, 
in tank trucks, between points in ;lorida, Georgia, Alabama, 
Mississippi, Tennessee, North Carolina, and South Carolina, 
over irregular routes. Seaboard Airline Railway Co. and four 
motor carriers testified in opposition to the application, and 
four oil companies supported the application. The report said 
the applicant sought common carrier authority in order that 
it might participate in the proportional rates published by the 
Southeastern Pipe Line Co. and the Plantation Pipe Line Co. 


The report said that the evidence submitted by the sup- 
porting shippers did not disclose that any of them had a need 
for a motor carrier service in non-radial operations between 
all points in the seven states the applicant proposed to serve. 
It was true, it said, that on occasions their products moved 
to a particular point from more than one origin, but that that 
fact did not evidence a need for non-radial cross-haul service 
between all points in the large territory the applicant proposed 
to serve. After discussing the changes brought about by the 
war emergency, the report said the record did not reveal what 
need, if any, there would be for the proposed service of the 
applicant on the return of normal conditions in the transporta- 
tion field. None of the shippers presented any facts showing 
that a study had been made of the advantages, looking to 
economy of operations and expedition of service to the public, 
of continuing to ship products from the pipe line outlets in 
servicing any particular territories in the seven states, the re- 
port said. In such a study, it added, consideration would have 
to be given to the available agencies of transportation in 
normal times as compared with those now existing and that, 
on this record, it could not be found that the applicant had 
established that present and future public convenience and 
necessity required the proposed operation. To find otherwise, 
it said, would require the Commission to ignore the apparent 
adequacy of the future services of numerous other carriers now 
operating in the considered territory, who had been granted 
temporary authority similar to that held by the applicant for 
servicing new points of origin at the pipe line outlets in Florida 
and Georgia. 


The report said the only evidence of any need for the 
applicant’s services as a common carrier related to the proposed 
transportation from points on the pipe lines of Southeastern 
and Plantation and that, in the circumstances, there was in- 
sufficient evidence from which to find that the applicant’s 
present operations in the transportation of bulk petroleum prod- 
ucts, as authorized by the permits now held by it, were those 
of a common carrier. 





Sale of Truck Service Corp. 


Authority should be granted by the Commission to Robert 
E. Mack, dba Mack Transportation Co., of Philadelphia, Pa., 
to purchase for $22,500 the operating rights and property of 
Truck Service Corporation, also of Philadelphia, subject to a 
condition requiring elimination of dual operating authority, 
Examiner John S. Higgins recommended in a proposed report 
in MC F-2484, Robert E. Mack—Purchase—Truck Service Cor- 
poration. 


Truck Service Corporation, the examiner said, had ob- 
tained a permit in MC 8487 authorizing operation as a motor 
contract carrier of general commodities over irregular routes 
between Philadelphia and Camden, N. J., on the one hand, and, 
on the other, points in the New York commercial zone and 
those in New Jersey, Pennsylvania, Delaware, Maryland and 
the District of Columbia, restricted to the performance of serv- 
ice in which Truck Service leased trucks with drivers to 
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shippers, for the exclusive transportation of such shippers 
property. 

“Vendee is authorized to transport specified commoditie: 
both as a common carrier and as a contract carrier, .but ha: 
substantially curtailed his common carrier operations excep: 
within Philadelphia,” said the examiner. “He proposes to pur 
chase contract carrier rights which authorize operations com 
petitive with all of his authorized common carrier operation 
except in Philadelphia. Vendee, through counsel, stated tha 
he has no desire to hold both common carrier and contraci 
carrier operating rights authorizing the performance of a com- 
petitive service and is willing that his common carrier right: 
be modified by eliminating therefrom all rights except thos« 
covering transportation of general commodities, with excep- 
tions, within Philadelphia. With such modification the examiner 
finds that the holding by vendee of the certificate as a common 
carrier, and permit as a contract carrier covering the operat- 
ing rights herein proposed to be purchased would be consistent 


— the public interest and the national transportation 
poucy., ....” 


D. C.-VA. PASSENGER FARES 


Acting on a request of the parties to No. 28991, Passenge1 
Fares Between the District of Columbia and Nearby Virginia, 
in which the Commiss‘on affirmed its ruling that federal gov- 
ernment installations on the Virginia side of the Potomac River 
should be included in the District of Columbia fare zone, the 
Commission, by Commissioner Porter, has modified its order 
of June 12 to become effective September 11, instead of August 
31. The order required the respondent carriers to establish thc 
fares prescribed by the Commission as reasonable (see Traffic 
World, June 24, p. 1684). 





STATUS OF SEATRAIN 


By an order in W-543, Seatrain Lines, Inc., Common Car- 
rier Applications, the Commission has denied a petition of the 
Hoboken Manufacturers Ra‘lroad Co. for leave to intervene. 
The petition was presented at argument in the proceeding. It 
said that the railroad was required to file a plan of reorganiza- 
tion in its recently instituted reorganization proceedings, but 
could not do so until a determination had been made as to 
whether or not Seatrain would continue to use the fac lities of 
the railroad at Hoboken, N. J., and that it would lose money 
if Seatrain used facilities at New York other than those of the 
railroad (see Traffic World, July 29, p. 259). The railroad 
asked that the Commission restrict Seatrain’s operations by 
authorizing only the continuance of its former operations 
whereunder its sole terminal in New York harbor for the load- 
ing and unloading of its vessels was located on the lines of the 
railroad at Hoboken. 





WELLS FARGO FORWARDER PERMIT 


The Commission, division 4, by a report, permit and order, 
effective October 16, in FF-86, Wells Fargo Carloading Co. 
Freight Forwarder Application, has found the applicant to be 
a forwarder. Authority was granted to forward commodities 
generally from points in Connecticut, Delaware, Maine, Mary- 
land, Massachusetts, New Hampshire, New Jersey, New York, 
Ohio, Pennsylvania, Rhode Island, Vermont, Virginia, West 
Virginia, and the District of Columbia to points in California. 
The report said the applicant began operation as a forwarder 
on February 1, 1942, at which time it succeeded to the for- 
warding business of its parent company, Wells Fargo & Co., 
which, the report said, had been engaged since July 1, 1939, 
in operation between Boston, Mass., New York, N. Y., and 
Philadelphia, Pa., and points in California. 


NICHOLSON WATER RIGHTS 


Inasmuch as the applicant had established bona fide opera- 
tion on all of the major lakes both prior to and since January 1, 
1940, these operations were sufficient to show an undertaking 
to serve points on all of the lakes rather than an intention to 
exclude the involved points, said the Commission, division 4, in 
a second report on reconsideration in W-732, Nicholson Transit 
Co. Contract Carrier Application. A modified certificate and 
order, effective November 4, were issued granting the applicant 
authority to continue service to, from or between points on 
Lake Ontario and the St. Lawrence River as far east as Ogdens- 
burg, N. Y. The instant report reversed the prior reports, 250 
I. C. C. 759, and 260 I. C. C. 232, in that respect. Commissioner 
Miller dissented. 

The report said that, in determining “grandfather” rights 
under part III of the interstate commerce act, it had been the 
policy of the Commission not to restrict a carrier that had been 
performing a general service within a given area to the partic- 
ular ports and points to and from which transportation was 
actually performed. It pointed out that Nicholson had not 
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served the involved points prior to January 1, 1940, but that it 
had performed service on those waterways in the 1940 and 1941 
seasons. The report said that consideration had also been given 
to the scope of the operation in which the applicant was organ- 
ized to engage, the extent to which it held itself out to transport 
traffic within such territory, and its ability to perform such 
transportation on demand. 


WASSON WATER CARRIER APPLICATION 

The Commission, division 4, by an order in No. W-28, Bur- 
tis M. Wasson Contract Carrier Application, has vacated its 
certificate and order of February 4, 1943, in that proceeding, 
saying that the carrier had suspended operation in 1943. The 
order said the only vessel formerly operated by him had been 
sold, that he had no intention of resuming business as a water 
carrier, and that he had requested that the certificate be can- 
celled. 


L. & N.-Il. C. CONSTRUCTION 

The Commission, by Commissioner Porter, in an order in 
Finance No. 14536, Louisville & Nashville Railroad Co. Con- 
struction, and Finance No. 14571, Chicago, St. Louis & New 
Orleans Railroad Co. et al. Construction, has sustained the 
motion of the Louisville & Nashville for separate disposition 
of the proceedings in Finance No. 14536, on briefs and without 
issuance of a proposed report (see Traffic World, Aug. 12, 
p. 385, and Aug. 19, p. 440). In Finance No. 14536, the L. & N. 
seeks authority to build a line 2.1 miles long in Muhlenberg 
county, Ky., to serve coal mining property, and in Finance 
No. 14571, the C., St. L. & N. O. and the Illinois Central seek 
authority to build a line 7.1 miles long to coal mines also 
located in Muhlenberg county. 


SEABOARD RECEIVERSHIP 


The Commission, division 4, has denied the application of 
John F. Dailey, Jr., William L. Hadden, Ralph Neumuller, and 
Ward Van der Hoof Tolbert, as a protective committee for 
holders of Seaboard-All Florida Railway first mortgage six 
per cent bonds, series A and B, and/or certificates of deposit 
for said bonds, for authority to solicit from such holders their 
authorizations to represent them, without the deposit of the 
securities, in Finance No. 14612, Seaboard Air Line Railway 
Co. Receivership. The action was taken in a report and order 
in that proceeding. 

After pointing out the activities of a protective committee 
that had formerly represented the holders of a large amount 
of the bonds, and the action of that committee following ap- 
proval of the plan of reorganization under which the new com- 
pany would not assume the Seaboard-All Florida first mortgage 
bonds, but provided that the properties subject to the mortgage 
were to be acquired by the reorganization committee through 
foreclosure or otherwise, the report said it was clear that the 
purpose of the applicants in forming the committee was to per- 
mit “these recent purchases of the securities in question to 
obtain additional financial support from other bondholders for 
further litigation through which they hope to obtain better 
treatment for their bonds.” It said that, in view of the fact that 
the bondholders causing the formation of the committee saw 
fit to proceed alone in their own interests to such an advanced 
Stage of the proceedings, it was the Commission’s view that they 
should not now be permitted to increase the reorganization 
costs of the estate by formation of a committee or ask other 
bondholders to aid them financially in their endeavors. 


NEW HAVEN REORGANIZATION 


By a report and order in Finance No. 10992, New York, 
New Haven & Hartford Railroad Co. Reorganization, the Com- 
mission, division 4, has fixed the maximum limits of final allow- 
ance of compensation for services rendered and expenses in- 
curred, generally between January 1, 1941, and April 12, 1944, 
at $1,200.77 for expenses incurred by the bank group holding 
collateral notes of the debtor, and at $20,000 for Mudge, Stern, 
Williams & Tucker, counsel for the bank group. The bank 
group consisted of the Chase National Bank of the City of New 
York, the First National Bank of Boston, Irving Trust Co., the 
National Shawmut Bank of Boston, the Second National Bank 
of Boston, and the Union Trust Co. of Springfield, Mass. 


MOTOR CARRIER SHOW-CAUSE ORDERS 

The Commission, division 5, has issued show-cause orders 
to four motor carriers, requiring them to file a verified written 
Statement with the Commission’s secretary, on or before Sep- 
tember 20, showing cause why the right to engage in trans- 
portation under their respective certificates should not be sus- 
bended, for failure to comply, and until compliance, with the 
Provisions of the Commission’s tariff circular MF No. 3. 

The orders showed the carriers to be parties to H. I. Truitt, 
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agent’s MF-I. C. C. No. 1, effective March 15, 1937, and specified 
supplements thereto. The orders said that the tariffs and the 
supplements did not define clearly the territory within which 
the carriers operated over irregular routes, and did not con- 
tain reference to a separate publication (not a rate tariff) on 
file with the Commission, and bearing an MF-I. C. C. number, 
clearly defining such territory; and that the tariff contained 
33 pages and had six effective supplements aggregating 22 
pages, whereas the tariff should have not to exceed two 
effective supplements aggregating not to exceed 11 pages, in 
violation of the provisions of the Commission’s tariff circular 
MF No. 3. 

The orders were issued in MC 44016, John H. Carter, Sus- 
pension of Certificate; MC 14449, and Subs. 2 and 3, The 
Peninsula Corporation, Same; MC 41330, Charles R. Jackson, 
Same; and MC 42788, Arthur B. Rosser, Same. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be om 
tained by prompt application to the Commission.) 


Paper 


I. and S. M-2344, Paper between Boston, Mass., and Points 
in Massachusetts and Rhode Island. By division 2. Suspended 
schedules ordered cancelled October 1, on one day’s notice, 
without prejudice to the establishment of class rates in con- 
formity with the views expressed, and proceeding discontinued. 
Proposed cancellation of commodity rates on paper and paper 
articles, between Boston, Mass., on the one hand, and, on the 
other, Brockton, Mass., and Pawtucket, Providence, and Woon- 
socket, R. I., found not shown just and reasonable. By sched- 
ules filed to become effective December 23, 1943, Boston & 
Taunton Transportation Co., proposed to cancel certain com- 
modity rates on paper and numerous paper articles, as afore- 
mentioned. On protest of the Price Administrator, operation 
of the proposed schedules was postponed until July 23, and 
their effective date postponed indefinitely by the respondent. 
The report said cancellation of the commodity rates would 
result in the application of class rates reflecting increases 
ranging from 19 to 120 per cent. The commodity rates, it said, 
ranged from 50 to 75 per cent of the fifth-class rates that gen- 
erally would apply in the absence of commodity rates or clas- 
sification exceptions ratings. The report said the respondent 
had made a prima facie showing that fifth-class rates, which it 
believed would apply, would be lawful, but that because of an 
obvious error in tariff compilation the intended class rates 
would not apply if the schedules under suspension became 
effective, and that the findings were without pdejudice to the 
filing of new schedules making the fifth-class rates applicable. 


Stoves 


MC C-353, L. V. Brandt Corporation vs. Hayes Freight 
Lines, Inc. By division 2. Dismissed. Rates charged on less- 
than-truckload shipments of coal-burning stoves and wood- 
burning stoves, from Metropolis, Ill., to St. Louis, Mo., 
inapplicable. Applicable rate determined to have been fourth- 
class rate of 37 cents, based on an interpretation that an excep- 
tions classification applying to “Stoves, Coal or Wood, L. T. L.” 
applied, not as the respondent contended only on stoves burning 
both coal and wood, but on stoves burning either coal or wood. 





Commission Motor Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
jull may be obtained by prompt application to the Commission., 


*MC 63066, Sub. 2, E. J. Willig, San Francisco, Calif., 
extension. On reconsideration findings in report on reconsidera- 
tion, 31 M. C. C. 810, modified by limiting applicant’s operations 
as a contract carrier to the transportation, under individual 
contracts with persons who operate meat packing houses, the 
business of which is the processing, manufacture, and sale of 
packing house products, of packing house products and packing 
house supplies, soap, and canned meats, pork and beans, salad 
oils, and tomato juice, between South San Francisco, Calif., on 
the one hand, and, on the other, Bakersfield, Fresno, and Sacra- 
mento, Calif., and all points in the Los Angeles and Los An- 
geles Harbor commercial zones, over irregular routes. 

*MC 93033, Ira De Lang, Burlington, la., contract carrier. 
On reconsideration findings in prior report, 18 M. C. C. 831 
modified (1) by limiting operations of applicant’s successor, 
James G. Arledge, dba Arledge Transfer Co., to the transpor- 
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tation under individual contracts with persons who operate 
wholesale grocery houses, the business of which is the sale of 
food, of such commodities as are dealt in by wholesale, retail, 
and chain grocery and food business houses, from Burlington, 
Ia., to points in a described territory in Ill.; and (2) of damaged 
and rejected or returned shipments and of empty used con- 
tainers on return from such Illinois points to Burlington, over 
irregular routes. 

*MC 95657, Elmer T. Philbin, West Somerville, Mass., con- 
tract carrier. On reconsideration findings in prior report, 18 
M. C. C. 846, modified to limit operations of applicant as a 
contract carrier to the transportation, under individual contracts 
or agreements with persons who operate retail stores, the busi- 
ness of which is the sale of food, of such merchandise as is 
dealt in by wholesale, retail, and chain grocery and food busi- 
ness houses, and in connection therewith, equipment, materials, 
and supplies used in the conduct of such business, between Bos- 
ton, Mass., on the one hand, and points in Mass. within 50 
miles of the state house in Boston, on the other, over irregular 
routes. 

*MC 18264, Sub. 6, Hartford Transportation Co., Hartford, 
Conn., extension. Certificate granted. Paper and paper prod- 
ucts, and materials, machinery, machine parts, and supplies 
used in the manufacture thereof (1) to or from Piermont, N. Y., 
as an off-route point in connection with applicant’s presently- 
authorized regular route operations between New York, N. Y., 
and Berlin, Conn.; and (2) over irregular routes, between 
Piermont, on the one hand, and, on the other, Springfield, 
Mass., and points in Mass. within 15 miles thereof. 

*MC 52380, Adrian Van Daalen, successor in interest to 
Oliver C. Keller and Gertrude Keller, Grand Rapids, Mich., 
contract carrier. On reconsideration, findings in prior report, 
41 M. C. C. 823, modified to limit authorized transportation to 
that under individual contracts with persons who operate meat- 
packing businesses or who operate wholesale establishments, 
the business of which is the sale of packing house products, of 
fresh meats, packing house supplies, packing house equipment, 
and such other commodities as are dealt in or distributed by 
packing houses, also advertising matter furnished by packing 
houses for use in the sale of such commodities, from Grand 
Rapids, Mich., to all points in the lower peninsula of Mich., 
except those within 8 miles of Grand Rapids, over irregular 
routes. 

*MC 93321, Henry C. Lancaster, Wentworth, N. H., con- 
tract carrier. On reconsideration, findings in prior report, 42 
M. C. C. 843, limited to authorize transportation under indi- 
vidual agreements with persons engaged in lumbering and 
logging operations, of equipment, materials, and supplies used 
or useful in such operations, between Magalloway Plantation, 
Me., and points in Coos county, N. H., over irregular routes. 

*MC 93713, Sub. 2, Joseph Lieberman, Brooklyn, N. Y., 
extension. Certificate denied. Household goods, between New 
York, N. Y., on the one hand, and, on the other, points in II1., 
Mich., O., and W. Va., over irregular routes. 

*MC 93942, Sub. 1, William Nober, Lake Huntington, N. Y., 
extension. Certificate granted. Passengers and their baggage 
in special operations in non-scheduled door- >-door service, 
limited to the transportation of not more than six passengers 
in any one vehicle in the period extending from May 15 to 
September 30, both inclusive, of each year, between New York, 
N. Y., on the one hand, and, on the other, points in Cochecton 
ae Sullivan county, N. Y., over irregular routes, through 

*MC 94192, Louis A. Heim, Aurora, III., contract carrier. 
On reconsideration, findings in prior report, 42 M. C. C. 916, 
modified to limit applicant’s operations to the transportation, 
under individual agreements with persons who operate meat- 
packing businesses, of packing house products and other prod- 
ucts produced and shipped by a firm whose principal business 
is meat packing, from Aurora, IIl., to points in Kane, Kendall, 
Will, La Salle, De Kalb, and Du Page counties, Ill., and to La 
Grange and Elmhurst, Ill., over irregular routes. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14634, Boston & Maine Railroad Pur- 
chase, authorizing purchase by the Boston & Maine Railroad of the 
properties and franchises of the Nashua & Lowell Railroad Corpora- 
tion. Approved. 

Report and order in F. D. No. 14649, Akron, Canton & Youngstown 
Railroad Co. Notes, granting authority to issue at par (1) a promissory 
note in the face amount of not exceeding $116,200 in further evidence 
of the unpaid portion of the purchase price of certain equipment to be 
acquired under a conditional-sale agreement, and (2) not exceeding 
$350,000 of promissory notes in further evidence of, but not in payment 
of, the unpaid principal on certain conditional-sale agreements assumed 
by the applicant. Approved. 

Report and order in F. D. No. 14640, Cincinnati Union Terminal Co. 
Bonds, F. D. No. 14640 (Sub. No. 1), Pennsylvania Railroad Co. Assump- 
tion of Obligation and Liability, F. D. No. 14640 (Sub. No. 2), Louis- 
ville & Nashville Railroad Co. Assumption of Obligation and Liability, 
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F. D. No. 14640 (Sub. No. 3), Norfolk & Western Railway Co. Assump. 
tion of Obligation and Liability, F. D. No. 14640 (Sub. No. 4), Cleveland, 
Cincinnati, Chicago & St. Louis Railway Co. and New York Centvra] 
Railroad Co. Assumption of Obligation and Liability, F. D. No. 14¢49 
(Suk. No. 5), Baltimore & Ohio Railroad Co. Assumption of Obligation 
and Liability, F. D. No. 14640 (Sub. No. 6), Chesapeake & Ohio Railway 
Co. Assumption of Obligation and Liability, and F. D. No. 14640 (Sub, 
No. 7), Cincinnati, New Orleans & Texas Pacific Railway Co. Assumption 
of Obligation and Liability, (1) granting authority to the Cincinnati 
Union Terminal Co. to issue not exceeding $24,000,000 of first mortgage 
2% per cent bonds, series G, to be sold at 101.08 and accrued interest, 
and the proceeds used to redeem a like amount of outstanding first 
mortgage 3% per cent bonds, series D, and (2) granting authority to 
the Pennsylvania Railroad Co., Louisville & Nashville Railroad Co, 
Norfolk & Western Railway Co., Cleveland, Cincinnati, Chicago & St, 
Louis Railway Co., Baltimore & Ohio Railroad Co., Chesapeake & Ohio 
Railway Co., and Cincinnati, New Orleans & Texas Pacific Railway Co, 
to assume obligation and liability jointly and severally, as guarantors, 
in respect of the bonds herein authorized to be issued, and (3) granting 
authority to the New York Central Railroad Co., as lessee of the prop- 
erties of the Cleveland, Cincinnati, Chicago & St. Louis Railway Co. to 
assume obligation and liability in respect of the lessor’s guaranty of the 
series G bonds. Approved. 

Report and order in F. D. No. 14598, Bangor & Aroostock Railroad 
Co. Notes, granting authority to issue at par promissory notes for 
not exceeding $360,000 in evidence of, but not in payment of the 
unpaid portion of the purchase price of certain equipment to be 
acquired under conditional-sale agreements. Approved. 


MOTOR FINANCE CASES 
MC-F-2527, Oliver True—Control; Lake Motor Freight Line, Inc.— 
Purchase—Boswell Brothers Motor Freight, Inc. (Earl Kuhn, Trustee), 
Upon recommendation, application for authority under section 210a(b) 
of Lake Motor Freight Line, Inc., of Port Clinton, Ohio, for tem. 
porary operation of a portion of the motor-carrier rights of Boswell 
Brothers Motor Freight, Inc. (Earl Kuhn, Trustee), of Detroit, Mich., 
granted with conditions. 
MC-F-2585, Mid-States Freight Lines, Inc.—Purchase—Southern 
Transit Co. Extension granted to September 4, 1944, 


porary authority under section 210a(b). 





COMMISSION ORDERS 
MC 668, Sub. 25, Inter-City Transportation Co., Inc., extension, New 
York City and New Jersey points. Findings in report and order on 
further proceedings entered June 8, 1942, modified by deleting from 


Route 7 of appendix thereto words ‘‘Jewish Holidays’’ and inserting inf 


lieu thereof words ‘‘Jewish Memorial Days.’’ This order shall become 
effective October 9, unless prior thereto any party in interest shall show 
cause, if any there be, in writing verified under oath, why report and 
order of June 8, 1942, should not be modified in manner described above, 

McC 10900, Sub. 1, McCullough Transfer Co., formerly Alfred McCul- 
lough, extension, roofing materials. Reopened for further consideration 
solely to determine whether public convenience and necessity require 
operation by applicant, as a common carrier in interstate or foreign 
commerce, of steel mill products, from Beaver Falls, Pa., to points in 
Ohio on and north of U. S. Highway 50, over irregular routes. 

MC 50367, James Joseph Kearns common carrier application. 
ings in report and order of May 3, 1940, modified so as to delete there- 
from words ‘‘in the performance of collection and delivery service.” 
This order shall become effective October 9, unless prior thereto any 
party in interest shall show cause, if any there be, in writing verified 
under oath, why report and order entered May 3, 1940, should not be 
modified in manner described above. 


MC 52629, Sub. 19, Huber & Huber Motor Express, Inc., extension, 
alternate route, Indiana. Report and order of April 6, modified so as 
to authorize issuance to applicant, on compliance with sections 215 and 
217 of act and rules and regulations thereunder, of a certificate as a 
common carrier, in interstate of foreign commerce, of general com: 
modities, except those of unusual value, and except dangerous explo 
sives, live stock, household goods as defined in Practices of Motor Com- 
mon Carriers of Household Goods, 17 M. C. C. 467, and commodities 
requiring special equipment, between junction of U. S. Highway 31 ani 
Indiana Highway 7, at a point approximately 5 miles southeast of East 
Columbus, Ind., and junction Indiana Highway 7 and U. S. Highway 3 
at a point north of Columbus, Ind., over U. S. Highway 31 (by-passing 
Columbus, Ind.), as an alternate route for operating convenience only 
in connection with its presently authorized regular route operations 
with no service to points not otherwise authorized. This order shal 
become effective October 9, unless any party in interest shall show 
cause, if any there be, in writing verified under oath, why report ani 
order of April 6, should not be modified in manner described above. 

MC 52629, Sub. 20, Huber & Huber Motor Express, Inc., extension, 
alternate route Illinois. Report and order of April 6, modified so as t0 
authorize issuance to applicant, on compliance with sections 215 and 21! 
of act and rules and regulations thereunder, of a certificate as a com: 
mon carrier, in interstate or foreign commerce, of general commodities, 
except those of unusual value, and except dangerous explosives, live 
stock, household goods as defined in Practices of Motor Common Cal 
riers of Household Goods, 17 M. C. C. 467, and commodities requirin? 
special equipment, between junction of U. S. Highways 41 and 30, at} 
point north of St. John, Ind., and Chicago, Ill., via Dyer, Ind., ove! 
U. S. Highways 30 and 330, as an alternate route for operating col 
venience only in connection with its presently authorized regular route 
operations, with no service to points not otherwise authorized. This 
order shall become effective October 9, unless any party in interest 
shall show cause, if any there be, in writing verified under oath, why 
report and order of April 6, should not be modified in manner describet 
above. 


of time for} 
compliance with conditions of order of August 1, 1944, granting tem-§ 


Find- 





Aug 


N 
route 
to af 
of th 
a cer 
forei 
unus' 
good 
Good 
nary 
ways 
46 al 
route 
point 
any I 
unde 
manr 

F 
tion 
erati 

I 
Alab 
to de 
or ir 

r 
et al 
Janu 

r 
Orde 
on n 

\ 
Requ 
orde! 
effec 

1 
of Ju 

I 
half 
date 

I 
for f 

I 
that 
that 
rulec 

I 
open 
Com: 


Aba 
orde 
aba! 
of a 
beyc 


Atti 
orde 
roac 
for - 
whe 
dont 
Mel 
ber 
peti’ 
men 
juri: 
be ii 


Con 
tion 


aut! 
line: 
Ran 
cati: 
oper 
Man 


Fin; 
Yai}: 
Wil 
Mic 








RLD 





ssump- 
eland, 
ventral 
14640 
gation 
ailway 
(Sub, 
mption 
cinnati 
rtgege 
terest, 
g first 
rity to 
id Co,, 
 & St 
& Ohio 
fay Co, 
antors, 
ranting 
e prop- 
Co. to 
r of the 


ailroad 
tes for 
of the 
to be 


, Inc— 
rustee),. 
210a (b) 
or tem- 
Boswell 
» Mich., 


southern 
ime for 
ng tem- 


on, New— 


order on 
ng from 


orting ink 


- become 
all show 
port and 
-d above, 
d McCul- 
ideration 
7 require 
- foreign 
points in 


yn. Find- 
te there- 
service.” 
sreto any 
y verified 
id not be 


>xtension, 
ied so as 
s 215 and 
cate as 4 
eral com: 
us explo- 
otor Com- 
nmodities 
ay 31 and 
st of East 
ighway 3! 
yy-passing 
ence only 
jperations 
rder shall 
hall show 
‘eport ané 
above. 

extension, 
d so as t0 
15 and 21! 
as a com: 
mmodities, 
sives, live 
nmon Cal 
» requiring 
1d 30, at 3 
Ind., ove! 


‘ating col 
sular route 
ized. This 
in interest 
oath, why 
r described 











August 26, 1944 









MC 70203, Sub. 15, Interstate Dispatch, Inc., extension, alternate 
route. Report and order of April 3, modified so as to authorize issuance 
to applicant, on compliance with requirements of sections 215 and 217 
of the interstate commerce act and rules and regulations thereunder, of 
a certificate authorizing operation as a common carrier in interstate or 
foreign commerce as follows: General commodities, except those of 
unusual value, and except live stock, dangerous explosives, household 
goods as defined in Practices of Motor Common Carriers of Household 
Goods, 17 M. C. C. 467, commodities in bulk, and those exceeding ordi- 
nary equipment or loading facilities, between junction of Indiana High- 
ways 29 and 46 (at Greensburg, Ind.), and junction Indiana Highway 
46 and U. S. Highway 52, over Indiana Highway 46, as an alternate 
route for operating convenience only, with no service at intermediate 
points. This order shall become effective October 9, unless prior thereto 
any party in interest shall show cause, if any there be, in writing verified 
under oath, why report and order of April 3, should not be modified in 
manner described above. 

FF 63, Freedman & Slater, Inc., freight forwarder application. Peti- 
tion of applicant for vacation of the order of May 3, and for reconsid- 
eration, denied. 

MC86779 Sub. 2, Illinois Central R. R. Co., extension of operations, 
Alabama, Mississippi, and Tennessee. Reopened for further hearing 
to determine whether key point condition should be modified in whole 
or in part. 7 

No. 28090, Tex-O-Kan Flour Mills Co. et al. vs. Abilene & Southern 
et al. Order of December 22, 1942, further modified to become effective 
January 20, 1945. 

No. 28755, Colorado Portland Cement Co. vs. 
Order of March 16, further modified to become effective November 25, 
on not less than 30 days’ notice, instead of September 25. 

W-370, Albert Bernert, common and contract carrier application. 
Request of applicant for leave to file petition to correct certificate and 
order issued to applicant January 13, 1943, which by its terms became 
effective April 6, 1943, denied. ‘ 

1. & S. 5258, Morgain Forwarding Co., pickup and storage. Order 
of June 16, further modified to become effective Oct. 4. 

1. & S. 4815, Wrought pipe to the southwest. Letter request on be- 
half of southwestern rail carriers for further postponement of effective 
date of the order of April 13, 1942, denied. 

MC 104911, Earl S. Barnett, common carrier application. Reopened 
for further hearing. 

No. 29167, Cudahy Packing Co. vs. B. & O. Mction by dependant 
that allegations of complaint be made more definite and certain and 
that defendant be granted additional time within which to plead, over- 
ruled. 

MC 104925, Hans J. Christensen, common carrier application. 
opened for further hearing on October 3, at 9:30 a. m., 
Commission, Pierre, S. D., before Joint Board 184. 


Re- 
at State 


Railread Abandonments 


Central Pacific 


In Finance No. 14626, Central Pacific Railway Co. et al. 
Abandonment, the Commission, division 4, by a report and 
order, has permitted abandonment by the Central Pacific, and 
abandonment of operation by the Southern Pacific Co., lessee, 
of a portion of a branch line of railroad extending 1.33 miles 
beyond Halvern, in Alameda county, Calif. 


C. A. & S. 


On petition of C. W. Breeden, an employe of Chicago, 
Attica & Southern Railroad, the Commission, division 4, by an 
order in Finance No. 13979, Chicago, Attica & Southern Rail- 
road Co. Receiver Abandonment, has reopened the proceeding 
for further hearing for the purpose of receiving evidence as to 
whether any employes were adversely affected by the aban- 
donment of the company’s line from Veedersburg to West 
Melcher, Ind., approved by the Commission’s order of Septem- 
ber 10, 1943, in the proceeding. Mr. Breeden alleged in his 
petition that he had been adversely affected by the abandon- 
ment, and the Commission pointed out that it had reserved 
jurisdiction for two years to consider whether conditions should 
be imposed for the protection of employes adversely affected. 


Cc. & C. 


By a report and certificate in Finance No. 14503, Canton 
& Carthage Railroad Co. Abandonment of Operation, etc., the 
Commission, division 4, has permitted abandonment of opera- 
tion by the Canton & Carthage over a line of railroad owned 
by the Denkmann Lumber Co., in Leake county, Miss., and 
authorized continued operation by the Canton & Carthage over 


lines of railroad owned by the Denkmann Lumber Co. in Leake, ’ 


Rankin, and Madison counties, Miss., and dismissed the appli- 
cation by the Canton & Carthage for permission to abandon 
Operation over a line of railroad formerly owned by the Denk- 
mann Lumber Co. in Rankin county, Miss. 


Pere Marquette 


_ Pere Marquette Railway Co. has asked the Commission, in 
Finance No. 14671, for authority to abandon its branch line of 
Tai'road extending from a connection with its main line at 
Williamsburg, Whitewater Township, Grand Traverse county, 
Mich., to the end of the branch at Elk Rapids, Elk Rapids 


Apache et al.. 
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Township, Antrim county, Mich., 9.01 miles, and operation 
thereof. The applicant said that, for the period of two years 
and five months beginning with January 1, 1942, the direct 
out-of-pocket expenses for the maintenance and operation of 
the branch line had greatly exceeded the operating revenues 
allocable to it on a mileage basis. It said that the net results 
of operation of the branch line, considered as a separate unit 
of transportation, including property taxes of $6,955.85 allo- 
cable to the branch line on the basis of its estimated value in 
relation to the estimated value of the applicant’s system in 
Michigan, showed a deficit of $31,629.94 for the period men- 
tioned. The assigned expenses for that period amounted to $7,- 
215.57, it said, making a total estimated deficit of $38,845.51. 
On the experience of the two years and five months, the appli- 
cant said it believed that future operation of the line would 
continue to be unprofitable. 


R. G. & E. P. 


In Finance No. 14669, the Rio Grande & Eagle Pass Rail- 
way Co., describing itself as ‘a quasi-public corporation,” of 
Laredo, Tex., has asked the Commission for authority to 
abandon that portion of its line extending from a point near 
Laredo to Gardner, in Webb county, Tex, The application said 
the segment of railroad to be abandoned had been operated 
at a loss for the past seven and one-half years as a result 
of conditions that were of a permanent nature. The entire 
railroad, it said, had been operated at a loss in the five years 
of 1937 through 1941. 


Burlington 


In Finance No. 14677, the Chicago, Burlington & Quincy 
Railroad Co. asks authority (1) to abandon its line of railroad 
between Burch and Osceola, Iowa, in Polk, Warren, Madison, 
and Clarke counties, 53.15 miles; (2) to construct a track con- 
nection between the Burlington and the Chicago Great Western 
at Talmage, Ia.; and (3) to operate, under trackage rights, 
over the main line of the Great Western between Burch and 
Talmage, about 51 miles. The application said that both rail- 
roads operated lines extending from Des Moines through Burch, 
Ia., and that these two lines were roughly parallel and served 
substantially the same territory. The Burlington said its branch 
line from Burch to Osceola extended through a sparsely popu- 
lated territory, that its grades were high, its curvature exces- 
sive, and its maintenance costs out of all proportion to its use 
in the movement of traffic to and from local stations. The 
branch had been used in the past, and was now used, primarily 
for the movement of through overhead traffic between Des 
Moines and points north thereof, on the one hand, and, on the 
other, Osceola and points west and southwest thereof. The 
Burlington said it was so little used by local communities that 
its maintenance and operation in recent years had resulted in 
losses of more than $100,000 annually. It said that service 
under the trackage rights agreement with the Great Western 
would provide as good or better service. It said that salvage 
to be recovered from the abandonment would be worth about 
$301,000, and included substantial quantities of usable rail, ties, 
and other track material now urgently needed for extension of 
main-line passing tracks and other purposes directly connected 
with the prosecution of the war. 


K. C. S. 


The Kansas City Southern Railway Co., in Finance No. 
14679, has asked the Commission for authority to abandon a 
branch line of railroad extending 3.79 miles from a connection 
with the main line of the applicant 1,883 feet south of mile post 
150, in Jasper county, Mo. The railroad said permission was 
sought to abandon the line and all operation over it, and to 
remove the track and other recoverable materials or, in the 
alternative, to sell them in place. It said the branch was con- 
structed primarily for the purpose of enabling the applicant to 
obtain ballast for its line from chatt stock piles adjacent to 
the branch, and that those chatt piles had been exhausted. 


N. Y. C. 


The federal court for the southern New York district has 
allowed an appeal to the Supreme Court of the United States 
from its final judgement upholding an order of the Commission 
in Finance No. 13914, New York Central Railroad Co. Aban- 
donment, in which the Commission authorized the New York 
Central to abandon its Yonkers branch, extending 3.1 miles 
from Van Cortland Park Junction, New York City, to Getty 
Square, Yonkers, N. Y. (See Traffic World, July 29, p. 254.) 
The Public Service Commission of New York, the City of 
Yonkers, and John W. Tooley, Jr., as president of a committee 
of Yonkers commuters asked the right to appeal. A separate 
“supplemental assignment of errors” was filed on behalf of Mr. 
Tooley,.in which it was said that the district court had erred 
in failing to hold that the Commission was and had been dis- 
qualified to act on the application. This referred to his earlier 
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contention that the Commission was disqualified because its 
members were appointed by the President, who had appealed 
for scrap for war purposes. The district court, in its final judg- 
ment, said that this contention seemed “sufficiently fantastic 
in its tenuity as not to require discussion.” 





FINANCE APPLICATIONS 


Finance No. 14668, Kansas City Southern asks authority to acquire 
trackage rights and operation over the line owned and operated by 
the trustees of the St. Louis-San Francisco, between Poteau, Okla., 
and Fort Smith, Ark., about 28.74 miles. The rental is to be paid 
at the rate of 8 cents a car mile (locomotives to count as two cars), 
subject to a minimum monthly charge of $1,500, together with the 
wages of pilots that may be furnished by the Frisco for operation 
of the applicant’s trains over the tracks; the cost plus 15 per cent 
of any supplies; the cost of printing time cards; and $1 an engine 
tank for water furnished applicant’s engines. 

MC F-2616, Herrin Motor Lines, Inc., of Shreveport, La., asks author- 
ity to purchase certain operating rights of H. H. Samuels, dba 120 
Truck Line, of Mansfield, La., and temporarily to operate. 

Finance No. 14670, Shaver Forwarding Co., of Portland, Ore., asks 
authority to purchase certain operating authority, equipment, and 
property of Kirk Thompson, C. F. Marr and J. F. Campbell, dba 
Tidewater Transportation Co., of Walla Walla, Wash., used in storing 
and transporting bulk petroleum, the name of the company resulting 
from the purchase to be Tidewater-Shaver Barge Lines., and the two 
companies join in a petition for temporary authority to operate 
under the new name, pending completion of purchase and consolida- 
tion. 

Finance No. 14367, Supplemental. Chesapeake & Ohio asks authority 
to purchase 5,482 additional shares of the common capital stock, or cer- 
tificates of deposit representing said shares, of the Wheeling & Lake 
Erie. The application said that Alleghany Corporation had offered that 
number of the shares at a price of less than $60 a share which, it said, 
would be advantageous in view of the present price of the stock on the 
New York exchange which, it said, was in excess of $70 a share. It said 
the applicant would not accept the Alleghany offer until it had ascer- 
tained that the Alleghany bid was the most favorable obtainable for a 
like number of shares. In view of the applicant’s commitment to pay for 
the stock in cash, it said, there would be no increase in outstanding 
indebtedness and no increase in fixed charges by reason of the purchase. 
The shares to be acquired, it said, would be deposited in the neutral 
hands of the trustee under the deposit and trust agreement of July 30, 
1929, as amended, and that, for this reason, the public interest could not 
be prejudiced by the accumulation of a somewhat greater proprietary 
interest in the hands of the applicant and the Nickel Plate. The acquisi- 
tion, it said, would facilitate unification of the Wheeling with the appli- 
cant or the Nickel Plate. 

Finance No. 14665, and amendment. Great Northern Railway Co. 
asks authority to issue and sell not in excess of $100,000,000 principal 
amount of its general mortgage gold bonds, series K, L and M, in con- 
nection with the redemption of $35,668,000 of first and refunding mort- 
gage 4% per cent gold bonds due July 1, 1961, at 105 per cent; $25,138,950 
series G and $31,385,750 series H 4 per cent convertible bonds, due July 
1, 1946, at 101 per cent; $18,000,000 of collateral trust 4 per cent bonds 
dated January 1, 1940, due July 1, 1947 to 1951, inclusive, balance due 
January 1, 1952, at 104 per cent; and $9,695,000 northern division mort- 
gage 4 per cent bonds of the Eastern Railway Co. of Minnesota, due 
April 1, 1948, at 105 per cent. The amendment provided that the series 
K, L and M bonds would be issued and sold on the same date rather 
than that the series K and L bonds be sold prior to October 15, 1944, 
and the series M bonds be sold on January 2, 1945, as originally pro- 
posed. 

MC F-2617, Merrifield Trucking Co., and A. W. Merrifield, both of 
Fullerton, Calif., ask authority to merge all assets and operating rights 
of John Jacob Bargstem and Hugo P. Buchelt, a partnership, dba J. J. 
Bargsten Trucking Co., also of Fullerton. 

MC F-2618, Davidson Transfer & Storage Co., of Baltimore, Md., 
asks authority to issue not in excess of $175,000 principal amount of 
installment sales agreements to manufacturers of motor vehicles in con- 
nection with the purchase of tractors and trailers. 

MC F-2619, Rollo Trucking Corporation, Inc., of Keyport, N. J., asks 
authority to purchase certain operating rights of Northland Petroleum 
Transport Co., of Lancaster, Pa. 


Finance No. 14672, Prescott & Northwestern Railroad Co., asks 
authority to issue $55,000 in 4 per cent bonds, dated October 1, due 
October 1, 1949, to be delivered to the Missouri Pacific Railroad Co. in 
lieu of the same amount of bonds due October 1, the old bonds to 
be surrendered to P. & N. The applicant said the P. & N. would pay 
$20,000 in cash on account of the bonds, totaling $75,000, when they 
matured October 1, and the interest on all of the bonds, but that it 
would be unable to pay the balance of the principal. 


Finance No. 14674, City Lines of West Virginia, Inc., of Clarks- 
burg, W. Va., incorporated July 19, and to be engaged only in business 
after purchase of properties, application for authority to purchase 
which was made to the Commission. It asked authority to purchase 
for $209,000 street railway lines and bus routes and properties, includ- 
ing lease of certain properties, from Monongahela West Penn Public 
Service Co., with the exception of a terminal in Clarksburg and about 
2% miles of rails and real estate of the railway line between Clarks- 
burg and Weston, subject to right of applicant to use the 2% miles 
of line without cost, and subject to lease to applicant for space in 
the terminal, including access thereto, and the right to have its trans- 
portation tickets sold thereat. That 2% miles of line, it said, would 
be transferred to the Baltimore & Ohio, and that the Monongahela’s 
interest in the terminal would be transferred to the West Virginia 
Transportation Co. The street car lines involved total approximately 
91 miles, the major segments being between Clarksburg and Weston, 
24.36 miles, and between Fairmont and Clarksburg, 24.83 miles. Four 
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bus-line routes, entirely intrastate, are also involved. The applicant 
said that, in addition to the issuance of 10,000 shares of stock fo: 
$100,000, it would borrow $175,000 and issue its notes therefor without! 
mortgaging or pledging any of its properties. It said that, in addition 
to the aforementioned purchase, it would buy from Monongahela Trans 
port Co., a subsidiary of Monongahela, all of the former’s intrastate 
bus routes. 

Finance No. 14675, Frederic E. Lyford, as trustee of New York, 
Ontario & Western Railway Co., asks authority for acquisition o0: 
trackage rights over a portion of the tracks of the New York, Nev 
Haven & Hartford extending from Campbell Hall to Maybrook, i: 
Orange county, N. Y., and terminals incidental thereto. The applica- 
tion said the purpose was to facilitate the delivery of freight from on« 
carrier to the other and to expedite its movement. It said that, being 
for the mutual convenience and accommodation of the carriers, no 
money consideration was involved. The transaction involves the use 
of first main track of 2.84 miles, the use of second main track of 2.4: 
miles, and the use of 2.01 miles of sidetracks, a total of 7.28 miles. 

MC F-2621, Clarence Tarbet, dba Tarbet Trucking, of Muncie, Ind., 
asks authority to purchase certain operating rights of Rodocker Motor 
Service, Inc., of Chicago, Ill. 

Finance No. 14678, George M. and Edwin F. Peppard, dba Mid- 
Continent Barge Line Co., of Minneapolis, Minn., ask authority to 
transfer their certificate in W-764 to George M. and Helen L. Peppard, 
dba as Mid-Continent Barge Line Co., also of Minneapolis, the opera- 
tions to be conducted under the name Mid-Continent Barge Line Co. 
A copy of a dissolution and settlement agreement showed that George 


. M. and Edwin F. Peppard desired to dissolve their co-partnership, and 


that Helen L. Peppard desired to purchase the one-third interest of 
Edwin F. Peppard. 

MC F-2622, Northwest Cartage Service Co., an Illinois corporation, 
and Milton K. Karzen, Sam Karzen, and Louis J. Karzen, and Isadore 
Karzen, dba Karzen Trucking Co., all of Chicago, ask authority for 
Northwest to purchase certain operating rights, equipment, and prop- 
erty of the aforementioned individuals, dba as Northwest Cartage Serv- 
ice Co., a partnership. 


PETITIONS FOR REHEARING, ETC. 

Finance 14257, Southern Ry abandonment. Applicant asks Com- 
mission to reject and strike answer of State of Alabama and Alabama 
Public Service Commission to exceptions. 

MC-F 2559, Shirks Motor Express Corp., purchase, H. L. Goble 
& Co., Inc., Lowell Trucking Corp., Dana Trucking Co., Inec., and 
Robert’s Express Inc., ask for hearing. 

MC-F 2618, Davidson Transfer & Storage Co., securities. Applicant 
asks for dismissal of application on ground that installment sales agree- 
ments are not a security. 


STALEY TANK CAR ADJUSTMENT 


The Commission, division 2, has issued an order permitting 
rail carriers parties to Agent Jones’ tariff I. C. C. 3690, that 
had used the privately owned tank cars, AESX series, num- 
bered 20 to 107, inclusive, of the A. E. Staley Manufacturing 
Co., to pay to that company, for the period September 1, 1943, 
to December 24, 1943, inclusive, an allowance based on one 
and one-half cents a car-mile. The order said that, through a 
misunderstanding, these Staley cars had not been included 
among those that received the benefit of the reinstated allow- 
ance for the use of privately owned cars, effective September 
1, 1943, where those cars were not used for the transportation 
of petroleum and petroleum products. It said that the allow- 
ance had been made effective to Staley December 25, 1943. 

The carriers were required to file promptly with the Com- 
mission statements definitely and clearly showing the total 
amount of allowance paid under authority of the order. 


CARLOADER FORWARDER APPLICATION 


Saying that Carloader Corporation had been authorized to 
acquire the operating rights of Maritime Shippers, in FF-19, 
Maritime Shippers Service, Inc., Acquisition by Carloader Cor- 
poration, the Commission, division 4, has issued an amended 
permit and order in that proceeding and in FF-122, Carloader 
Corporation Freight Forwarder Application, authorizing Car- 
loader to forward commodities generally from all points in 
New York to all points in California. The amended permit and 
order were made effective September 21, and superseded and 
cancelled the amended permit and order issued to Maritime 
Shippers Service, Inc., to the extent that it authorized operation 
as a freight forwarder in interstate commerce. 


TEMPORARY WATER RIGHTS 


The Commission, division 4, has granted Shaver Forward- 
ing Co. authority to operate the properties of the Tidewater 
Transportation Co., on the Willamette and Columbia Rivers, 
for a period not to exceed 180 days from August 22, by an order 
in Finance No. 14670. In that procedure, Shaver Forwarding 
applied for authority to purchase the Tidewater rights, and for 
temporary authority. The order said that operation of the 
Tidewater properties by Shaver Forwarding in connection with 
its own properties, pending determination of the purchase ap- 
plication, would permit more efficient and economical: opera- 
tions and improve service. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





All-Freight Rates to South 


In a proceeding involving a proposal of the railroads to 
establish certain all-commodity rates to southern points, and 
an “admittedly drastic’? counter-proposal by boat lines to estab- 
lish any-quantity rates for competitive reasons, Examiner G. H. 
Mattingly, in a proposed report in I. and S. No. 5288, All 
Freight, North Atlantic Ports to South, has recommended that 
both sets of suspended schedules be ordered cancelled and the 
proceeding discontinued, on the basis of the following findings: 


1. All-commodity rates from New York, N. Y., Philadelphia, Pa., 
and Baltimore, Md., to Chattanooga, Tenn., Atlanta, Ga., and Birming- 
ham, Ala., and from and to intermediate points, found not justified 
because, if permitted to become effective, they would be unjust, un- 
reasonable, and unduly prejudicial. 

2. Any-quantity rates on all commodities from New York, N. Y., 
Philadelphia, Pa., and Baltimore, Md., to points on the Central of 
Georgia Railway Co. found not justified because, if permitted to be- 
come effective, they would be unjust and unreasonable. 


By schedules filed to become effective January 30, and 
later, it was proposed to establish all-rail rates on freight of 
all kinds, with some exceptions, when loaded in cars 40 feet 7 
inches or less in length, carload minimum weight 30,000 pounds, 
from New York, N. Y., Philadelphia, Pa., and Baltimore, Md., 
to Chattanooga, Tenn., Atlanta, Ga., and certain points taking 
the same rates, and Birmingham, Ala., and from and to inter- 
mediate points. These rates the report referred to as all- 
commodity rates. 

By other schedules filed to become effective at the same 
time it was proposed to establish on all commodities now taking 
higher rates, in any quantity, approximately 65 per cent of the 
first-class rates, from New York, Philadelphia, and Baltimore 
to points on the Central of Georgia Railway over water-and- 
rail routes by way of Savannah, Ga. These rates the repor 
referred to as any-quantity rates. 

On protests of the proponents of the all-commodity rates 
and of the any-quantity rates against the rates filed by each 
other, and of numerous other parties against one or the other 
or both sets of rates, operation of the schedules was suspended 
until August 30, and the effective date was voluntarily deferred 
by respondents pending disposition. 

The examiner pointed out that proposals similar to those 
in the instant proceeding were considered and found not justi- 
fied by division 3, in I. and S. 4827, All Freight from Eastern 
Ports to the South, 245 I. C. C. 207, and that the division’s con- 
clusion had been affirmed by the Commission in its report on 
reconsideration at 251 I. C. C. 361. He said that, on numerous 
occasions, the Commission had stated it to be its policy that 
when, on a given set of facts, it reached a conclusion regarding 
a certain rate, it would adhere to that conclusion in subsequent 
proceedings regarding the same rate unless some new facts 
were brought to its attention, conditions were shown to have 
undergone a material change, or the Commission had pro- 
ceeded on a misconception or misapprehension. He pointed out 
that the doctrine applied with peculiar force to the present 
situation, and that this was the third time the rates had been 
the subject of proceedings. 

The examiner said that in the report on reconsideration in 
I. and S. 4827 it was pointed out that the all-commodity rates 
from New York were alleged to be made to meet truck com- 
petition, but that the only actuating motives shown was a de- 
sire to obtain traffic of one forwarder operating from New 
York and a belief that if the rates were not established Sears, 
Roebuck & Co. would handle its traffic from New York, Phila- 
delphia, and Baltimore in its own truck. In the instant pro- 
ceeding, the examiner said, specification of the traffic furnished 
by any particular company or transported by any particular 
forwarder was “studiously avoided.” He said the underlying 
motives of the respondents were succinctly outlined in the testi- 
mony of one witness, which he quoted, to the effect that the 
railroads had only just “gotten around to giving the drug manu- 
facture and the drug wholesaler a wide variety of articles he 
can ship in mixed carloads.” 


After saying that the propriety of all-commodity rates, as 
such, had been recognized by the Commission, the examiner 
Said that, with the elements of grade and value eliminated, no 
elaborate proof was needed to demonstrate that the car-mile 
earnings under the proposed rates, ranging from 38 to 47.3 


cents for hauling a carload of 30,000 pounds from 600 to 1,000 
miles in the considered territory constituted “handsome rev- 
enue.” He pointed out, however, that the nature of the pro- 
posed rates was such that they were particularly appropriate 
for use by forwarders and large shippers of merchandise traffic, 
and that they were not designed for and could not be used by 
smaller individual shippers except through the facilities of the 
forwarders or under mutual cooperative arrangements for the 
pooling or consolidating of shipments. 

After discussing the effect of the proposed rates on rail 
revenue, the examiner said opposition to the rates came from 
shipping interests represented by the Boston Port Authority, 
the Port of New York Authority, numerous commercial and 
industrial organizations in New England, the Baltimore Asso- 
ciation of Commerce, the boat lines, the Central of Georgia, 
and the motor carriers. He added that the presence of the 
boat lines was the principal distinguishing feature of the pro- 
ceeding, which, he said, contended that if the proposed rail 
rates were permitted to go into effect, they might seriously 
impede their resumption of operations after the war. The boat 
lines could not compete with these rates, he said, and pointed 
out that they were a vital part of the country’s merchant ma- 
rine, furnishing an important and valuable transportation serv- 
ice. He said that “a rate proposal such as that here considered, 
which goes beyond the bounds of normal competitive rivalry, 
which seems destined to bring on a rate war, and which threat- 
ents extinction of important units in the water transportation 
of the country, is contrary to these principles (as stated in the 
merchant marine act of 1936). The general public interest, in 
so far as it was evidenced by representatives of the shipping 
public, was wholly opposed to the proposed rates.” 

Pointing out that the any-quantity rates had been proposed 
merely as a competitive measure in case the all-commodity 
rates became effective, the examiner said no attempt had been 
made to justify them on any other basis. He said that these 
rates were the same in amounts as had been proposed in I. and 
S. No. 4827, and that much of what had been said in the former 
report in support of the conclusion that such rates were unjust 
and unreasonable was equally applicable here. 


Transcontinental Canned Goods 


Saying that, while the canned goods rates assailed from 
points in Utah were a considerably higher percentage of the 
corresponding published first-class rates than rates from the 
Pacific Coast states, but pointing out that the Pacific Coast 
rates were depressed, having been made to meet water com- 
petition, Examiner J. P. McGrath has recommended finding 
the rates assailed not unreasonable in a proposed report in No. 
28665, E. R. Blackington & Son Canning Co. et al vs. Alton 
Railroad Co. et al. At the same time the examiner recom- 
mended finding that, under present circumstances, rates on 
canned apricots, cherries, peaches, green beans, carrots, peas, 
pumpkin, tomatoes, tomato products, including tomato juice, 
catsup, and puree, and on mixed vegetables, from points in 
Utah to transcontinental groups A, B, and C, were, and until 
the resumption of effective intercoastal water competition 
would be, unduly prejudicial to complainants having canning 
plants only in Utah and unduly preferential of competing ship- 
pers of these commodities in the Pacific Coast states. He rec- 
ommended finding the assailed rates prejudicial and prefer- 
ential to the extent that the rates from Utah points at which 
such plants were located were or might be less than 11 cents 
to destinations in group A, 10 cents to destinations in group B, 
and 10 cents to destinations in group C lower than the rates 
concurrently in effect from the Pacific Coast states to the same 
destinations. 

After discussing comparisons made by the complainants 
with the class rates, the examiner said the value of the com- 
parisons was impaired by the fact that class rates played a 
relatively minor part in determining the charges for the trans- 
continental movement to traffic, and that commodity rates 
governed the great bulk of ‘that traffic, there being no relation 
whatever as to the traffic considered between the transconti- 
nental class and commodity rates. However, he said, conceding 
that they afforded some index of the relative measure of the 
rates assailed and those with which they were compared, he 
said the Commission had in a number of cases prescribed or 
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approved as maximum reasonable rates on canned fruits and 
vegetables for application in other territories rates equivalent 
to 35 per cent of the corresponding first-class rates. Allowing 
for lower minimum weights than in connection with the as- 
sailed rates, he said, the latter were on a lower basis. 

As to the allegation of undue prejudice, the examiner an- 
swered the defendants’ contention that there was no basis for 
a finding of undue prejudice and preference because the in- 
volved railroads did not all serve the Utah points, by saying 
that the situation differed from the case cited by the defénd- 
ants, Texas & P. Ry. Co. vs. United States, 289 U. S. 627. He 
said the defendants in the instant proceeding explained that 
transcontinental rates were under the joint control of the 
transcontinental lines west of Chicago, and of the Central Ter- 
ritory, Trunk-Line and New England railroads east of Chicago. 
However, said the examiner, it was clear that defendant de- 
livering carriers, or the carriers east of Chicago, were the same 
in practically all instances from the complaining points and 
from canning points in the Pacific Coast states, and that these 
carriers together constituted a group of carriers that was the 
common source of the alleged undue prejudice and preference 
and that effectively participated in both sets of rates. 

Maintenance of the lower rates from the Pacific Coast 
states was admittedly not now compelled by water campetition, 
the examiner said, and that, under the present circumstances, 
in the absence of compelling competition, conditions attending 
transportation under the rates assailed and under the rates 
from the Pacific Coast states to the involved destinations were 
not substantially dissimilar. 


Sand and Gravel in Ohio 


Proposed rates on sand and gravel in Ohio, in carloads, 
conformed to the order entered when the original report was 
issued, and the increases were due to changes in transportation 
conditions brought about by authorized abandonment of branch- 
line tracks, said Examiner Claude A. Rice, in a proposed report 
on further hearing in No. 25020, Rates on Crushed Stone, 
Gravel, Sand, and Slag within the State of Ohio, heard jointly 
with the Public Utilities Commission of Ohio, which had sus- 
pended the proposed rates in I. and S. No. 165. The examiner 
pointed out that the original report, 191 I. C. C. 206, had di- 
‘rected the carriers when establishing the prescribed rates to 
compute distances over the shortest routes via existing con- 
nections. After the authorized abandonment of certain branch- 
line trackage by the Pennsylvania, he said, the carriers had 
computed distances over the remaining railroad lines and con- 
nections. The proposed rates, he said, were suspended by the 
Ohio commission on protest of the Killbuck Sand & Gravel Co., 
which had bought a gravel pit formerly owned and operated 
by the Pennsylvania and sold to Killbuck and which, he said, 
had had notice in writing of the provisions of the order in the 
prior report. 


The examiner recommended the following findings: 


(1) That the circumstances and conditions affecting intrastate trans- 
portation of sand and gravel from Brink Haven to Mansfield and other 
nearby points in Ohio and interstate transportation of crushed stone and 
slag from Sharpsville, Pa., and Weirton, W. Va., to the same destina- 
tion points in Ohio are substantially similar. 

(2) That the interstate rates now in effect from Sharpsville, Pa., 
and Weirton, W. Va., to Mansfield and other nearby points in Ohio on 
crushed stone and slag are just and reasonable. 

(3) That the intrastate rates in Ohio on sand and gravel from Brink 
Haven to Mansfield and other nearby points in Ohio which are lower 
than the rates from the said origin points in western Pennsylvania and 
West Virginia to the same destination points in Ohio herein found to be 
reasonable, result and will result in undue preference of and advantage 
to shippers of intrastate traffic within the state of Ohio, in undue preju- 
dice to shippers of interstate traffic from the said points in western 
Pennsylvania and West Virginia to the Ohio points, and in unjust dis- 
crimination against interstate commerce. 

(4) That said undue preference and advantage, undue prejudice and 
unjust discrimination can and should be removed by the establishment 
of carload rates on sand and gravel for intrastate transportation in 
open-top cars from Brink Haven to Mansfield and other nearby points 
in Ohio which shall not be lower for corresponding distances than the 
carload rates on crushed stone and slag to the same destinations herein 
found reasonable from Sharpsville, Pa., and Weirton, W. Va. 


An appropriate order should be entered, said the examiner, 
unless the Ohio commission notified the Commission within 
60 days after service of the report that it would permit the 
increase in intrastate rates required in the instant report to 
remove the unlawfulness found to exist. 

The examiner said that if all intrastate rates on sand and 
gravel in Ohio for the distances of 75 miles and less, the dis- 
tances involved, were handled on rates as much below the scale 
as those from Brink Haven (the location of the gravel pit 
formerly owned by the Pennsylvania) to points in the Mans- 
field area, it appeared that the burden on interstate com- 
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merce would be substantial. He said the original report showed 
that 82 per cent of the intrastate shipments of these two ma- 
terials in a designated period of six months had been trans- 
ported distances of 60 miles or less. Even the protestant’s 
shipments to Mansfield, assuming an average load of 50 tons, 
were being handled for transportation charges of $27.50 less 
a carload than charges reflecting the general rate level, he 
said. For 716 carloads, the quantity shipped from Brink 
Haven to the vicinity of Mansfield in 1942, the deficiency in 
charges at $27.50 a car would amount to $19,690, the examiner 
pointed out. 

Discussing the contentions of Standard Slag Co., which 
shipped slag into Ohio from Sharpsville, Pa., and Weirton, 
W. Va., and intrastate in Ohio from plants at various points, 
and which company supported the suspended rates, the ex- 
aminer said Standard shipped slag from Sharpsville and Weir- 
ton into Ohio on interstate rates for distances of 80 to 100 
miles from the eastern state boundary line. At these distances 
and rates, he said, shipments might be made from Sharpsville 
to the Mansfield area on a competitive basis, but not to Mans- 
field. Standard’s complaint, he said, was based in part on 
the maintenance of intrastate rates in Ohio so much lower than 
those applying to interstate traffic as to preclude or diminish 
competitive shipments from its plants outside the state. He 
said that, if the intrastate rates from Brink Haven, there were 
now 48 to 58 per cent below the interstate rates, were increased 
to the level of the interstate rates, the undue advantage of 
the producer at Brink Haven would be removed, and Standard 
would be able to compete at Mansfield on a fair basis of rates. 


Rock Island Transit Purchases 


Saying that the record supported a finding that the pro- 
posed transactions would enable the railway to use service by 
motor vehicle to public advantage, but that it did not support 
a finding that service by motor vehicle other than such use by 
the railway would be consistent with the public interest, Ex- 
aminer Irving J. Raley, in a proposed report in MC F-2374, 
Chicago, Rock Island & Pacific Railway Co.—Control; Rock 
Island Motor Transit Co.—Purchase—Rolland H. Kinney, em- 
bracing MC F-2394, Same—Control; Same—Purchase—W. A. 
and M. K. Remmers, has recommended that the purchases, and 
control of the acquired rights by the Rock Island, be approved 
and authorized, subject to the following conditions: 


(1) The service to be performed by Transit shall be limited to 
that which is auxiliary to, or supplemental of, service of the Chicago, 
Rock Island & Pacific Railway Co. (Joseph B. Fleming and Aaron 
Colnon, trustees), within the meaning of the discussion in Texas & 
Pacific M. Transportation Co. Com. Car. Application, 41 M. C. C. 721. 

(2) Authority to serve all points not stations on the rail line of 
said railway shall be eliminated. 

(3) Shipments transported by Transit under said rights shall be 
limited to those which, in addition to the movement by it, receive an 


immediately prior or an immediately subsequent movement by said 
railway. 


In MC F-2374, the report said Transit would purchase for 
$6,500 those portions of Kinney’s operating rights between (1) 
Wichita and Hutchinson, and (2) between Topeka and McPher- 
son; and between McPherson and Newton over U. S. highway 
81, and all “interstate” authority granted to Kinney by the 
Kansas commission. In MC F-2394, Transit would purchase 
operating authority between Herington and Wichita, 85 miles, 
over U. S. highways 77, 50S, and 81, corresponding intrastate 
rights, and two trucks, for $6,950. 

The report said the primary purpose of the proposed ac- 
quisitions was to obtain routes connecting with Transit’s pres- 
ent operations at Salina in order to move freight in all-truck 
service under a combination of rights acquired pursuant to 
authority granted in MC F-2069, Rock Island Motor Transit 
Co.—Purchase—Corpier, 39 M. C. C. 561, in Rock Island Motor 
Transit Co.—Purchase—Frickle, 39 M. C. C. 20, and those to 
be acquired in the instant transactions, between Omaha and 
Kansas City, Topeka, Wichita, and other points, through Belle- 
ville and Salina. The service would be “coordinated” with the 
railway’s service, the report said, adding that Transit’s general 
manager explained that he understood “coordinated service’’ to 
mean substitution of Transit’s service for that of the railway 
on 1. c. 1. freight as provided in the railway’s tariffs. 

After discussing the routes involved, and the time to be 
saved due to the elimination of transfers, the examiner said 
he felt the view of the general manager, that operation under 
the rights would be impracticable if they were modified by 
naming key points, was correct because of the absence of suf- 
ficient intermediate points that were stations on the railway. 
He said that while authority to perform unrestricted motor 
carrier service was desired, the witness was unable to say 
whether or not the transactions would be consummated if re- 
strictions were imposed to limit the service solely, to handling 
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of the railway’s freight. He added that, as to the Hutchinson- 
Wichita segment, the evidence was clearly sufficient to warrant 
approval of its purchase for use as a short-cut route between 
two stations on the railway for the handling of railway freight. 
He continued: 


The question is presented by this record as to whether the proposal 
of the railway and Transit to acquire these operations and render an 
unrestricted all-motor carrier service to points which are stations on 
the railroad may properly be approved. In such an operation, doubtless 
much of the freight normally transported by the railway would be 
diverted to Transit for movement wholly by truck and other freight 
would be interchanged between them. However, the record is also 
clear that freight would be solicited directly from shippers by Transit 
and moved by it wholly by motor vehicle in a service independently of 
the railway’s holding out to perform service on such traffic between 
the same points. The railway would thus have under its control for 
offering to shippers two alternative modes of transportation as well 
as the combination rail-motor service. It is also apparent that, in 
being authorized to render such unrestricted service, the railway and 
Transit would be able to circumvent the present restrictions which 
have been imposed on Transit’s operations in this territory designed to 
insure that its motor-vehicle service would be rendered solely as an 
adjunct of the railway and in handling solely freight for and in 
combination with the railway. As previously stated, the abandonment 
of service by Transit to those points which have heretofore been served 
by Kinney and the partnership, would not materially affect the shipping 
public as there would remain adequate motor-carrier service to all such 
points. However, the proposed unrestricted service by Transit would 
clearly be in competition with the railway’s service between stations 
on its line and competing motor carriers would be faced with the 
double competitive weapon of rail and motor-vehicle under control of 
the railway. 


The examiner said that the Topeka-McPherson segment 
could only be said to be in territory of the railway by reason 
of intersecting one branch line and paralleling another for a 
short distance. However, he added, the evidence was convinc- 
ing that movement of freight of the railway could be mate- 
rially expedited by the acquisition of this and the Hutchinson- 
Wichita segment. It was not established by the record, he said, 
that these routes should be permitted to be combined with 
other present routes of Transit for the performance of long- 
haul all-motor transportation in competition with the railway’s 
own operation or for the securing of traffic that the railway 
would not otherwise obtain, to the prejudice of competing car- 
riers. He said the present operations of Transit in this territory 
were limited to providing service as an adjunct to the railway 
and that this situation should not be changed as proposed by 
these applications, citing Rock Island Motor Transit Co.—Pur- 
chase—Spears, 39 M. C. C. 59. 

The examiner said that Transit had consistently operated 
at deficits, and that it was doubtful that operations subject to 
the restrictions imposed would enable it to conduct the acquired 
operations at a profit. He added, however, that this circum- 
stance would be offset by the improved service of railway and 
a likely increase in its earnings through resulting savings, hav- 
ing previously pointed out that the small increase in Transit’s 
fixed charges, resulting from borrowing the necessary money 
from the railway, would not be contrary to the public interest. 





Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “biack face”? type, 
with name of town or city following.) 


Nebraska (Crookston)—-MC 105139, Isaac Risseeuw, Jr., 
common carrier. Certificate proposed. Live stock, live stock 
and poultry feeds, farm machinery and farm implements, farm 
produce, seeds, coal, building materials, and emigrant movables, 
between Lakeview, S. D., and points and places in S. D. within 
25 miles of Lakeview, on the one hand, and Crookston, Neb., and 
points and places in Neb. within 25 miles of Crookston, on the 
other, over irregular routes. 

Indiana (Richmond)—MC 79604, Sub. 5, Ott Trimble, ex- 
tension. Denial of permit proposed. Castings, patterns, and 
machine parts, between Richmond, Ind., on the one hand, and, 
on the other, Cincinnati, Dayton, Lima, Cleveland, Columbus, 
Toledo, Hamilton, Middletown, Piqua, Fostoria, and Springfield, 
O., over irregular routes. 

South Dakota (Elkton)—-MC 105048, Thomas J. Hurney, 
common carrier. Denial of certificate proposed. Live stock, 
grain for live stock, poultry feed and emigrant movables, be- 
tween Elkton, S. D., and certain points in Minn., Ia., and S. D., 
Over irregular routes. 

Nebraska (O’Neill)—-MC 105071, Charlie Lawrence, com- 
mon carrier. Certificate proposed. Live stock, grain, hay, and 
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commercial feeds, between O’Neill, Neb., and points within 30 
miles thereof, on the one hand, and, on the other, Sioux City, 
Ia., and points in Ia. within 50 miles of Sioux City, over irreg- 
ular routes. 

Nebraska (O’Neill)—-MC 105072, Thomas A. Greene, com- 
mon carrier. Certificate proposed. Live stock, grain, hay, and 
commercial feeds, between O’Neill, Neb., and points within 30 
miles thereof, on the one hand, and, on the other, Sioux City, 
Ia., and points in Ia. within 50 miles of Sioux City, over irreg- 
ular routes. 

Colorado (Cheyenne Wells)—MC 101477, Sub. 2, Frank 
Gerweck, extension. Denial of certificate proposed, for want of 
prosecution. Wool, in bags, from farms and ranches in Chey- 
enne, Kiowa, and Lincoln counties, Colo., to railheads in the 
same counties, and to Denver, Colo., over irregular routes. 

lowa (Primghar)—-MC 101090, Sub. 1, William Pingel, ex- 
tension. Certificate proposed. Livestock, between Primghar, Ia., 
and points within 15 miles thereof, and Albert Lea, and Austin, 
Minn., and Sioux Falls, S. D.; live stock feed, tankage, and 
fertilizer, from Albert Lea, and Austin, Minn., and Sioux Falls, 
S. D., to Primghar, and points within 15 miles thereof, over 
irregular routes. 

Illinois (Chicago)—-MC 90002, Sub. 1, Harvey McMillan, 
extension. Denial of certificate proposed. New and used stores, 
restaurant, tavern, and bar fixtures, uncrated, from Chicago, 
Ill., to points in Ill., Wis., Mich., Ia., O., Mo., and Ind., over 
irregular routes. 

California (San Francisco)—-MC 69832, Joseph J. Holecek, 
common carrier. Dismissal of application proposed, at appli- 
cant’s request. Continuance in operation, general commodities, 
with exceptions, between points in Calif., Ariz., Colo., Idaho, 
Mont., N. M., Ore., Utah, Wash., and Wyo., over irregular 
routes, traversing Nev. for operating convenience only. 

Colorado (Denver)—MC 73501, Sub. 7, Frank W. Miller, 
extension. Certificate proposed. Wool, in sacks and other con- 
tainers, from points in described portions of Cheyenne and 
Rawlins county, Kan., and from all points in Decatur, Sher- 
man, Wallace, Greeley, Wichita, Scott, Logan, Gove, Thomas, 
and Sheridan counties, Kan., and those in Elbert, Kit Carson, 
Lincoln, Cheyenne, Kiowa, and Crowley counties, Colo., to 
Denver, over irregular routes. 

Michigan (Grand Ledge)—MC 100120, Sub. 1, W. L. Thorn- 
bury, extension. Permit proposed. Barium, from Blue Island, 
Ill., to Grand Ledge, Mich.; malt beverages and wine, from 
Ft. Wayne, Ind., to Grand Rapids and Lansing, Mich.; and wine, 
from Wabash, Ind., to Lansing, Mich., over irregular routes. 

Indiana (Wabash)—MC 22497, Sub. 3, R. D. Allisbaugh, 
extension. Permit proposed. Pulpboard, boxboard, chipboard, 
strawboard, and woodpulp board, and fibre-board or pulpboard 
boxes, corrugated and other than corrugated, in knocked down 
form, (1) from Chicago, Ill., to points in Ind., and O., and in 
the lower Mich. peninsula; and (2) from Cleveland, O., to points 
in the same destination territory, over irregular routes. 

Oregon (Portland)—MC 42487, Sub. 105, Consolidated 
Freightways, Inc., extension. Certificate proposed. General com- 
modities, except liquid petroleum products, in bulk, in tank 
trucks, between Caldwell, Ida., and Boise, Ida., over newly 
constructed portion of U. S. highway 20, serving all intermedi- 
ate points. 


Idaho (Cascade)—MC 67416, Sub. 3, Harry Nock and 
George R. Nock, extension. Certificate proposed. General com- 
modities over regular routes between Cascade, Roosevelt, and 
Big Creek, Ida., over a specified route, and return over the same 
route, serving the intermediate points of Knox, Warm Lake, 
Landmark, Yellow Pine, Stibnite, and Edwardsburg, Ida.; and 
general commodities, over irregular routes, between points and 
places within 30 miles of Landmark Ranger Station, Ida.; au- 
thority granted on a year-round basis, thereby removing the 
seasonal restrictions placed in MC 67416, but not as constitut- 
ing any duplicate authority. 

California (San Francisco)—-MC 78786, Sub. 140, Pacific 
Motor Trucking Co., extension. Certificate proposed. General 
commodities, with exceptions, over a regular route between 
Nogales, Ariz., and Fairbank, Ariz., over Ariz. highway 82, 
serving the intermediate and off-route points of Patagonia, 
Ashburn, Sonoita, Canelo, Elgin, and Campstone, Ariz., in sub- 
stitute truck-for-rail service of the Southern Pacific, subject to 
conditions that service be limited to that auxiliary to or supple- 
mental of rail service of Southern Pacific, applicant not to serve 
any point not a station on a rail line of the Southern Pacific, 
and shipments limited to those applicant receives from or de- 
livers to the railway under a through bill of lading covering, 
in addition to movement by applicant, a prior or subsequent 
movement by rail. 


Alabama (Mobile)—MC 86761, Sub. 15, Gulf Transport Co., 
extension. Certificate proposed. Lumber, rough or dressed, from 
Melvin, Ala., to Quitman, Miss., over unnumbered Ala. and 
Miss. county highways and return over same route. 
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South Dakota (Gayville)—-MC 88880, Sub. 1, Anchor C. 
Bye, extension. Certificate proposed. Grain, seeds, live stock 
feeds, farm machinery, hay, wire fencing, fence post wood and 
steel, and lumber, between Gayville, S. D., and points within 
15 miles of Gayville, on the one hand, and, on the other, Sioux 
City, Ia., over irregular routes. 

West Virginia (Bluefield) —-MC 89798, Sub. 5, Murphy Bus 
Co., extension. Certificate proposed. Passengers and their bag- 
gage, and mail, express and newspapers, in the same vehicle 
with passengers, between Bradshaw and Iaeger, W. Va., over 
W. Va. secondary highway No. 5, serving all intermediate 
points. 

New York (New York)—MC 96524, Isadore Pedowitz, com- 
mon carrier. Certificate proposed. Machinery, new and used, 
between points in the New York commercial zone, on the one 
hand, and, on the other, points in N. J. and Philadelphia, Pa. 

Pennsylvania (Lawrenceville)—-MC 103929, Sub. 1, Erma 
J. Brant, common carrier. Certificate proposed. Passengers and 
their baggage, and mail, express, and newspapers, in the same 
vehicles with passengers, over regular routes (1) between corn- 
ing, N. Y., and Wellsboro, Pa.; and (2) between Lawrenceville, 
Pa., and Galeton, Pa., routes specified in each case, with service 
at intermediate points on both routes. 

New York (Newburgh)—MC 21230, Sub. 2, Camillo Mori- 
ello, extension. Certificate proposed. Frozen fruits and berries, 
from Highland, Milton, Newburgh and Clintondale, N. Y., to 
New York, N. Y., and Jersey City, N. J., and empty containers 
of such commodities in the reverse direction, over irregular 
routes. 

Oregon (Portland)—-MC 42487, Sub. 106, Consolidated 
Freightways, extension. Certificate proposed. General com- 
modities, except petroleum products, in bulk, in tank trucks, 
between Boardman and Staufield Junction over newly con- 
structed U. S. highway 30, serving all intermediate points and 
the off-route point of U. S. ordnance depot located west of 
Hermiston. 





PACKING HOUSE PRODUCTS CHARGES 


I. and S. M-2412, Checking and Sorting Charge Packing 
House Products—Sauers Express. By Examiner Carmine Garo- 
falo. Proposed new minimum charge of 75 cents a shipment 
from Springfield to Easthampton, Mass., just and reasonable. 
Recommends order of suspension vacated as to such charge. 
Proposed new checking and sorting charge in connection with 
any-quantity commodity rates on packing house products from 
Springfield, Mass., to certain points in Connection and Massa- 
chusetts unjust and unreasonable. Recommends cancellation be 
ordered, and that the proceeding be discontinued. By sched- 
ules filed to become effective May 1, Mt. Tom Motor Line, 
Inc., Westfield, Mass., dba Sauers Express, proposed to estab- 
lish a new charge of 15 cents a 100 pounds for sorting and 
checking the contents of railroad pool cars, and to establish 
the increased minimum charge of 75 cents as aforementioned. 
On protest of the Price Administrator, operation of the pro- 
posed schedules was suspended until Dec. 1. The Examiner said 
that the checking and sorting was a part of the transportation 
for which no additional charge should be made. Because of the 
location of Easthampton, he said that shipments destined to 
that point must be expedited to prevent the meat from spoiling 
and that, for this reason, it was not possible to utilize the same 
truck that served other nearby points, a small truck being 
used to make these shipments direct. 


T. & G. DEFICIT SETTLEMENT 


The Commission, division 4, by a report and certificate in 
Finance No. 2266, Tremont & Gulf Railway Co. Deficit Settle- 


ment, has found the amount payable to the T. & G. under the . 


provisions of section 204 of the transportation act, 1920, as 
amended January 7, 1941, to be $21,296.92, from which no 
amount is deductible as due to the president, as operator of 
transportation systems under federal control, on account of 
traffic balances or other indebtedness. 





PIPE LINE DEPRECIATION 


By Sub-order No. P-78, Depreciation Charges of Carriers 
by Pipe Lines, the Commission, by Commissioner Mahaffie has 
ruled that, effective with the accounts for October, 1944, Co- 
operative Refiner Association should account for depreciation 
charges by applying to the ledger value of the respective pri- 
mary accounts covering the classes of carrier property used 
in its operations the annual composite percentage rates set 
forth in the order. It was provided that nothing in the order 
should be construed as prohibiting the pipe line company from 
applying the rates retroactively to January 1. 

By sub-order No. P-67A, the Commission, by Commissioner 
Mahaffie, has vacated sub-order No. P-67, effective with the 
accounts for October, 1944. In sub-order No. P-67, the Com- 
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mission had prescribed depreciation percentage rates for appli- 
cation by the National Refining Co. 





Suspended Tariffs 


(Designation of a tariff below does not mean that all achedulee 
#. it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffie Bulletin.) 


In I. and S. M-2455, the Commission suspended from 
August 20 until March 20 the operation of certain schedules 
published in tariff MF-I. C. C. No. 2 of Forrest J. Devier, doing 
business as Western Nebraska Transport Service, Torrington, 
Wyo. The suspended schedules propose to establish 2,500-gallon 
commodity rates on petroleum products from Lovell, Wyo., to 
six points in west-central Nebraska. 

In I. and S. No. 5318, the Commission on its own motion, 
suspended from August 22 until March 22 the operation of 
certain schedules as published in supplement No. 101 to Mis- 
souri Pacific Railroad Co.’s tariff I. C. C. No. A-9458. The 
suspended schedules propose to reduce, over certain routes, the 
rates on forest products, in carloads, from Diboll, Tex., to 
Fort Smith and South Fort Smith, Ark., without observing 
the provisions of section 4 of the interstate commerce act. 





C. F. A. GRAIN ROUTING 


Responsive to a petition of rail carriers in Central Freight 
Association Territory, the Commission, by an order in I. and 
S. No. 5092, Routing Grain, Central Territory, has vacated its 
order of December 30, 1941, in so far as it suspended the opera- 
tion of the schedules involved, as of September 1, but has con- 
tinued the proceeding of investigation. 

The proceeding involved an investigation instituted by the 
Commission on December 30, 1941, into schedules filed to be- 
come effective December 31, 1941. The carriers said that the 
tariff as filed consisted of 628 pages, of which over 75 per cent 
were given over to providing for the routing instructions, com- 
plying with rule 4(k) of Tariff Circular No. No. 20, and with 
fourth section order No. 13691. After suspension of the tariff, 
the carriers said, they had conferred with the grain shipping 
public and were prepared to establish simultaneously a con- 
siderable number of additional routes, but that they could not 
conform to certain wishes expressed by the O. D. T.-I. C. C. 
grain and grain products committee (see Traffic World, Jan. 
Td, p.. 353). 





, CEREAL FOOD RATE PROTEST 


While it might be true, as the carriers alleged, that the 
proposed tariff changes had been discussed with the involved 
shippers, Price Administrator Bowles said that the fact re- 
mained that “motor carriers are now on a national scale at- 
tempting to increase the classification of these same cereals, 
less than truckload, the subject having been docketed for 
hearing late in July.” He made the statement in a request 
that the Commission suspend New England Motor Rate Bureau, 
Ine., tariff MF-I. C. C. No. A-12, supplement No. 43, item 
3907, effective August 28, to the extent that it proposed to 
increase ratings on cereal food preparations. 

The Administrator said that the involved increases ranged 
upwards from 48.3 per cent to 211.15 per cent, and in cents a 
100 pounds from 21 cents to 72 cents. He said that, at the 
request of his office, a special shipper-O. P. A.-carrier con- 
ference had been scheduled on August 15 in order that all 
facts and figures available could be assembled and brought to 
the attention of the National Motor Freight Classification Board, 
adding that “it therefore appears that the action of New 
England carriers, herein protested, is a ‘jumping of the gun,’ 
which, if allowed to become effective, will establish a strong 
precedent for a national upward revision.” 

The proposed increases, he said, were severe, would create 
pressures on established ceilings, and had been submitted with- 
out a full justification from a density standpoint in that the 
densities used were not made available for checking or com- 
parison. 





SEABOARD GRAIN RATE PROTEST 


The Commission has refused to suspend the effective date 
of certain rates published in supplment No. 70 to Seaboard 
freight tariff I. C. C. No. A-7969, effective August 21, cancelling 
grain and grain products rates, and rates on feed, animal, poul- 
try, or pigeon prepared feed applying from the Hampton Roads 
ports (see Traffic World, August 12, p. 376). The schedules 
were protested by the Richmond (Va.) Chamber of Commerce, 
T. W. Wood & Sons, and the Richmond grain Exchange, who 
said that the cancellation would result in the application in the 
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future of domestic rates much higher than the interstate rates 
proposed to be canceled. 


FORWARDER PICK-UP RATE 


Acme Fast Freight, Inc., International Forwarding Co., 
Inc., Lone Star Package Car Co., Republic Carloading Cor- 
poration, and Universal Carloading and Distributing Co., Inc., 
jointly, and National Carloading Corporation, on its own behalf, 
have asked the Commission to suspend item 35 of supplement 
No. 7 to I. C. C. FF No. 8, issued by W. H. Hickman, traffic 
manager, Premier Carloading. Corporation, effective August 28. 
The petitioning forwarders said that the item proposed to in- 
crease from 5 cents to 10 cents a 100 pounds the present al- 
lowance in lieu of pickup at Newark, and other New Jersey 
points. 

The protestants said that their tariffs published an allow- 
ance of 5 cents a 100 pounds and that the tariffs of railroads, 
motor carriers and other freight forwarders also did not exceed 
that figure when publishing an allowance in lieu of pick-up. 
They pointed out that the validity of providing such an in- 
crease was already at issue before the Commission in I. and S. 
No. 5258 which, they said, had been set down for reargument. 


PETROLEUM MOTOR RATE PROTEST 


Saying that it was dependent on the service of certain of 
the motor carriers that had issued supplements to their tariffs, 
making reference to Associated Motor Carriers Tariff Bureau 
tariff No. 13-A, MF-I. C. C. No. A-28, effective September 12, 
carrying a 15 per cent increase in rates, Skelly Oil Co., of 
Kansas City, Mo., has asked the Commission to suspend the 
bureau tariff and the supplements making reference to it. 

Skelly said the supplements had the effect of cancelling 
from individual carriers’ tariffs rates on petroleum products 
in bulk in tank truck loads now applying from Minneapolis 
and St. Paul, Minn., and points taking the same rates, to 
destinations in Wisconsin and Michigan, from Winona, Minn., 
to destinations in Wisconsin and Iowa, and from La Crosse, 
Wis., to destinations in Minnesota and Iowa. The oil company 
pointed out that it could not resort to rail transportation, 
because, under general order O. D. T. No. 7, revised, it was 
dependent on the motor carriers for the distribution of its 
products, since the O. D. T. order restricted the use of tank 
cars to distances beyond 200 miles. Because of price ceilings, 
it said, it would have to absorb entirely any increased charges, 
and that there had been no showing by the carriers that the 
increased rates were necessary to perform the required trans- 
portation at a reasonable profit. 


The individual tariff supplements named in the protest 
were: 


Supplement No. 6 to Indianhead Truck Line Tariff No. 5, MF-I. C. 
C. No. 3; supplement No. 2 to Minnesota-Wisconsin Truck Line tariff 
MF-I. C. C. No. 2; supplement No. 2 to Schirmer Transportation Co. 
tariff No. 1-A, MF-I. C. C. No. 2; supplement No. 3 to Schirmer Trans- 
portation Co. tariff No. 2, MF-I. C. C. No. 3; supplement No. 2 to Con- 
nolly Contracting Co. tariff No. 1-A, MF-I. C. C. No. 2; supplement No. 
2 to Albert Johnson Service tariff No. 1, MF-I. C. C. No. 1; and supple- 
ment No. 4 to Terminal Transport tariff No. 1-B, MF-I. C. C. No. 4. 


AIR BRAKES ON FREIGHT CARS 


The members of the American Short Line Railroad Asso- 
ciation have filed a return to the order of the Commission in 
No. 13528, Investigation of Power Brakes and Appliances for 
Operating Power-brake Systems, in which the Commission re- 
quired railroads to show cause by August 28 why it should not 
require the completion of the installation of air brakes on 
freight cars used in interchange service by January 1, 1946, 
(see Traffic World, Aug. 5, p. 314). The proceeding should be 
dismissed, or they should be excluded from the requirements 
of any order issued by the Commission, the short line carriers 
Said, because of the difference in the operating conditions on 
their lines as compared with those on the lines of Class I rail- 
ways. Their operating conditions were such, they said, that 
there was no warrant for the requirement for the use of power 
brakes on cars used exclusively on the short lines and that 
there was no warrant for a requirement that the relatively 
Short trains—ranging from 5 to 50 cars—should be restricted 
to cars equipped with power brakes. 

The short line carriers said they would be represented by 
President Hood at the prehearing conference to be held at the 
Morrison Hotel, Chicago, Ill., on September 6. 

Railroads filing returns to the show-cause order included 
the Chicago, Milwaukee St. Paul & Pacific, asking until Janu- 
ary 1, 1952, to complete the required installations; Union Pa- 
cific, and Pere Marquette, asking for five years in which to 
Comply with the requirements; and the Delaware & Hudson, 
asking until January 1, 1949. 

The Louisville & Nashville had previously asked for an 
additional period of not less than five years (see Traffic World, 
Aug. 19, p. 439). 


Tariff Description of Brick 


Twenty-six interveners, manufacturers of brick in every 
state in the south except Virginia, have filed a petition for re- 
opening, rehearing and reconsideration in No. 28946, Roanoke- 
Webster Brick Co., Inc., et al. vs. Alabama Great Southern 
Railroad Co., et al., in which the Commission, division 2, de- 
cided that the assailed description of common brick was in- 
definite and ambiguous, but not otherwise unlawful, and pre- 
scribed a lawful definition (see Traffic World, June 24, p. 1685). 
The interveners said that the complaint had been brought by 
manufacturers of only 4 per cent of brick in the south, while 
producers of the other 96 per cent were satisfied with the pres- 
ent tariff description. 

The interveners said that “the present tariff description of 
common brick maintained by defendants in southern territory 
is clear and unambiguous, and complainants herein would not 
have any difficulty in understanding such provisions if they 
would correctly describe their brick for transportation pur- 
poses.” They said they were unequivocally opposed to any 
change in the provisions of the defendants’ tariff that would 
result in authorizing manufacturers of face brick or facing 
brick to ship those commodities at the rates applicable on 
common brick. 

The brick manufacturers also filed their petition in No. 
7652 before the State Corporation Commission of Virginia. They 
said the Virginia commission had made a similar finding as to 
the tariff description. If the orders of the Commission and the 
Virginia body became effective, they said, it would cause ir- 
reparable injury to southern brick manufacturers. 

Among the reasons advanced for reconsideration, the in- 
terveners said the Commission’s order required a revised com- 
modity description on common bricks, carloads, between points 
in Virginia and points in southern territory, and that the Vir- 
ginia order required a similar commodity description on com- 
mon brick between points in Virginia. The present tariff de- 
scription available throughout the remainder of southern terri- 
tory would be continued, they said, adding that “such an ad- 
justment cannot be maintained even if it should be put into 
tariff form and become effective. Fourth section departures 
would be created, but of more importance is the fact that some 
manufacturers would have ene description, and others another 
description, the result of which would be different rate levels 
on the same kind of brick in southern territory. .. .” 


Coal, Ky. and Ill. to Chicago 


Exceptions have been filed by defendants, and interveners, 
to the proposed report of Examiner Burton Fuller in No. 28629, 
Commonwealth of Kentucky, et al. vs. Illinois Central, et al., 
embracing No. 28689, Illinois Coal Traffic Bureau vs. Ahnapee 
& Western, et al., in which the examiner recommended denial 
of the efforts of Illinois-Indiana coal producing interests to 
bring about an increase in the rates on bituminous coal from 
western Kentucky to Chicago so as to increase the differential 
in the rate from western Kentucky over the rates from southern 
— to 50 cents a net ton (see Traffic World, June 17, p. 
1625). 


The defendants and railroad interveners said that the pro- 
posed report should be withdrawn, the complaint in No. 28629 
dismissed, and an order entered in No. 28689 prescribing the 
50-cent differential, so as adequately to reflect the adverse 
operating conditions that “the undisputed evidence” in the rec- 
ord showed existed in western Kentucky. These railroads said 
that the handling necessary to place coal in heavy tonnage 
trains from western Kentucky to Chicago was extremely com- 
plicated when contrasted with the southern Illinois handing, in 
discussing one of their nineteen exceptions to the proposed re- 
port. At another point, as an example, they said that the IIli- 
nois Central had to operate 3.54 trains in western Kentucky to 
handle the same tonnage one train handled in southern Illinois, 
and that the cost of handling 90 tons of coal from Blackford to 
Princeton was $328, or seven cents a net ton more than the 
cost of handling the same number of cars of coal a similar 
distance in southern Illinois. 


Middle States Fuels, Inc., and Northern Illinois Coal Trade 
Association, interveners, said the examiner’s report should be 
modified in accordance with the nine exceptions voiced by them. 
They said that the differential relationships between western 
Kentucky and all other origin groups save southern Illinois 
were not in issue in this case, in excepting to the examiner’s 
statement that western Kentucky contended for corresponding 
reduced differentials over the other midwestern groups. They 
said that, to bring these issues into the proceeding was to take 
all parties other than southern Illinois by surprise, and that 
the issues could not be broadened at this late date save by a 
further proceeding. 

The Coal Trade Association of Indiana, Illinois Coal Traf- 
fic Bureau, and Central Illinois District Coal Traffic Bureau 
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filed 44 exceptions to the proposed report. In conclusion, they 
said that the facts appearing both on the original hearing and 
on rehearing conclusively demonstrated that the conclusion 
reached in the prior report, 253 I. C. C. 779, was in error. They 
added that the inescapable conclusion from the facts of record 
was that “the operating conditions in and from western Ken- 
tucky are so adverse that the present rates from western Ken- 
tucky to Chicago and the northwest are less than reasonable 
minimum rates,” and that, among other things, a differential 
of 50 cents was the minimum that should apply in this territory. 

At the same time, the defendants and railroad interveners, 
Illinois Coal Traffic Bureau, Central Illinois District Coal Traf- 
fic Bureau, Belleville Fuels, Inc., Fifth and Ninth Districts Coal 
Traffic Bureau, Northern Illinois Coal Trade Association, Mid- 
dle States Fuels, Inc., and Coal Trade Association of Indiana, 
filed a motion with the Commission to strike the brief of the 
state of Kentucky, the Railroad Commission of Kentucky, and 
the Kentucky -Coal Agency, filed March 29, on rehearing. The 
general basis of the argument in support of the motion was 
that a substantial part of the aforementioned brief discussed 
purported facts, or submitted arguments based on purported 
facts, that were not of record, or that it “deliberately misstates 
the evidence of record in these proceedings.” 

An appendix to the brief, consisting of 14 pages, was cap- 
tioned as a “statement showing the specific portions of the 
brief on rehearing, dated March 29, 1944 . . . which contain 


or are predicated upon alleged facts that were not introduced 
in evidence in such proceedings and which the Commission 
should strike from such brief if it does not grant the attached 
alternative motion to strike such entire brief from its files.” 


Meat Rate Controversy 


One phase of a widespread effort by the larger meat 
packers to recover alleged overcharges on shipments of fresh 
meats from western packing points to eastern destinations was 
represented by the involved complaints, said the defendant 
railroads in a brief in No. 29069, Swift & Co. vs. The Alton 
Railroad Co., et al., and No. 29069, Sub. 1, Cudahy Packing 
Co. vs. Same. 

“Many of the claims are now in litigation,” said the rail- 
roads. “Although details of the claims vary, the pattern of all 
is the same. All involve alleged combinations of commodity 
rates made under the purported authority of the aggregate-of- 
intermediates rule in the joint through class-rate tariffs. The 
asserted combinations are all derived, defendants believe, by 
a strained, unnatural and extremely technical construction of 
the intermediate-point rules in the commodity-rate tariffs and 
the employment of alleged routes which are fantastic and 
grotesque.” 

In addition to the two aforementioned complaints, involv- 
ing $45,000 in alleged overcharges, the defendants listed the 
following complaints, which they said were now pending before 
the Commission, together with the amounts asked in each case: 


No. 29126, Armour & Co. vs. The Alton, $100,000; No. 29126, Sub. 1, 
Swift & Co. vs. Same, $50,000; No. 29126, Sub. 2, Armour & Co., vs. 
Same, $50,000; No. 29126, Sub. 3, Cudahy Packing Co. vs. Same, $50,000; 
No. 29126, Sub. 4, Wilson & Co., Inc., vs. Same, $10,000; No. 29131, 
Swift & Co. vs. B. & O. R. R. Co. et al., $40,000; No. 29131, Sub. 1, 
Cudahy Packing Co. vs. Same, $14,000; and No. 29131, Sub. 2, Armour 
& Co. vs. Same, $40,000. 


The carriers said there were also pending in the federal 
court at Chicago a number of suits in which alleged overcharges 
aggregating approximately $1,000,000 were claimed. 


The complainants in the two proceedings, in a joint brief, 
said that under the applicable tariffs, governed by the so-called 
aggregate-of-intermediates rule, shipments of fresh meats from 
South Omaha, South St. Joseph, and Kansas City, to New York 
and other eastern destinations were entitled to the lowest com- 
bination of intermediate rates applicable via any route over 
which the defendant railroads published class rates, and that 
this lowest aggregate-of-intermediates rate via any route be- 
came applicable via all routes of the same carriers between the 
same points of origin and destination. They continued: ~- 


The lowest aggregate of intermediates upon the shipments here 
involved were the combinations of local. rates from the several 
origin points to Atlanta, Depue, or Zearing, Ill., plus the local rates 
from those points to the eastern destinations. The Chicago local 
rates were applicable from Atlanta, Depue and Zearing under the 
origin intermediate rules which were contained in and governed the 
applicable tariffs. 

Because the tariffs involved were not so-called open-route tariffs 
but, on the contrary, provided specific routes via Atlanta, Depue, or 
Zearing, questions as to circuity of routes, lack of movements through 
the intermediate point to the more distant point, and territorial descrip- 
tion on the title page of the tariff need not be considered because 
under these circumstances they are neither controlling nor relevant. 


TRAFFIC WORLD 


The defendant railroads quoted Iola Cement Mills Traffic 
Association vs. A. T. & S. F. Ry. Co., 169 I. C. C. 367, as saying 
that “the provisions of a tariff must be considered in their en- 
tirety and if the provisions so considered may fairly and reason- 
ably be said to outweigh a strained and technical construction 
in respect of a specific provision the fair and reasonable con- 
struction must prevail.” That principle was pertinent here, said 
the carriers. The involved Jones tariff, I. C. C. No. 3432, fairly 
and reasonably construed, did not authorize the application 
from McLean, Atlanta, Depue or Zearing of the local rate from 
the Chicago district to New York, they said, and that the com- 
plainants’ contention to the contrary rested on “a strained and 
technical construction” of particular provisions that ‘would 
create a serious maladjustment of the rate structure, and, if 
it had any merit whatever, is plainly outweighed by a fair and 


reasonable construction of all the pertinent provisions of the 
tariff.” 


Quality Oil Operations 


Rail carriers in Official and Southern territories have filed 
exceptions jointly to the proposed report of joint board No. 7 
in MC 103343, Quality Oil Transport Common Carrier Appli- 
cation, in which the joint board recommended granting author- 
ity to the applicant to transport petroleum and petroleum 
products from Friendship, N. C., and points within 15 miles 
thereof, to points in Virginia, with refused or rejected ship- 
ments of the same commodities on return, over irregular routes. 

The rail carriers said that this was one of a group of 
applications involving the transportation of petroleum prod- 
ucts arising out of the war emergency. They pointed out that 
when the Plantation Pipe Line was opened for service at 
Friendship, N. C., there was an immediate need for rail and 
motor carrier service from Friendship, and that rail service 
had been “quickly curtailed” by O. D. T. order No. 15, May 15, 
1942, restricting the rails to hauls of 100 miles and more 
followed by the extension of the limit to 200 miles on Octo- 
ber 10, 1942. They said that temporary rights had been 
promptly granted motor carriers who had previously partic- 
ipated in the distribution of the products from the Virginia 
water terminals. Following that action, the railroads said, the 
several motor carriers had “in due course” petitioned that 
such temporary authorities be made permanent, and that, in 
many instances, this had been done in spite of rail carriers’ 
protests. Their protests against the granting of permanent 
authorities had been consistent, they said, and for the following 
reasons: 


(a) Distribution of these products from the Friendship pipe line 
outlet is and will be, for the duration of the war, an emergency matter, 
and a sound transportation policy requires that permanent certificates 
and permits shall not be decided wpon except after a return to normal 
conditions. 


(b) Competitive rail service is now, and will continue during the 
war emergency, to be under the restraining of O. D. T. orders, such as 
order No. 7-2 now in effect, and until this and like restrictions be lifted 
as to rail service, it is impossible to say what are the permanent trans- 
portation needs at the pipe line outlet at Friendship, N. C. 

(c) Until the restoration of ocean tanker service to the eastern sea- 
board, and particularly to the Virginia and North Carolina water ter- 
minals, it is impossible to judge the pipe line outlet at Friendship, 
N. C., as a distribution center to Virginia or any part thereof. 


The joint board had been unduly influenced by the testi- 
mony of representatives of the oil companies, the railroads 
said. The falling off of demand for transportation facilities at 
Friendship that had occurred since the extension of the pipe 
line to Richmond, Va., and its opening there in May, 1943, 
pointed to the fact that the licensing of motor carriers for 
service out of Friendship, N. C., had already been greatly 
overdone, they said. 

The railroads said one of the reasons that had apparently 
influenced the Commission in granting certificates to the large 
group of petroleum carriers serving Virginia points out of 
Friendship, was that motor carriers should be allowed to follow 
their traffic. Their exception to this reasoning, they said, was 
that under this particular situation the enlarged authority 
should be on a temporary basis and that, as to the instant 
application, it should be denied as not coming within the orbit 
of that reasoning. 


Motor Carrier Exceptions 


Eight protestant motor carriers have filed exceptions to the 
proposed report of joint board No. 7 in MC 103343, saying that 
the Plantation Pipe Line had become the principal outlet for 
Virginia, purely because of war conditions. They said that the 
important fact was that “Virginia remained Virginia and did 
not start using more petroleum products because of the new 
outlet.” The same rail carriers and the same motor carriers 
who had been serving the public in Virginia for years had 
moved to the new origin when it opened, they said, and had 
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merely kept on serving the same public at the same Virginia 
destinations, but from a new outlet. 

The applicant, they said, had been supported by Shell for 
temporary authority, and that “the quick result was that it 
instituted service for Shell (and served only Shell for over a 
year) at rates cheaper than those charged by other carriers 
backed by Shell such as Coastal and Holt.” The applicant, by 
withdrawing its application for permanent authority in Sep- 
tember, 1942, had voluntarily put itself on a temporary or war- 
time basis, the protestants said, while they had pursued their 
permanent applications, “because they were not opportunists 
but simply following their traffic and livelihood.” Referring to 
the support of Shell, and two other companies, in connection 
with the applicant’s request for consideration of its permanent 
application, the protestants said that the shipper support ex- 
pressed only a desire for all of the service possible, and that 
there was not one word of testimony as to a present inadequacy 
of service. There was, they said, twice as much motor carrier 
equipment available to serve Virginia as there was prior to the 
war. Impairment of the operations of existing carriers would 
result from certification of the applicant, they said, adding that 
the joint board had ignored all of these facts and that, for this 
reason, its recommendations should be disregarded. 





Rail Interest in Truck Control 


The mere fact that W. G. Stovall, in control of the pur- 
chasing truck line, owned less than 25 per cent of the stock of 
the Columbus & Greenville Railway Co., “by the accident of 
birth,” should not be permitted to stand in the way of the pro- 
posed transaction in MC F-2482, W. G. Stovall—Control— 
Far-Go Truck Lines—Purchase—Georgia Motor Express, Inc., 
said counsel for Mr. Stovall and Far-Go in exceptions to the 
proposed report in that proceeding. Examiner Irving J. Raley, 
in the proposed report, recommended denial of the application, 
pointing out that aside from the ownership of stock by Mr. 
Stovall in the C. & G. Railway, other members of the Stovall 
family owned all but a few of the remaining shares of stock 
(see Traffic World; Aug. 5, p. 309). 

Exceptions to the report filed on behalf of Georgia Express 
said that denial of the purchase would result in the destruction 
of the value of the involved rights and of its investment in the 
— of business over the routes proposed to be con- 
veyed. 

The Stovall-Far-Go exceptions cited eight occasions, in- 
cluding a special investigation into the question of affiliation 
by representatives of the Commission, following which, it said, 
no steps had been taken by the Commission, and that it could 
safely be concluded that “on eight separate occasions in which 
the question of affiliation did or could arise there was no sug- 
gestion or finding of affiliation. .. .” 

Georgia Express said that, after a number of denials by 
the Commission, temporary authority had been granted Far-Go, 
authorizing the transportation of general commodities between 
Columbus, Miss., and Birmingham, Ala., with no service to in- 
termediate points, with a restriction that service might not be 
performed in connection with traffic moving between Birming- 
ham, and points beyond Birmingham, on the one hand, and, 
on the other, Columbus, nor between Birmingham and points 
beyond Birmingham, on the one hand, and, on the other, Mem- 
phis, Tenn., and points beyond Memphis. The effect of this 
“ill-advised action,” said Georgia Express, was to deprive it of 
the interchange revenues for shipments originating in Missis- 
sippi that it had received in Columbus, and at the same time 
so greatly to restrict Far-Go, already operating at a substantial 
loss, that its extended mileage into Birmingham was inevitably 
conducted at a still greater loss. The instant finance applica- 
tion was filed nine days after the Commission had refused to 
lift Far-Go’s restriction, it said, as the only possible solution 
of the confusion created by the temporary authority orders. 
The only logical solution, it said, was for the Commission to 
follow its own precedent in dealing with this particular rail 
and truck lines and in approving its (Far-Go’s) extensions, 
thus permitting Georgia Express to salvage at least $7,500 from 
the loss of its business west of Birmnigham. 

If the Commission could not approve the proposed trans- 
action, it should terminate the temporary authority both under 
temporary lease and under the Commission’s order, and permit 
Georgia Express to resume full service over the route. It pre- 
ferred approval of the sale, it said. 


Igelsrud Motor Purchase 


In exceptions to a proposed report in MC F-2240, North- 
western Terminal Co.—Purchase—Edwin E. Igelsrud, in which 
Examiner W. L. Fulton recommended denial of the application 
on the ground, among others, that, while the record was not 
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satisfactory, he was of the opinion that it showed such a rela- 
tionship between Northwestern and three railroads as to war- 
rant the belief that it was affiliated with them, Northwestern 
Terminal said the proposed report used “this comparatively 
minor proceeding” to lay the foundation for ‘‘a new and strained 
application of section 5 of the act and endeavors to protect its 
conclusions by an indication of incompleteness of testimony in 
the record.” (See Traffic World, July 22, p. 196.) 

The proposed report, said Northwestern Terminal, sought 
the affirmance of a political or economic theory at variance 
with the reasonable construction of law, contrary to the ex- 
pressed legislative intent, and at variance with the decisions 
of the Commission. The company said that the examiner had 
not sat in the hearing and that “the views expressed in the 
proposed report are undoubtedly the cold application of his own 
logic, without the beneficial effect which results from contact 
of a hearing officer with witnesses, and the opportunity obtain- 
ing a clear understanding of testimony by questions upon doubt- 
ful points.” It pointed out, also, that the trial attorney was 
without the opportunity of sensing the uncertainty of a hearing 
officer in regard to the probative effect of evidence and lost 
the chance of clarification. Nevertheless, it said, the record 
demonstrated a disregard of the evidence in the findings and 
conclusions of the proposed report, and a failure to follow the 
provisions of the statute requiring approval of the transaction. 

Northwestern Terminal said the findings of the Commis- 
sion in MC 84598, Northwestern Terminal Co. Common Carrier 
Application, repudiated the findings and conclusions of the pro- 
posed report. It was not true, as the report said, that 75 per 
cent of the traffic it transported in interstate or foreign com- 
merce was handled in conjunction with railroads and that it 
used facilities in common with railroads, Northwestern said, 
pointing out that its authority was not limited to service “in 
combination with railroads.” It was limited “to shipments 
which have received an immediately prior haul by rail,’ said 
Northwestern, and that the reason therefor was not such as 
the Examiner would imply, but because the Commission found 
that the transportation had been so limited prior to the “grand- 
father” date. 

Northwestern said the proposed report would leave it to 
inference that there might be a possibility that railroads owned 
the bonds of the terminal company, and through the members 
of the board of directors that the bondholders were entitled to 
designate, the railroads could control the board and so manage 
the terminal company in their interest. It said that the bonds 
were investment bonds, with the Northwestern National Bank 
& Trust Co. of Minneapolis acting as trustee. No railroad 
owned any of them, to the knowledge of the trustee or terminal 
company, it said. 

The terminal company stressed the words “reasonable to 
believe” and “will be managed in the interest of such other 
carrier” in section 5(6). It said the word “interest” signified 
an interest resulting loss or gain as understood in the business 
world, adding that “admitting that three directors out of ten 
are connected with railroads, can that overcome the presump- 
tion that the board of directors and officials of the company 
will manage the terminal company for the benefit of its stock- 
holders who are not railroads? To indulge in any such ‘belief’ 
is not reasonable, and there is no evidence to overcome the 
presumption.” 

After analyzing the provisions of section 206(b), and say- 
ing that the statute did not leave it to the discretion of the 
Commission to approve or not approve, but that, if the evidence 
adduced proved the two conditions set forth in the act, it was 
the duty of the Commission to give its authorization. The ter- 
minal company continued: 


It may appear somewhat puerile to take space in'a brief to set 
forth these elementary principles which have guided the decisions of 
the Commission. But the proposed report shows evidence of a depar- 
ture from the sound principles that have placed the Commission in the 
forefront of administrative tribunals, and rather indicates a leaning 
toward the ‘‘I Am the Law’”’ theory of administrative proceeding. 


There was no opposing evidence introduced, and the record 
stood unchallenged that the requirements of the statute had 
been fulfilled, said the terminal company. The Commissoin, it 
said, should follow the statutory directions, reject the proposed 


report, and approve and authorize the transaction. 


Towboat Company Status 


Having been engaged in water transportation for more 
than 11 years, it felt it was entitled to some operating rights, 
said the applicant in W-72, Koch-Ellis Marine Contractors, 
Inc., Applications, in exceptions to the proposed report of the 
Commission’s Bureau of Water Carriers and Freight For- 
warders in that proceeding. The bureau recommended dismissal 
of the application, saying that the applicant had not been en- 
gaged on the statutory date and continuously since as a com- 
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mon or contract carrier in the performance of transportation 
subject to part III of the interstate commerce act (see Traffic 
World, July 22, p. 195). 

“Surely your applicant is entitled to a standing above that 
of an operator who has no experience and who started in the 
towboat business today,” said Koch-Ellis. “Yet the bureau pro- 
posed to relegate the applicant to the class of an inexperienced, 
unnecessary newcomer.” 

It had rendered three kinds of service, said the applicant: 
Chartering of barges; general towage; and complete transpor- 
tation of various commodities with non-self-propelled vessels 
with the use of separate towing vessels. It would like to con- 
tinue to perform general towage and complete transportation, 
it said, and that it withdrew its previously expressed objection 
against being a common carrier. It added that, if the Commis- 
sion felt it was not justified in granting operating rights to 
perform general towage and complete transportation with non- 
self-propelled vessels with the use of separate towing vessels, 
then the very least to which it was entiled was the right to 
continue to engage in the chartering of barges to all users. 
The record showed it had been engaged in such chartering 
prior to, and after, the statutory date, the applicant said. 

The applicant said that, at the time of the hearing on its 
exemption application in 1941, it was required to make a choice 
between being exempted and being a common carrier. At that 
time, it said, all the expressions that could be obtained from 
the Commission’s staff pointed in that direction. It continued: 


The way events have now turned, and due primarily to the details 
submitted by the applicant in his hearing, division 4 had exempted 
oil field equipment and dredges for all carriers, without the carriers 
having to choose whether they would want an exemption or a common 
earrier classification. All the now existing common carriers enjoy 
both common carrier rights and the exemptions, without having to 
make a choice and give up anything. 

As an illustration of how this works out in actual practice, the 
Coyle Lines enjoy operating rights as a common carrier. If the 
original idea as expressed by the director (of the Commission’s Bureau 
of Water Carriers and Freight Forwarders), and as intimated by the 
examiner, had been carried out, then Coyle Lines would have had to 
choose between an exemption and operating rights. Assuming that 
they had chosen operating rights, then Coyle Lines could not have 
handled dredges or any exempted contract carriage. But, the program 
was not carried out that way—the applicant has been virtually com- 
pelled to make a choice between an exemption and operating rights; 
whereas, in other cases involving operating rights, such as Coyle Lines 
and others, they have not been compelled to make a choice. They 
enjoy both operating rights and the general exemption, and here it is 
conspicuous to point out that the applicant does not now enjoy any 
exemption other than those which apply to every other carrier. 


The applicant said that when its hearing was held in 1941, 
the general impression of common carriage was the type of 
carriage performed by the Federal Barge Line, the Mississippi 
Valley Barge Line, Coyle Lines, and the River Terminals Cor- 
poration. This, it said, was prior to the classifying of any tow- 
ing companies as common carriers, general towage. It took a 
Supreme Court decision, it said, to settle the issue as to whether 
the Cornell Steamboat Co. (a towboat company) should be 
called a common carrier (see Traffic World, April 8, p. 989), 
and added that it was now only a few months since the court 
had ruled that Cornell was a common carrier. How, then, it 
asked, could the applicant know in 1941 what was common or 
contract carriage ? 


Great Northern Financing 


The Great Northern Railway Co. has asked the Commis- 
sion for authority to issue not to exceed $100,000,000 principal 
amount of general mortgage bonds, series K, L and M, for the 
purpose of retiring certain general mortgage refunding and 
convertible bonds, collateral trust bonds, and bonds guaranteed 
by the applicant. 

The new bonds, according to the application, will be issued 
in three series: $35, 000,000 series K, payable January 1, 1980, 
at 3% per cent; $30,000,000, series a payable January 1, 1970, 
at 3% per cent; and $35,000,000, series M, payable January 1, 
1960, at 3% per cent. The ‘proceeds will be used to redeem 
$35, 668, 000 of first and refunding mortgage 4% per cent gold 
bonds due July 1, 1961, at 105 per cent plus accrued interest; 
$25,138,950 of general mortgage 4 per cent convertible bonds, 
series G, and $31,385,750 general mortgage 4 per cent conver- 
tible bonds, series H, both due July 1, 1946, at 101 per cent; 
$18,000,000 collateral trust 4 per cent bonds, dated January 1, 
1940, due July 1st in each of the years 1940 to 1951, inclusive, 
with balance due January 1, 1952, at 104 per cent; and §$9,- 
695,000 of northern division mortgage 4 per cent bonds of the 
Eastern Railway Co. of Minnesota, due April 1, 1948, guaran- 
teed and assumed by the applicant. 

The application said that none of the bonds would contain 
any tax free covenant clause and that none of them would be 
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convertible into shares of capital stock of the applicant. It said 
that a sinking fund would be established in connection with 
the three series of bonds. 

By amendment to the application, the Great Northern pro- 
vided that all of the bonds would be issued and sold on the 
same date, rather than that series K and series L bonds would 
be sold prior to October 15, 1944, and series M bonds sold on 
January 2, 1945, as proposed in the original application. 

The Great Northern said the proposal would reduce the 
applicant’s fixed charges from $12,005,199 to $10,461,771, a 
saving of $1,543,428 in the first year. It added that its general 
mortgage, which was its only open mortgage under which 
bonds might now be sold, would become a first mortgage on 
the property described in the application, instead of a second 
mortgage on most of the property and a third mortgage on a 
portion of it. The railroad said it anticipated that this would 
result in a higher rating of its general mortgage bonds and 
—— permit of its issuing them in the future at lower interest 
rates. 


Burlington Financing 


Balancing an interest saving of $500,000 a year against 
probable excess profits tax requirements, and timing the issu- 
ance before the beginning of the next war bond drive in No- 
vember, the Chicago, Burlington & Quincy Railroad Co., in 
Finance No. 14676, has asked the Commission for authority 
to issue and sell $40,000,000 first and refunding mortgage bonds, 
series of 1974, the proceeds to be applied to the redemption of 
$40,000,000 of its first and refunding mortgage 5 per cent 
bonds, series A, due February 1, 1971. The Burlington said it 
sought authority to anticipate maturity of the series A bonds 
by calling them for redemption February 1, 1945, at 107% 
per cent and accrued interest to that date. It said that the 
call premium of $3,000,000, accrued interest amounting to 
$1,000,000, and incidental expenses, would be paid from its 
cash. 

Referring to the report and order of the Commission in 
Finance No. 14535, Chicago, Burlington & Quincy Railroad Co. 
Securities (see Traffic World, May 27, p. 1429), the Burlington 
said it had called the Illinois division bonds for redemption 
January 1, 1945, as authorized in that report; that it had taken 
or arranged for all necessary steps to carry out the program 
outlined in the report, including provision for $20,714,432 of 
its cash that would be required, in addition to the $40,000,000 
derived from the sale of the serial notes and collateral trust 
bonds authorized in the report, to redeem the Illinois division 
mortgage bonds; and, in addition, the necessary cash for all 
expense incidental to that transaction. 


The Burlington said it believed that present interest rates, 
present investment demand, improvement in its credit, and 
reduction in its funded debt in recent years, and other circum- 
stances, indicated that it should proceed now to redeem the 
series A bonds. It said that when the Illinois division mortgage 
financing had been completed there would be a total of $164,- 
873,000 first and refunding mortgage bonds outstanding with 
the public, pledged as collateral, and held in the treasury. The 
further financing proposed in the instant application, it said, 
would not increase that total, but would substitute the series 
1974 bonds for the series A bonds in like amount. It added 
that the total funded debt, outstanding with the public and 
having a direct or indirect mortgage lien on its property on 
January 1, 1945, would be $177,147,000, of which, it said, $12,- 
100,000 would be paid in the next five years, and continued: 


Applicant has carefully considered the question of making provision 
for the gradual retirement of the new bonds through a sinking fund 
and has concluded that the best method is to provide in the bonds that 
applicant will apply to the retirement of the bonds an amount equal to 
10 per cent of all dividends declared and paid by applicant on its capital 
stock in any year. Such fund would be used either in purchasing the 
bonds at not to exceed their then redemption price, or, at the election 
of the applicant, in calling the bonds for redemption. The sinking fund 
provisions would be supplemented by redemption provisions in the 
bonds, worked out so that investors would be assured that the operation 
of the sinking fund would tend to protect the yield basis on which the 
bonds were sold. All or any part of the bonds would be subject to 
voluntary redemption on any interest date on not less than 60 days’ 
notice, in the manner prescribed in the first and refunding mortgage, at 
graduated redemption prices related to and slightly above the respective 
yield bases to be determined from the initial selling price of the bonds. 


The Burlington said that a sinking fund equivalent to 10 
per cent of dividends paid was less contingent than it seemed, 
pointing out that, beginning in 1851, it had paid dividends every 
year except three, 1858, 1859, and 1861, and that in the 15-year 
period, 1929 to 1943, including the time of severe depression 
and railroad bankruptcy, its dividends had averaged $7,516,903 
a year, or 4.4 per cent on its $170,839,000 outstanding capital 
stock. It continued: 
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Ten per cent of such average annual dividends, $751,690, would 
retire $40,000,000 at the rate of 1.879 per cent a year. In 1943, although 
applicant had net income available for dividends amounting to $16.53 
a share of its capital stock, it paid $3.00 a share, or a total of $5,125,161, 
of which amount 10 per cent ($512,516) as a sinking fund for retirement 
of the $40,000,000 new bonds would be at the rate of 1.28 per cent. 


While it said that its financial position was such that it 
might seem that it should have no hesitancy in assuming a fixed 
sinking fund obligation, the Burlington pointed out that it had 
used a large amount of its available cash in retiring the Illi- 
nois division bonds, that. it had undertaken to retire its new 
5-year serial collateral trust notes at the rate of $2,000,000 a 
year in the next five years, and thereafter to retire its new 
$30,000,000 collateral trust bonds of 1969 at the rate of at least 
$1,000,000 a year. In these circumstances, it said, the prudent 
course was to make annual retirements of the proposed new 
bonds contingent on the payment of dividends, so that the man- 
agement each year might determine whether or not its cash 
position justified payments to stockholders and further debt 
reduction through retirement of the new bonds. Based on past 
experience, it said, the proposed sinking fund would result in 
substantial reduction of the new debt before maturity. 

On the matter of interest savings, the Burlington said that 
if, as expected, it could sell the proposed new issue at not to 
exceed 3% per cent, interest thereon would amount to $1,- 
500,000 a year, an interest saving of $500,000 a year. Such a 
reduction in fixed charges would tend to increase its income 
for tax purposes, it said, but added that it was reasonable to 
expect that present high tax rates would be greatly reduced 
after the war. The call premium of $3,000,000 would be a 
proper deduction from income for tax purposes, it pointed out, 
and that it had $1,372,099 unamortized discount and expenses 
on the series A bonds that would be deductible from taxable 
income on the redemption of the bonds. While no one could say 
how long the excess profits tax would continue, so that it could 
not figure the total net saving to be accomplished, the Burling- 
ton said it was obvious that a saving of about $500,000 a year 
in interest charges “from now until 1971,” would effect a very 
substantial net saving. 

Saying it was advised that public sale of the securities far in 
advance of February 1, 1945, for delivery on that date, would 
have an unfavorable effect both in obtaining bidders and on 
the selling price, and that it was inadvisable that the applicant 
offer new securities at the time the government instituted its 
next war bond drive in November, the Burlington said it thought 
it should invite bids on the basis of delivery of, and payment 
for, the new bonds on or shortly after November 1. This, it 
said, would result in payment of so-called “double interest” 
from the date of delivery to February 1, 1945, but pointed out 
that, as interest was deductible from income for tax purposes, 
such payment was not of controlling importance in view of the 
desirability of selling the bonds when the market for such 
securities was favorable. 

The new bonds, the Burlington said, would be sold on com- 


oe bids, to bear interest at the rate fixed by the accepted 
id. 


A. T. & N. REORGANIZATION 


John T. Cochrane, Jr., Frederick E. Lober, and Thomas A. 
Horst, constituting the Alabama, Tennessee & Northern reor- 
ganization committée, have petitioned the Commission in 
Finance No. 10714, Alabama, Tennessee & Northern Railroad 
Corporation Reorganization for an order fixing $22,500 as the 
maximum limit for reasonable expenses to be incurred by it 
in connection with the reorganization proceedings. The peti- 
tioners said the amount was an estimate, and that they were 
filing the petition with the reservation that they might find it 
necessary to ask the Commission to increase the maximum 
limits at some future date. 





T. P. & W. NOTES 


George P. McNear, Jr., president of the Toledo, Peoria 
and Western, said August 25 that he had received from Director 
Johnson of the Office of Defense Transportation train sheets 
covering government operations on that railroad in June and 
July, 1942. He had asked for the data for use in preparing 
exceptions to a report proposing denial of a petition to the 
Commission for permission to issue $100,000 in 3 per cent notes 
to provide working capital for his corporation (see Traffic 
World, August 12, p. 384). Mr. McNear said he had made a 
further request on Director Johnson, for train sheets covering 
operations in October, 1941, and that he anticipated they would 
alsc be sent to him. 


MOTOR HAULAGE CO. STATUS 


The Motor Haulage Co., Inc., has filed a reply with the 
Commission to the petitions of the Regular Common Carrier 
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Conference of the American Trucking Associations, Inc., and 
the Public Service Commission of the State of New York, in 
which those bodies asked for reconsideration of the decision 
of the Commission, division 5, in -MC 31214, Motor Haulage Co., 
Inc., Contract Carrier Application. In that proceeding, the divi- 
sion found that the applicant was entitled to continue operation 
as a contract carrier as to general and specified commodities 
between various points in New York, New Jersey, Connecticut 
and Pennsylvania, and to continue operation as a common car- 
rier of damaged airplanes between certain points in New York. 
The New York commission, and the conference, argued that the 
carrier was a common carrier (see Traffic World, August 5, p. 
316, and Aug. 12, p. 385). 

The situation was complicated by the fact that the Com- 
mission’s decision was arrived at after the New York commis- 
sion had decided that the applicant was a common carrier, and 
had been affirmed in that view by a New York state court. 

The applicant reproduced in an appendix to its reply the 
opinion of the Court of Appeals of the State of New York, 
which reversed the lower state court, and said the orders of 
the New York commission should be set aside and the commis- 
sion directed to issue a permit to Motor Haulage as a contract 
carrier. The New York appeals court decision showed four 
judges agreeing that Motor Haulage was a contract carrier, 
and three dissenting. The applicant said the decision of the 
New York court confirmed the decision of division 5 and af- 
forded further and conclusive ground for denying the petitions 
for reconsideration. 





KEESHIN NOTES 


Keeshin Motor Express Co., Inc., has asked the Commis- 
sion, by a petition in MC F-2229, Keeshin Motor Express Co., 
Inc.—Issuance of Notes, to modify the order of July 20 by 
division 4 in that proceeding so as to eliminate the necessity 
for executing new contracts with the county treasurer of Cuya- 
hoga county, O., and with B. C. Schram, receiver for First Na- 
tional Bank—Detroit. 

The order sought to be modified denied an application of 
Keeshin Motor Express Co. for authority to issue installment 
promissory notes in the aggregate amount of $58,488.79 (see 
Traffic World, July 29, p. 248). The Commission said in its 
report in MC F-2229 that Keeshin Motor Express Co., in the 
period between August, 1940, and January, 1943, had issued to 
individuals and corporations from which that carrier had 
acquired certain real estate nine mortgage notes, that those 
notes had been issued without authority from the Commission, 
and that, therefore, they were void. 

In its petition for modification of the order, Keeshin Motor 
Express Co. said that on August 23, 1942, it executed a contract 
with the county treasurer of Cuyahoga county, O., to pur- 
chase, for delinquent taxes ‘totaling $13,226.55, certain real 
estate in Cleveland as a site for a motor freight terminal and 
had agreed to pay the county treasurer that amount plus in- 
terest over a ten-year period, in ten equal installments. It 
added that no promissory notes’ were executed in connection 
with that transaction. About February 26, 1942, the applicant 
said, it had entered into a contract with B. C. Schram as re- 
ceiver of First National Bank—Detroit to buy certain real 
estate in Detroit for use as a Keeshin motor freight terminal. 
It said that that contract had been erroneously described in the 
application as a real estate mortgage with note attached, though 
it was merely a contract to buy real estate over a period of 
time, title remaining in the seller until completion of the con- 
tract. 





Ss. C. COTTON MOTOR RATES 


The Public Service Commission of South Carolina has 
issued its report in Docket No. 3434, Complaint of the South 
Carolina Cottonseed Crushers Association Concerning Method 
of Applying Rates on Cottonseed, Any Quantity, between Points 
in South Carolina via motor common carriers, and has entered 
therein its order No. 3557. 

The order requires establishment of a list of stations to- 
gether with the group basis applicable thereto, as set forth in 
Appendix A, Sheets 1 to 17, inclusive, of the report; establish- 
ment of rate base points and rate base numbers applying be- 
tween said rate base points as set forth in Appendix B, Sheets 
1 to 33, inclusive, of the report; and that the requirements be 
complied with on or before September 1, on one day’s notice 
to the public. 

Appendix B sets forth 135 base points agreed to by the 
carriers in the proceeding. Altogether, said the commission, 
18,225 basis numbers, or mileages, were indicated. 

“We find that the common carrier truck rates on cotton- 
seed should apply from or to stations set forth in Appendix A 
hereto,” said the commission. ‘‘We further find that rate basis 
numbers set forth in Appendix B hereto, when used in conjunc- 
tion with the station grouping provided in Appendix A hereto, 
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will result in a just and reasonable method of applying rates 
on cottonseed, any quantity, between poinfs in South Carolina 
via motor common carriers.” 


Champlin Pipe Lime Status 


Champlin Refining Co. has filed suit in the federal court 
for the western Oklahoma district, asking a temporary and 
permanent injunction against the Commission’s order in Valua- 
tion Docket No. 1267, Champlin Refining Co., by which, Cham- 
plin said, it would be required to submit as a common carrier 
to the regulation of the Commission. 

Champlin said its pipe line was necessary to enable it to 
maintain its competitive position with other marketers of petro- 
leum products in the area traversed by its pipe line, and that 
the entire capacity of the line was and would be constantly 
required by it to supply its customers and to maintain its mar- 
keting position. It said that it had never, in any way, held itself 
out as a carrier or offered its property or its pipe line to any 
public use, or permitted anything to be done that would consti- 
tute it or its pipe line as a common carrier within the meaning 
of the interstate commerce act or to become a pipe line com- 
pany within the meaning of the act. 

“Requiring petitioner to comply with the valuation order 
of the Commission will constitute the taking of property of 
petitioner without just compensation therefor while converting 
into a public use that which is wholly private property, thereby 
depriving the petitioner of its property and property rights in 
derogation of the constitutional guaranties as to due process 
and the equal protection of the laws,” said Champlin. 

It said also that if its pipe line was held to be a common 
carrier it would have a detrimental economic effect on the 
public at large, since there were thousands of miles of pipe 
lines similar to its own that had been regarded by their owners, 
public authorities, and the public in general, as mere plant 
facilities. If such pipe lines were held to be common carriers, 
it said, future construction would cease or be greatly reduced. 

The suit was docketed in the Oklahoma court as No. -1559- 
Civil, Champlin Refining Co. vs. United States of America. 





Liberty Motor Injunction 


Liberty Motor Freight Lines, Inc., through its attorney, 
David Axelrod, has filed a petition, in the federal court for 
the Northern District of Illinois at Chicago, for an injunction 
restraining the Commission from the enforcement of its deci- 
sion in MC 222, denying the lines a certificate of operation 
under the grandfather clause, and asking for an affirmative 
order requiring the Commission to issue such a certificate. 
The entire Commission in a recent order denied the certificate 
on reargument, upholding the position taken earlier by divi- 
sion 5, which was ‘to the effect that the applicant’s services 
as a broker and operator of motor vehicles in common carriage 
before the grandfather date did not entitle it to a certificate 
(see Traffic World, June 24, p. 1689). The order was dated 
to become effective August 21. The freight lines filed a_peti- 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National papecter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court, Special Term, Queens County.) In action 
by shipper against carriers for damages to shipment of ma- 
chinery which was loaded in good condition and arrived in 
damaged condition, although plaintiff had burden of proof on 
its whole case, it did not have burden of establishing the car- 
riers’ negligence. 

In action by shipper against two carriers for damages to 
shipment of machinery, plaintiff's motion to examine both de- 
fendants in respect to alleged negligence which caused the 
damage would be denied since plaintiff would make prima facie 
case by showing delivery of machinery in good condition to 
initial carrier and that it was damaged when delivered by 
second carrier, and plaintiff’s remedy was to seek bill of par- 
ticulars concerning affirmative matter asserted in answer. 


(Stahl Bros. Corporation vs. Long Island R. Co., 48 N. Y. S. 
_ 2d 845.) 
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tion for rehearing and for postponement of the effective date 
on August 15. Subsequent to the filing of its petition for in- 
junction and relief in federal court, the Commission postponed 
the effective date of its order to October 15, at the request 
of Federal Judge Michael L. Igoe. The judge said the extra 
time was needed to permit hearing and adjudication of the 
complaint. 

The court petition points out that the Commission in its 
decisions has consistently taken the position that operating 
rights acquired by the Liberty Motor Freight Lines, Inc., by 
purchase, subsequent to its original application, were sufficient 
for its purpose and that it was not necessary, therefore, for the 
Commission to grant a certificate on the original application. 
The applicant insists that failure to grant that certificate will 
preclude it from performing common carrier highway service 
on numerous commodities at several hundred points in Penn- 
sylvania, New York, New Jersey, Rhode Island, Ohio and 
Massachusetts not included in the acquired rights. The court 
petition quotes the dissenting opinion of Chairman Eastman 
in the Commission’s original decision in support of its stand. 
That dissent referred to a similar dissent in MC 75872, Boston 
and Maine Transportation Company common carrier applica- 
tion, in which the Commission denied certificates covering the 
railroad’s owner-operator motor carrier operations. Chair- 
man Eastman at that time pointed out that the effect of the 
decision was to deprive large areas of motor transportation 
and that “it follows that motor vehicle operations which have 
been furnishing service to the public continuously for many 
years must now cease, because, forsooth, no one has authority 
under part II of the interstate commerce act to carry them on.” 

The petition says that the Commission “erred in not con- 
cluding, upon the evidence submitted, that applicant is a 
common carrier of general commodities under the act and en- 
titled to a certificate under the grandfather clause,” and that 
it erred in denying the application “on the ground that its 
service to and from points, other than those authorized by 
virtue of its purchases and authority obtained as a result of 
extension applications, was insufficient because the authority 
granted under its extension application and purchases are not 
a part of the record in the case and because substantial evi- 
dence of actual operations conducted by applicant to and from 
specific points and over particular routes has been completely 
overlooked and disregarded.” 


WATSON BROTHERS SUIT 


Watson Bros. Transportation Co., Inc., has filed a com- 
plaint in the federal court for the Nebraska district, Omaha 
division, asking the court to issue a temporary injunction, and, 
on final hearing, to set aside the order of the Commission in 
MC 70451, Watson Bros. Transportation Co., Inc., Common 
Carrier Application. In that proceeding, among other things, 
the Commission denied the applicant, both on its own account 
and as successor in interest to John H. Buck, dba North Amer- 
ican Freight Lines, for authority to continue operations, via 
U. S. highway No. 6, as to Rock Island, Moline, East Moline, 
Silvis, and Carbon Cliff, Ill., and Davenport, Bettendorf, Grin- 
nell and Iowa City, Ia. The order has been modified to become 
effective September 1. 

The complainant said the Commission had illegally refused 
and failed to consider all the evidence in the case, and that, 
while enforcing such a rule against it, had made available to 
opposing interests and entirely dissimliar rule of evidence. It 
said that the findings of the Commission, that only a “few” 
shipments were transported, and that they were “sporadic” 
and moved at “remote” intervals, was inconsistent with the 
finding that “numerous” shipments had been transported by 
the applicant or its predecessor. It said that denials by the 
Commission of the complainant’s petitions for reconsideration, 
further hearing, and reversal of the order were arbitrary, un- 
reasonable and capricious. 

Watson Bros. said that if the order was not suspended and 
set aside, it would suffer annually a loss of traffic of not less 
than 35,919,959 pounds, and of annual revenue of not less than 
$422,000, together with a loss of in capital loss and earnings on 
capital investment of not less than $25,000. 

The suit was docketed as civil No. 563, Watson Bros. 
Transportation Co., Inc., vs. United States of America, et al. 


N. C. INTRASTATE FARES 


The federal court for the eastern North Carolina district, 
Raleigh division, has entered an order allowing appeal, by the 
State of North Carolina, North Carolina Utilities Commission, 
Charlotte Shippers and Manufacturers Association, Inc., North 
Carolina division of the Travelers Protective Association of 
America, and B. F. Russell, to the Supreme Court of the United 
States, from the final decree of the court upholding an order of 
the Commission in No. 29036, North Carolina Intrastate Coach 
Fares. In that proceeding the Commission required railroads 
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operating in North Carolina to increase the basic intrastate 
coach fare of 1.65 cents a mile to the interstate level of 2.2 
cents a mile. In petitioning for the appeal, the North Carolina 
interests alleged thirty-nine grounds of error in the decision of 


_ the lower court (see Traffic World, July 29, p. 266). 


Transportation Materials 


Controlled materials for domestic transportation have been 
reduced by about one-third from the amounts requested by the 
Office of Defense Transportation for the fourth quarter of 1944, 
the O. D. T. was advised August 21 by the War Production 
Board, according to a statement continuing as follows: 


Oo. D. T. was notified that, under the controlled materials plan, 
the domestic transportation industry will receive 1,039,100 short tons 
of carbon steel in the October-November-December quarter of 1944, com- 
pared with a requested 1,532,633 tons. Proportionate amounts of alloy 
steel, copper and aluminum were authorized. In addition to the direct 
O. D. T. allotment, the W. P. B. has set aside an adequate reserve 
for railroad and local transit maintenance, repair and operating 
supplies. 

Principal reductions in the amounts requested by the O. D. T., as 
claimant agency for domestic transportation, were in rail and track 
accessories. The new replacement rail request was cut from 550,000 
tons to 360,000 tons and allocations for track accessories from 291,000 
tons to 190,000 tons because of demands on rail mills for shell steel 
and rails for the military. 

O. D. T. was advised that, in making this decision, the W. P. B. 
recognized the necessity of increasing the allotment of new replace- 
ment rail and accessories as soon as war demands permit. In addition, 
the W. P. B. said that, to the extent essential military requirements 
and export requirements in support of war can be satisfied with relay 
rail and used turnouts provided by U. S. railroads, the allotment of 
new rails and track accessories to the O. D. T. will be adjusted upward 
accordingly. 

The W. P. B. allotted 145,000 tons for automotive replacement parts, 
for which the O. D. T. had requested 160,000 tons. No allotments were 
made for light trucks and railroad passenger cars, for which the O. D. 
T. had requested 76,562 tons and 6,488 tons, respectively. The W. P. B. 
said these requests were denied because production facilities and man- 
power questions remain to be resolved. 

Carbon steel for medium and heavy trucks, truck bodies, trailers, 
third axles and lower fifth wheels was cut from approximately 200,000 
tons requested by the O. D. T. to 90,000 tons. This latter figure is, 
however, sufficient to cover the authorized production schedule for 
these units for the first quarter of next year. The fact that this 
schedule is considerably less than O. D. T. desired is due to the 
recent decision of military agencies to continue their heavy purchase 
of trucks into 1945, which limits the facilities available for manufac- 
turing commercial trucks. 


O. D. T. carbon steel requirements for locomotives, freight cars, 
marine equipment, integral buses, street cars, trolley coaches, truck- 


trailers, including petroleum transport units, and water transport 
equipment, were met. 


Labor Day Deliveries 


Director Johnson, of the Office of Defense Transportation, 
has asked industrial and mercantile establishments planning to 
close on Labor Day, September 4, to keep a large enough staff 
at work to receive incoming freight, particularly less-carload 
freight. Director Johnson said that Labor Day Monday, and the 
preceding Sunday, would combine to make a two-day holiday 
in which normal deliveries of less-carload freight would be im- 
possible if there was no one on hand to receive it. This, he 
added, would delay the unloading of freight cars badly needed 
in active use and would also cause serious congestion at freight 
houses. Loaded motor trucks would also be kept from making 
deliveries, he said, with a consequent loss of service. Director 
Johnson said managers of plants closing on September 3 and 4 
would make a. distinct contribution to the war effort by seeing 
to it that freight could be delivered to their plants on these 
two days. 

Chicago Freight Houses to Close 


The Chicago Association of Commerce, in a letter to its 
shipper members, says that it has information from the General 
Managers’ Association of Chicago that the railroads in that area 
generally will keep freight houses and team tracks closed on 
Labor Day. The decision to do so, it was said, was based on 
inquiries among receivers which indicated that there was 
no need for keeping those facilities operating on the holiday. 
Arrangements will be made, the association’s letter said, for 
the delivery of perishables in the early morning hours of 
Labor Day. Switching for individual industries will be left for 


jc between the serving railroad and the industry, 
lt said. 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued supp. order 
0. D. T. 3, Rev. 19, amendment 1, common carriers, coordinated 
Operations between Indianapolis and Lafayette, Ind.; supp. 
order O. D. T. 6A-38, common carriers, coordinated operations 
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within New York and Richmond Counties, N. Y.; supp. order 
O. D. T. 6A-39, common carriers, coordinated operations in 
California; supp. order, O. D. T. 6A-40, common carriers, 
coordinated operations within New York City and adjacent 
suburbs in Westchester County, N. Y.; special order O. D. T. 
B-9, amendment 4, common carriers, coordinated operations 
between Chicago, Ill., and New York, N. Y.; and special order 
O. D. T. B-2, amendment 1, common carriers, coordinated 
operations between Omaha, Neb., and Los Angeles, Calif., via 
Salt Lake City, Utah, and between Omaha and Sioux City, Ia. 


LIMITATION OF TRUCK HAULS 


Limitation of truck operations to distances of 200 miles, 
300 miles or other milage maxima was not being considered by 
the Office of Transportation, it was stated at the O. D. T. 
this week. 

A suggestion for action by the War Department to estab- 
lish such limitations on motor carrier hauls had been rejected 
by transportation corps officers familiar with truck operations, 
it was learned on inquiry at the War Department. The source 
of the suggestion was not disclosed. The transportation corps, 
it was said, felt that curtailment of the length of truck hauls 
for the War Department would be impractical, if not impos- 
sible, and that, on the theory that the motor carriers of prop- 
erty would operate over their present routes whether they per- 
formed service for the War Department or not, the War De- 
parement would be denying itself a service that would be main- 
tained regardless of mileage limitations that the department 
might set up as to its traffic. 


0. D. T. AND VEHICLE RATIONING 


Director Johnson, of the Office of Defense Transportation, 
has issued amendment 1 to administrative order O. D. T. 27 
supplementing general order O. D. T. 44, subjecting to O. D. T. 
control the transfer of new commercial motor vehicles, under 
a rationing plan, effective July 1 (see Traffic World, July 1, 
p. 30). The amendment prescribes procedure for the handling 
of applications for certificates of transfer in respect of full 
trailers or semi-trailers held by any person for sale in Puerto 
Rico, by the regional director of the division of Puerto Rican 
Transport of the O. D. T. The amendment was made effective 
as of August 22, the date of its issuance. 


RAIL FOR MOTOR SERVICE 


By O. D. T. certificate No. S-3, Director Johnson, of the 
Office of Defense Transportation, certified August 18 that sub- 
stitution of rail transportation for that of motor common car- 
rier between Chicago, Ill., and New York, N. Y., and from New 
Britain and Bridgeport, Conn., to Chicago, by Spector Motor 
Service, Inc., a motor common carrier, would not adversely 
affect the transportation of freight by railroad and would aid 
in conserving motor carrier transportation facilities. He took 
the action pursuant to executive orders Nos. 8989, as amended, 
and 9156. 


SUPPORT OF O. D. T. REGISTRATION 


The governors of the Regular Common Carrier Confer- 
ence of the American Trucking Associations, Inc., acting on a 
recommendation of Robert J. McBride, general manager of 
the conference, have gone on record as favoring a greater use 
by motor carriers of the vehicle registration plan of the Office 
of Defense Transportation, as a means of finding freight for 
idle or partially loaded equipment. Mr. McBride said he had 
been informed that the O. D. T .had been able to supply 
vehicles for about 50 per cent of the traffic registered with 
its local offices, and he pointed out that the O. D. T. gave 
great weight to the extent applicants for new equipment made 
use of the registration offices. 

The conference board decided, also, to urge all of its 
members to investigate completely their claim programs and 
to give consideration to associating themselves with the A. T. A. 
freight claim section for its guidance. C. F. Jackson, of the 
A. T. A. staff, told a meeting of the governors about the 
activity of the claim section, and Mr. McBride discussed the 
action of the Southern Motor Carriers Rate Conference, Inc., 
of Atlanta, in establishing a freight claim department. He 
urged carriers to open their “on hand” departments to other 
carriers. This, he said, would permit recovery of shipments 
on which claims had been filed, eliminating to some extent 
the nominal salvage by one line on merchandise on which 
another line had to pay an expensive claim. 


N. Y. HARBOR COMMITTEE 
Creation of a New York Harborcraft Labor-Management 
Advisory Committee, “to explore thoroughly the various man- 
power problems affecting New York harbor transportation and 
to take necessary steps to solve them as they arise,” has been 
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announced by Director Johnson, of the Office of Defense Trans- 
portation. 

“We believe this committee will be of great assistance to 
harborcraft operators in New York waters, in gathering perti- 
nent data on available manpower and presenting it to selective 
service boards; also in recruiting and developing training pro- 
grams for crews to man craft working in New York harbor,” 
said Ernst Holzborn, head of O. D. T.’s waterways transport 
department. 

The new committee is composed of the following: 


James G. Conway, president of the New York Tow Boat Exchange, 
chairman; Joseph J. Glatzmayer, executive vice president of the Harbor 


Carriers of the Port of New York, vice chairman; Maj. J. H. Ross of. 


the Oil Transfer Corp.; J. Frank Belford, Jr., vice president of the 
Moran Towing and Transfer Co., Inc.; William Card, secretary of the 
Card Towing Line, Inc.; Frank Cragan and Charles Abrams of the 
Lighter Captains Local, I. L. A., Local 996; Charles A. Mason, vice 
president of the Tice Towing Line; Ira U. Cobleigh, vice president 
of the Wright and Cobb Lighterage Co.; G. Rogers Bleakley, of the 
Bleakley Transportation Co., Inc.; William Tracy, president of M. & 
J. Tracy, Inc.; James S. Amar, president of New York Trap Rock 
Corp.; Hugo Kasten, secretary-treasurer of the Deck Scow Captains 
Local, I. L. A., Local 993; William Bradley, Louis Ziegler and William 
Foley, of the United Marine Division, I. L. A., Loeal 333; Dennis P. 
McCarthy, of the Tidewater Boatmen’s Union, I. L. A., Local 933-1. 


GREAT LAKES TRAFFIC 


For the fourth consecutive month, the combined movements 
of iron ore, bituminous coal and grain, by both United States 
and Canadian ships on the Great Lakes reached a new high 
level in July, according to the Office of Defense Transportation. 
“The total iron ore carried for the month was 14,458,049 tons; 
the total bituminous coal, 6,917,938 tons and the total grain, 
51,000,000 bushels,” it said. 

“Of the three commodities, however, iron ore fell a little 
short of the 15,000,000 net ton figure set in July, 1943 and 
1942,” said Ernst Holzborn, head of the O. D. T. waterways 
transport department. ‘The month’s totals, however, met the 
schedule planned at the opening of the navigation season.” 

Mr. Holzborn said the Great Lakes fleet now consisted of 
367 ships, engaged in carrying iron ore, coal and grain. 


GRAIN EMBARGO SERVICE ORDER 


By amendment No. 5 to service order No. 189, which re- 
quired railroads to embargo certain hauls in connection with 
out-of-line and back-hauls of grain and grain products under 
transit arrangements in Central Freight, Western Trunk-Line, 
Southwestern and Southern territories (see Traffic World, April 
1, p. 932), the Commission, division 3, has eliminated two tariff 
items, one in a Rock Island and one in a Union Pacific tariff, 
from the order. The roads were required to file a supplement 
to the affected tariffs five days before the effective date of the 
order, September 15, announcing the change in the embargo of 
routes and transit arrangements. The items eliminated were 
described as follows: 


Service Order No. 189 (9 F. R. 3357) of March 23, 1944, 49 C. F. R., 
section 97.12, Embargo of routes and transit arrangements on grain and 
related articles, and Appendix ‘‘A’’ thereof, be, and it is hereby, further 
amended in the following respects: 

Sheet 6, The Chicago, Rock Island and Pacific Railway tariff I. C. C. 
No. C 12812, Item 902 is eliminated. 


Sheet 11, Union Pacific Railroad tariff I. C. C. No. 4979, Item 201 
is eliminated. 


COMPTROLLER GENERAL RULING 


The General Accounting Office has issued the following 
synopsis of a Comptroller General decision: 

’ tee allliodinmaaiae Property Transportation Tax—Government Lia- 
ility: 

The tax imposed by section 620 of the revenue act of 1942 on 
amounts paid for the transportation of property—the legal incidence 
of which is on the shipper and from which the government is 
no longer exempt (section 307 of the revenue act of 1943)— 
may be paid to a carrier with respect to amounts paid to it under its 
contract with the government for the cartage of merchandise, in the 
absence of any evidence that the contract rates include the amount of 


the tax, even though no provision for payment of the tax appears in 
the contract. 


SALE OF EMERGENCY PIPELINES 


In the course of its consideration of H. R. 5125, the Colmer 
bill to provide for the disposal of surplus government property, 
the House adopted an amendment offered by Representative 
Walter, of Pennsylvania, subjecting to the approval of a board 
of designated government officials sales of oil pipelines built by 
the government at a cost of $5,000,000 or more. 

_ He said that if the “Big Inch” and “Little Big Inch” pipe- 
lines were used for the transportation of natural gas, it would 
displace 7,000,000 man-days of work a year in the coal and 
oil industries. There was, he said, only one potential customer 
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for these oil lines—a natural gas subsidiary of the Standard 
Oil Co. of New Jersey. 

Representative Fenton, of Pennsylvania, speaking in _ sup- 
port of the Walter amendment, said the estimated cost of the 
24-inch (“Big Inch’) pipeline was $66,000,000, while that of 
the 20-inch (“Little Big Inch’) pipeline was $77,000,000 and 
that “private control of these lines which extend through the 
Philadelphia area of Pennsylvania might become a direct threat 
to the anthracite-coal producing area.” 





Petroleum Transportation 


A ban on the shipment of residual (industrial) fuel oil 
eastward from west coast states (P. A. W. District 5) was an- 
nounced August 25 by the Petroleum Administration for War. 

“This action was taken by issuing Petroleum Administra- 
tive Order 23 which becomes effective September 15,” said the 
P. A. W., adding: 


Specifically, the new order prohibits the delivery of residual fuel 
oil, including railroad and industrial fuel, bunker grade fuel, or any 
crude oil used as residual fuel from any point within the area em- 
braced by the states of Washington, Oregon, California, Nevada, Ari- 
zona, and 20 counties in Idaho to any other point in the continental 
United States. 

The ban is not applicable to normal tank truck movements in effect 
during the six-month period immediately preceding issuance of this 
order. 

(The 20 Idaho counties affected by the order are Ada, Adams, 
Benewah, Boise, Bonner, Boundary, Canyon, Clearwater, Elmore, Gem, 
Kootenai, Idaho, Latah, Lewis, Nez Perce, Owyhee, Payette, Shoshone, 
Valley and Washington.) 

The purpose of P. A. O. 23 is to conserve fuel oil for military uses 
along the west coast and in the Pacific theatre and, at the same time, to 
bring about a more efficient use of the refining and producing facilities 
of Wyoming and Montana. Previously, a portion of the fuel oil con- 
sumed in the Rocky Mountain area (P. A. W. District 4) was imported 
from the west coast. The improved conditions in Montana and Wyom- 
ing make available enough fuel oil to supply local needs. 

This action will not result in a decreased amount of fuel oil in 
the Rocky Mountain states (P. A. W. District 4), but will release 
additional west coast refining facilities to aid in the all-out effort to 
meet military demands for petroleum products needed in the Pacific 
war theatres. 


Pipeline movements of petroleum to the east coast (P. A. W. 
District 1) reached an all-time high the week ended August 5, 
when deliveries averaged 715,222 barrels a day, the Petroleum 
Administration for War announced August 22. 

The previous record of 709,075 barrels daily was set for 
the week ended July 15. The record movement consisted of 
438,286 barrels of crude oil and 276,936 barrels of refined prod- 
ucts and represented movements from the southwest and middle 
west (P. A. W. Districts 3 and 2, respectively) to the east 
coast, said the P. A. W., adding: 


During that week, the Texas Pipe Line Company’s 34-mile six-inch 
products pipeline from Lockport, Ill., to East Chicago, Ind., started 
operations at the rate of 18,500 B/D, with the first delivery of gasoline 
reaching the eastern terminus on August 4. 

Construction work on Pan American’s 36-mile eight-inch crude line 
from the Willamar oil field to Port Isabel, Tex., was completed on 
August 7, and operation of the line is scheduled to be started as soon 
as testing is completed. 

The Yale Oil Pipelines, Inc., project, which calls for the construc- 
tion-of 80 miles of six and eight-inch crude oil pipelines connecting the 
Elk Basin, Wyo., oil field with refineries at Laurel and Billings, Mont., 
is nearing completion and will probably begin operating this month. 

A summary of the pipeline program as of August 1, revealed the 
following accomplishments: 

1. The total estimated program cost is now $259,500,000, of which 
$167,000,000 will have been financed by the government, $92,500,000 by 
private industry. 

2. The total mileage of construction authorized is 8,535 miles, in- 
cluding 5,597 miles of new pipe and 2,938 miles of secondhand pipe. 

3. Total construction completed as of August 1 amounted to 7,901 
miles, including 4,980 miles of new pipe and 2,921 miles of second- 
hand pipe. Of that total, 4,274 miles of pipe is for transport of crude 
oil and 3,627 miles for carrying refined products. : 

4. The direction of flow of 3,366 miles of existing pipelines was 
reversed, and 44 additional miles are scheduled yet to be reversed. 

5. A total of 436 miles of natural gas lines has been converted to 
oil service. 

6. Mileage of all pipeline construction, reversals and conversions 
programed as of August 1 totaled 12,381. Of this amount, 11,703 miles 
have been completed. 


Rail tank car shipments of petroleum to the east coast 
area averaged 653,789 barrels a day the week ended August 12 
as against 684,889 barrels a day the preceding week, accord- 
ing to reports to the P. A. W. 


CONSOLIDATED CLASSIFICATION DOCKET 


Consolidated Classification Docket No. 104, covering hear- 
ings to be held at 101 Marietta St., Atlanta, Ga., September 13; 
Union Station, Chicago, September 21, and 143 Liberty St., 
New York, September 27, is included with the August 26 issue 
of the Traffic Bulletin. 
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August 26, 1944 


Rail Antitrust Suit 


Department of Justice Files Complaint Against Western 
Railroads and Others—-Seeks Cessation of “Coercion” and 
“Collusion” in Rate Making and Other Practices—Dis- 
solution of A. A. R. and W. A. R. E. Asked 


Attorney General Francis Biddle announced the filing, 

August 23, in the United States district court at Lincoln, 
Neb., of a complaint charging violations of Sections 1 and 2 of 
the Sherman antitrust act by the Association of American Rail- 
roads; officers and members of its board of directors; .the 
Western Association of Railway Executives; J. P. Morgan and 
Company, Incorporated; Kuhn, Loeb and Co.; 47 railroads and 
their chief executives and 31 other individuals. 

The Attorney General stated: 

“The complaint filed today charges that a combination of 
private financial, industrial, and railroad interests have acted 
collusively to maintain non-competitive rates for transportation 
and to prevent and retard improvements in the services and 
facilities of railroads for the western part of the United States. 
It also charges that the defendants have retarded and sup- 
pressed the development and growth of the motor carriers and 
other forms of transportation competitive with the railroads in 
the western area. 

“This suit is under the Sherman antitrust act, which ap- 
plies to railroads, even though many aspects of their business 
are subject to regulation by the Interstate Commerce Commis- 
sion. The complaint charges conspiracies to restrain and mo- 
nopolize trade and commerce in the transportation of freight 
and passengers in the western part of the United States. Agree- 
ments, combinations, conspiracies, and activities of the kind 
charged in the complaint violate the Sherman act and are not 
authorized by the interstate commerce act or any other act 
of Congress. 

“The Supreme Court has held that ‘the antitrust act ap- 
plies to railroads’ and that ‘the Commission has no power to 
enforce the Sherman act as such.’ Consequently, it is the duty 
of the Department of Justice to take action against these prac- 
tices which so vitally affect the people of the western part of 
the United States and the national economy as a whole.” 

The complaint prays that the court dissolve the Associa- 
tion of American Railroad and the Western Association of Rail- 
way Executives. It also seeks an injunction against all defend- 
ants to prevent the revival or continuance of any of the offenses 
charged, and to prevent the continuance, revival, or reinstate- 
ment of the western agreement, the western commissioner, or 
the committee of directors, and from setting up any similar plan 
to restrain trade and commerce in violation of the Sherman 
antitrust act. 


Wendell Berge, Assistant Attorney General, in explanation 
of the action taken by the department, emphasized that it was 
striking at coercion and collusion in rate making and other 
practices and expressed the opinion, in answer to a question as 
to what would be the immediate effect of the filing of the suit 
as to the shipping public, that it would likely result in a cessa- 
tion of practices attacked and encourage individual railroads 
to act independently. Six to twelve months would probably 
elapse before the suit would be tried, said he. 


The Department of Justice made available copies of an 
A. A. R. statement justifying as Mr. Berge indicated, the exis- 
tence of the traffic department of the A. A. R., and a memo- 
randum to J. J. Pelley, president, A. A. R., on the same subject, 
which were made a part of the record as exhibits in the hear- 
ings on S.' 942, the rate bureau regulation bill, before the 
Senate interstate commerce committee. 


A. A. R. Statement 


These A. A. R. statements, said Mr. Berge, indicated the 
type of violation on which the whole case of the department 
against the railroads was based. The A. A. R. traffic depart- 
ment statement, dated Oct. 11, 1938, follows: 


From the very nature of the work of the traffic department, it is 
absolutely impossible to submit more than a very rough estimate of 
the amount of money its activities have saved to the railroads, although 
in the aggregate we know this represents a very substantial figure. 
The reasons for this statement are: 

The action of a line or group of lines may threaten the rate adjust- 
ment over a considerable territory. Our intervention has in many 
instances resulted in such proposals being either withdrawn or modi- 
fied in a constructive way that has prevented reductions in other 
directions. In the ‘first place, it could never be known accurately 
whet the final development might have been insofar as the extent of 
ter:itory is concerned that would be affected by such a readjustment; 
furthermore, before this could be measured accurately in money it 
would be necessary to have the exact tonnage moving between the 
affected territories or the affected points, and even if this were ascer- 
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tainable it would by no means tell the whole story for the reason 
that frequently a reduction on one commodity automatically leads 
to reductions on other commodities which are competitive therewith. 
We might list a few things that have been accomplished and then 
submit a rough guess as to the amount of money involved but we 
want it distinctly understood tkat a reliable estimate cannot be sup- 
plied. 
“Of Large Moment’’ 


Some of the matters of large moment where we know substantial 
savings in revenue have been secured are: 

(1) Persuading the railroads from establishing intermediate transit 
at grain markets in Western Trunk Line territory. Had this adjust- 
ment gone into effect it might reasonably have led to the breaking 
down of the grain-rate structure through a large portion of the western 
district and the resulting loss to the railroad industry as compared 
with the present adjustment, which was prescribed by the Interstate 
Commerce Commission, would have reached large figures. 

(2) Persuading the Chicago lines from increasing their absorption 
at the Union Stock Yards covering services heretofore paid for by 
the owner of the live stock, which if established at Chicago would have 
been extended to all markets in western territory and in connection 
with which it was estimated would have increased the railroads’ 
expenses in handling this business in the western district by at least 
$1,000,000 per annum. 

(3) Persuading the Southwestern lines to change their proportional 
rates on grain to Memphis, the effect of which would have been to 
reduce by 40 cents per ton revenues on all grain moving from Central 
Freight Association territory and Western territory into the southeast 
and which furthermore placed the Southeastern lines in a_ better 
position to defend their adjustment under the investigation which the 
Interstate Commerce Commission had instituted in Docket 17000, part 
7A. Here again this represents a large sum of money but it cannot 
be accurately estimated as no tonnage figures are available. 

(4) Persuading the Southwestern and the Western Trunk Lines to 
increase their rates and minimum weights on furniture to avoid a 
reduction in the rates and minimum weights on furniture originating 
in Eastern and Southern territories. 

(5) The Southern and Southwestern Lines undertook to reduce 
their rates on paper and pulpboard into the northern markets. This 
would have probably resulted in a reduction in the rates on the 
entire paper group and paperboard group from the north. This con- 
troversy was finally adjusted by increasing by 10 per cent the level 
of rates which had been proposed by the Southern and Southwestern 
carriers. 

(6) Largely through cooperative efforts of this department the 
rates on imported vegetable oils from Gulf and south Atlantic ports 
have been increased from 3 to 6 cents per 100 pounds, making it 
unnecessary for what otherwise would have required a reduction from 
North Atlantic ports. 

There has also been worked out but is not yet effective a sub- 
stantial increase in the rates on domestic vegetable oils as a result 
of conferences arranged by this department. 

(7) Largely through cooperative efforts of this department the ef- 
fective date of the Ex Parte 123 advances were set forward at least 
15 days earlier than was anticipated. 

(8) Restoration of relationships and differentials which were dis- 
turbed by the increase in Ex Parte 123 by increases rather than 
reductions. 

(9) Securing an increase in the rates on rice. This resulted through 
cooperation between the common-carrier barge lines operating on the 
inland waterways and the competing rail lines largely brought about 
by the efforts of this department. 

(10) Securing an advance in the cotton rates in both Southwestern 
and Southeastern territories. 

(11) Saved a lot of reductions in the rates on soda products and 
created an understanding as between the producing lines in the Eastern 
and Southwestern territories that will produce cooperative handling of 
this rate adjustment and not lead to action by one group that will 
adversely affect the other. 

(12) We were instrumental in progressing revision of the estimated 
weights on fruits and vegetables, in connection with which the carriers 
will be in position to collect freight charges on the weight handled 
rather than on the considerably lower basis under the previous esti- 
mated weights. 

(13) Persuading the Comptroller General to change his rulings to 
the effect that land grant deductions should be made in reduced rates 
on animal food products in the drought relief territory. 

(14) We were successful in persuading the Southern lines not to 
make a reduction in their citrus-fruit rates which if made would have 
caused a similar reduction in rates from producing points in Texas 
and California and which saved well over $1,000,000 per annum. 

Also assisted in forestalling a demand on the part of Florida and 
Texas shippers for an emergency reduction in rates on grapefruit which 
would have represented a large loss in revenue. 


Opposed Rail-Truck Rates 


(15) Have been instrumental in having a policy adopted by the 
individual railroads not to make joint rates with trucking companies, 
the result of which has saved a considerable sum of money to the 
railroad industry. 

(16) Induced the Southwestern lines to refrain from establishing 
transit arrangements on cotton§ the effect of which would have required 
similar action in the Southeast and which would have cost the rail- 
roads considerable money. 

(17) Persuaded the Eastern lines to refrain from rescinding their 
wharfage charges on coal, which if done would have required similar 
action on the part of the Southern lines and would have represented 
a considerable loss of revenue. 

(18) Have induced individual lines and groups of lines to comply 
with orders of the Interstate Commerce Commission constructively 
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Axis DREAMS of world- bases. The Chain of Tidewater Terminals 
TERMINALS dominion have long.since faded. and Inland Warehouses is playing no 


AND INLAND 





wanenouses(7 = International gangsters again are small part in the circulation of this life- 
finding that the United States of blood of Victory. 

= America cannot be bluffed or browbeaten War has monopolized the lion’s share of 
... that an extra ace, extracted from the cuff —_ur facilities...9,544,800 square feet of com- 

of the pants or the sleeve of the kimono, bined floor-space, and 5 miles of piers and 

will not work either. The pants, and the wharves, in their strategically located chain 

kimono, themselves, are as good as gone. of coastal and inland warehouses. Before 

United Nations forces, resolute long, a// our facilities and personnel, 


and armed to the teeth by the arsenal 
of America, are closing-in for the kill. 
Weapons, food, matériel, without 
which stout hearts are of little avail, 
are fed unceasingly into global 


honorably discharged from the ser- 
vice of the nation, again will be de- 
voted to peace-time commerce. Con- 
sult your nearest branch office, for 
such facilities as may be available now. 













FIELD WAREHOUSING IS THE MODERN WAY 


Manufacturers, distributors, and proc- tions on your own premises. We shall 
essors find in it a ready source of bank- _ be glad to explain in detail the simple, 
collateral, while retaining easy access’ efficient way in which Tidewater meth- 
to their raw materials and finished mer- od of field-warehousing converts your 
chandise. Substantial savings of time inventories, impounded on your own 
and money will result from the estab- premises, into a convenient basis for 
lishment of bona-fide warehousing opera- _bank-credit. 


TIDEWATER FIELD WAREHOUSES, INC. 


17 STATE STREET, NEW YORK 4, N. Y.—JOHN J. McMACKIN, Vice-President 
PLEASANT STREET, EASTHAMPTON, MASS.—E. C. THOMSON, Vice-President 
A Unit of the Chain of Tidewater Terminals and Inland Warehouses 













THE CHAIN OF TIDEWATER TERMINALS 
AND INLAND WAREHOUSES 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia 3, Pa. 
NEW YORK, Zone 4, 17 State Street CHICAGO, Zone 5, 1610 Transportation Bldg. SEATTLE, Zone 4, Spokane Street Wharf 





MERCHANTS WAREHOUSE COMPANY BAYWAY TERMINAL CORPORATION NORFOLK TIDEWATER TERMINALS, INC. 
10 Chestnut St., Philadelphia 6 (operated by Lincoln Tidewater Terminals) Norfolk 10, Virginia 
George M. Richardson, Vice-President Bayway (Elizabeth) 2, New Jersey James A. Moore, Vice-President 


R. S. McElroy, V.-P. & Gen. Mar. and General Manager 









LINCOLN TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
17 State Street, New York 4, N. Y. 515-541 Seneca St., Buffalo 4, N. Y. 
Arthur Link, Vice-President W. J. Bishop, Vice-President 


NEWARK TIDEWATER TERMINAL, INC MERCHANTS WAREHOUSE COMPANY BOSTON TIDEWATER TERMINAL, INC. 
Port Street, Newark 5, New Jersey (Managed by Boston Tidewater Terminal, Inc.) 131 Beverly St., Boston 14, Massachusetts 
J. A. Lehman, Vice-President 453 Commercial St., Boston 13, Massachusetts T. W. Haskell, Vice-President 
and General Manager T. W. Haskell, Manager and General Manager 
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where it appeared action might have been taken which would have 
resulted in substantially less revenue than otherwise would have 
been received. 

(19) Activities of this department in assisting in avoiding suspen- 
sion of increased rates by the Interstate Commerce Commission and 
in obtaining modification of other orders or requirements of the Com- 
mission that might have resulted in reductions in rates or in other 
unnecessary expense. 

(20) Activities of this departmént in the direction of simple and 
economical publication of freight tariffs. 

(21) Have participated in conferences with shipper groups and 
obtained, as a result thereof, higher rates with the retention of traffic 
than the shippers were originally demanding. 

These represent only the high points and, expressed in a money 
equivalent with no substantial figures possible to furnish in support 
thereof, it is the judgment of this department that we have saved to 
the railroads, at a conservative estimate, in the 4 years that this 
department has been in existence not less than $12,000,000 or an average 
of not less than $3,000,000 per annum. 


“Memo” To Pelley 


The memorandum to Mr. Pelley, dated Oct. 12, 1937, fol- 
lows: 


I believe the greatest accomplishments of the Traffic Department 
during the past year to have been certain things that I do not desire 
to include in the report; among these are the following: 

1. Action of the Board in forestalling a further reduction of 10 
cents in the citrus-fruit rates to all Official Classification territory with 
the exception of seaboard points to which water compelled rates were 
in effect. 

2. Bringing to a successful conclusion a denial of reductions sought 
by the Florida interests on grapefruit to Eastern territory of 50 
per cent. 

3. Keeping control of the situation at the Chicago stockyards and 
up to the present at least avoiding an increase in payments to the 
stockyards company by the railroads of $3 per car. 

4. Persuading the Western lines to not take advantage of the 
permission obtained from the Commission with reference to the re- 
establishment of intermarket transit of grain. 

5. Composing harmoniously the differences between the Western 
Trunk Lines and the Southwestern Lines on the one hand and the 
Official and Southern Lines on the other with reference to the rates 
on furniture and the minima in connection therewith. 

6. Prevailing upon the Missouri, Kansas & Texas not to make 
changes in reconsigning rules which would have been costly to the 
railroads throughout the country. 

7. Also composing the differences as between two or more lines 
in some instances and territorial differences in other instances, on 
salt, sulphur, and vegetable oils, the result being the publications of 
higher rates than would have otherwise resulted or avoiding prospec- 
tive reductions in the revenues of the railroads generally. 

The only one of these things touched upon in the report is the 
application of the Florida interests for a material reduction in the 
grapefruit rates and it is my belief that it would be advisable to 
not mention any of these situations for reasons with which you are 
thoroughly familiar. I am therefore making you this memorandum 
simply for your own information. 


“Organized Coercion” 


In answering the question relating to the immediate effect 
of the filing of the suit, Mr. Berge said the important immediate 
thing would be the freeing of individual railroads from the 
organized coercion of the rest—that the individual lines would 
be free to initiate rates of their own choosing, to give faster 
service, and to buy new equipment. Railroads could not do such 
things now without the approval of the others, said he. Filing 
of the suit, he continued, ought to serve notice of the kind 
of practices the department was alleging to be illegal and 
encourage carriers to act independently. It ought to have a 
deterrent effect on the type of practices attacked, said he. 
This would be vital in the reconversion period in industry, 
he said, in that reconverted plants would be likely to obtain 
a better “break” in the matter of rates. 

It was the department’s theory, said Mr. Berge, that it 
would be the thing for the country to have tariffs initiated 
without collusion. He said the Commission had no power to 
make findings as to collusion in initiating rates—that that 
came under the antitrust act. He said though the western rail- 
roads had announced cancellation of the “western agreement,” 
the department alleged that the practices established under 
that agreement were still in effect. 


Dissolution of A. A. R. and W. A. R. E. 


Asked as to the prayer of the department that the Asso- 
ciation of American Railroads and the Western Association of 
Railway Executives be dissolved and whether such organiza- 
tions could not continue in existence “within the law,” Mr. 
Berge said it was customary in actions of this kind to ask 
dissolution of the organizations alleged to have violated the 
antitrust law. It would be up to the court whether, on the 
evidence, dissolution would be required, he pointed out. 


Southern “Collusion” 


Mr. Berge said in answer to a question as to whether situ- 
ations such as alleged to exist in the west existed in other parts 
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of the country, that the department was making an investiga- 
tion of alleged collusion in rate making in the south but was 
not aware of existence of an agreement such as the “western 
agreement.” 


Government’s Allegations 


Mr. Berge emphasized several times that it was “coercion” 
and “collusion” the department was seeking to eliminate and 
that it was not attacking rate bureaus as such. He summarized 
the charges in the government’s complaint as follows: 


(1) It is alleged that by collusive and illegal action, the defendants 
have maintaimed freight rates for the western part of the United States 
which are higher than those fixed by the defendants for shippers in the 
east and that this inequality has deprived the west of the advantage 
of low competitive rates and has operated as a detriment to its eco- 
nomic development. 

(2) It is alleged that the conspiracy by the defendants has stifled 
the utilization of improved railroad technology; that the defendants 
have retarded the introduction of radio equipment on trains, delayed 
the installation of air conditioning equipment, and prevented the con- 
struction of essential spur tracks and loading sheds. 

(3) It is alleged that the defendants have deliberately delayed the 
delivery of perishable products; that they have collusively refused to 
permit the reduction of rates by certain railroads for the relief of 
drought-stricken areas, despite the fact that such reductions were re- 
quested by officials of the United States government. 

(4) It is alleged that the defendants, by conspiring with the major 
oil companies owning and operating common carrier pipe lines, have 
fixed arbitrary and noncompetitive rates for the transportation by rail 
and pipe line of petroleum and petroleum products and that thus the 
advantage of low-cost shipment by pipe line was denied to the west. 

(5) It is alleged that the defendants. have conspired with motor 
carriers and water carriers to bring motor and water carrier rates up 
to the higher rail level. 

(6) It is alleged that the defendants have established an organiza- 
tion called the ‘‘Highway Department’”’ within the Western Association 
of Railway Executives; that the declared purpose of the ‘‘Highway 
Department’’ is to retard the development and growth of the trucking 
industry, particularly in the long-haul field, in the western part of the 
United States; and that this has been and is being accomplished by 
various methods, including concerted action by the railroads to cause 
the enactment of state laws restricting the development of the trucking 
industry. 

(7) It is alleged that the defendant railroads entered into an agree- 
ment, called the western agreement, which established the Office of 
Western Commissioner; that the commissioner acted as the arbiter in 
matters relating to transportation rates and services in the western 
part of the United States; and that his activities were subject to review 
only by a committee of directors, established ‘by the western agreement. 

(8) It is alleged that the defendants J. P. Morgan & Company, In- 
corporated; Kuhn, Loeb & Co.; and their affiliates have for many years 
controlled and still control substantially all the financing operations and 
security issues of the defendant railroads; that these banking firms have 
similar control in relation to many eastern railroads, as well as substan- 
tial financial interests in numerous large industrial concerns in the east. 
It is further alleged that defendant J. P. Morgan & Company, Incorpo- 
rated, and its predecessor, in fact, participated in the organization of 
the Association of American Railroads; that these banking firms are 
represented on the committee of directors established by the western 
agreement, and have taken part in the collusive fixing of non-competi- 
tive rates; and that they have collaborated through their representatives 
on the committee of directors to coerce officials and defendant railroads 
from reducing rates and improving services and facilities of the western 
railroads. 


The anti-trust division for some time has been conducting an in- 
vestigation into certain practices of the defendant railroads. Among the 
practices investigated were the methods and machinery for making 
rates. It was found that most rates were fixed by the defendants through 
private agreements which the department now charges are illegal and 
collusive. It is the department’s position that there is no justification 
in the interstate commerce act for the practices charged in the com- 
plaint. The interstate commerce act does not authorize competing car- 
riers to agree on the rates to be filed. Indeed, under that act it is the 
duty of each carrier to initiate its own rates. This case raises no ques- 
tion as to the right of connecting carriers to agree on joint through 
rates in.accordance with the interstate commerce act. 


The case will be in charge of Arne C. Wiprud, James E. Kilday, 
Albert Boggess, Pierce W. Bradley, David S. Craig, Edward Dumbauld, 
Robert M. Hunter, and W. B. Watson Snyder, special assistants to the 
Attorney General; David O. Mathews and Frank F. Vesper, special 
attorneys; under the direction of Assistant Attorney General Wendell 
Berge in charge of the anti-trust division, 


List of Defendants 
The names of all defendants follow: 


The Association of American Railroads—The Western Association 
of Railway Executives: J. P. Morgan and Company, Incorporated; 
Kuhn, Loeb and Company; Henry A. Gardner, Trustee, The Alton 
Railroad Company; Atchison, Topeka & Santa Fe Railway Company; 
Chicago & Eastern Illinois Railroad Company; Chicago & Illinois Mid 
land Railway Company; Chicago & Northwestern Railway Company; 
Chicago, Burlington & Quincy Railroad Company; Chicago Great West- 
ern Railway Company; Henry A. Scandrett, Walter J. Cummings. and 
George I. Haight, Trustees, Chicago, Milwaukee, St. Paul & Pacific 
Railroad Company; Joseph B. Fleming and Aaron Colnon, Trustees, 
The Chicago, Rock Island & Pacific Railway Company; Colorado & 
Wyoming Railway Company; Wilson McCarthy and Henry Swan, Trus 
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tees, 


The Denver & Rio Grande Western Railroad Company; 
Denver & Salt Lake Railway Company; Duluth, Missabe & Iron Range 
Railway Company; Edward A. Whitman and P. L. Solether, Trustees, 
The Duluth, South Shore & Atlantic Railway Company; Duluth, Win- 
nipeg & Pacific Railway Company; Elgin, Joliet & Eastern Railway 


The 


Company; Fort Dodge, Des Moines & Southern Railway Company; 
Fort Worth & Denver City Railway Company; Great Northern Railway 
Company; Green Bay & Western Railroad Company; Illinois Centrai 
Railroad Company; Illinois Terminal Railroad Company; The Kansas 
City Southern Railway Company; Kansas, Oklahoma & Gulf Railway 
Company; Lake Superior & Ishpeming Railroad Company; Litchfield 
& Madison Railway Company; Louisiana & Arkansas Railway Com- 
pany; Midland Valley Railroad Company; Edward A. Whitman and 
Pp. L. Solether, Trustees, Mineral Range Railroad Company; Minneap- 
olis & St. Louis Railway Company; George W. Webster and Joseph 
Chapman, Trustees, Minneapolis, St. Paul & Sault Ste. Marie Railway 
Company; Missouri & Arkansas Railway Company; Missouri-Kansas- 
Texas Railroad Company; Guy A. Thompson, Trustee, Missouri Pacific 
Railroad Company; Nevada Northern Railway Company; Northern Pa- 
cific Railway Company; James M. Kurn and Frank A. Thompson, Trus- 
tees, The St. Louis-San Francisco Railway Company; Berryman Hen- 
wood, Trustee, St. Louis Southwestern Railway Company; Southern 
Pacific Company; Spokane International Railroad Company; Spokane 
Portland & Seattle Railway Company; The Texas & Pacific Railway 
Company; Texas Mexican Railway Company; Toledo, Peoria & Western 
Railroad; Union Pacific Railroad Company; Wabash Railroad Company; 
Thomas M. Schumacher and Sidney M. Ehrman, Trustees, The Western 
Pacific Railroad Company; John J. Pelley, Washington, D. C., presi- 
dent, Association American Railroads; Augustus F. Cleveland, Wash- 
ington, D. C., vice president Association American Railroads; Lewis 
W. Baldwin, St. Louis, Mo., chief executive officer, Missouri Pacific; 
Martin W. Clement, Philadelphia, member, board of directors, Associa- 
tion American Railroads; Champion McDowell Davis, Wilmington, N. 
C., member board of directors, Association American Railroads; Charles 
E. Denney, St. Paul, president, Northern Pacific; Edward J. Engel, 
Chicago, member board of directors, Association American Railroads; 
James B. Hill, Louisville, Ky., member board of directors, Association 
American Railroads; Wilson McCarthy, Denver, president of Salt Lake; 
A. T. Mercier, San Francisco, president of Southern Pacific; Carl E. 
Newton, Bronxville, N. Y., member board of directors, Association 
American Railroads; Ernest E. Norris, Washington, D. C., president 
of Southern Railway Company; Howard S. Palmer, New Haven, Conn.; 
Legh R. Powell, Jr., Norfolk, Va., member board of directors, Asso- 
ciation American Railroads; Henry A. Scandrett, Chicago, member 
board of directors, Association American Railroads; Roy B. White, 
Baltimore, president, The Alton Railroad Company; R. L. Williams, 
Winnetka, Ill., president, Chicago & North Western; Frederick E. 
Williamson, New York, member board of directors, Association Ameri- 
can Railroads; Robert E. Woodruff, Shaker Heights, Ohio, member 
board of directors, Association American Railroads; Charles E. John- 
ston, La Jolla, Calif., chairman of the Western Association of Railway 
Executives; Fred M. Wilson, ‘Chicago, assistant to the chairman, West- 
ern Association of Railway Executives; Joseph H. Hays, Evanston, IIl., 
in charge of ‘‘Highway Dept.’’, Western Association of Railway Execu- 
tives; John L. Beven, Chicago, president, Illinois Central; Thomas E. 
Bond, Chicago, president of Elgin, Joliet and Eastern; Edward N. 
Brown, New York, president of Chicago, Rock Island and Pacific; Ralph 
Budd, Chicago, president of Chicago, Burlington and Quincy; William 
N. Deramus, Kansas City, Mo., president of Kansas City Southern; 
William M. Duncan, Alton, Ill., vice president of Litchfield and Madison; 
Charles Elsey, San Francisco, president, The Western Pacific; J. D. 
Farrington, St. Charles, Ill., chief executive, Chicago, Rock Island and 
Pacific; Francis J. Gavin, St. Paul, president of Great Northern; 
Clyde H. Crooks, Boone, Iowa, president of Ft. Dodge, Des Moines 
and Southern; J. T. Gillick, Chicago, chief operating officer, Chicago, 
Milwaukee, St. Paul and Pacific; Edward B. Greene, Cleveland, presi- 
dent Lake Superior and Ishpeming; Horace C. Grout, Minneapolis, 
chief executive officer, Soo Line; Fred G. Gurley, Evanston, IIl., 
president, Santa Fe; R. V. Hart, St. Louis, vice president, Frisco; Wil- 
liam C. Hurst, Springfield, Ill., president, Chicago and Illinois Midland; 
Clive T. Jaffray, Minneapolis, president of Duluth, South Shore and 
Atlantic; William M. Jeffers, Omaha, president, Union Pacific; Patrick 
H. Joyee, Antioch, Ill., president, Chicago Great Western; John L. 
Lancaster, Dallas, president, Texas & Pacific; Arthur W. Lefeber, 
Muskogee, Okla., president, Midland Valley; William A. Maxwell, Jr., 
Denver, president, Colorado & Wyoming; Homer E. McGee, Green Bay, 
Wis., president, Green Bay & Western; George P. McNear, Jr., Peoria, 
Ill., president, Toledo, Peoria & Western; Edgar S. McPherson, Spo- 
kane, Wash., president, Spokane International; R. W. Morrison, San 
Antonio, president, Texas Mexican; Charles T. O’Neal, Chicago, presi- 
dent, Chicago & Eastern Illinois; Norman B. Pitcairn, Clayton, Mo., 
president, Wabash; John S. Pyeatt, Denver, president, Denver and 
Rio Grande Western; Matthew S. Sloan, Brooklyn, president, Missouri- 
Kansas-Texas: Lucian C. Sprague, Minneapolis, president, Minneapolis 
& St. Louis; E. Tappan Stannard, New York, president, Nevada North- 
ern Ry.; Andrew P. Titus, Clayton, Mo., president Illinois Terminal; 
Danie] Upthegrove, St. Louis, chief executive officer, St. Louis South- 
western; P. H. Van Hoven, Duluth, president, Duluth, Missabe and 
Iron Range; Robert C. Vaughan, Montreal, Canada, president, Duluth, 
Winnipeg & Pacific; Henry B. Voorhees, Chicago, chief executive offi- 
cer, The Alton; L. A. Watkins, Harrison, Ark., president, Missouri & 
Arkansas; George W. Webster, Minneapolis, president, Soo Line; 
Stephen Baker, New York, member, committee of directors; Donald C. 
Bromfield, Denver, member, committee of directors; A. L. Burford, 
Texarkana, Tex., member, committee of directors; C. W. Cahoon, Jr., 
Wichita Falls, Tex., member, committee of directors; William F. Carey, 
New York, member, committee of directors; Fannin W. Charske, 


Darien, Conn., member, committee of directors; Frederick W. Doolittle, 
Garden City, N. Y., member, committee of directors; Allen P. Green, 
James G. Harbord, 


Mexico, Mo., member, committee of directors; 
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Rye, N. Y., member, committee of directors; Robert E. Harding, Ft. 
Worth, Tex., member, committee of directors; Will H. Hays, Sulli- 
van, Ind., member, committee of directors; Frank T. Heffelfinger, Way- 
zeta, Minn., member, committee of directors; C. Jared Ingersoll, Ft. 


Washington, Penn., member, committee of directors; John H. W. 
Ingersoll, Pennllyn, Pa., member, committee of directors; Benjamin 
F. Kauffman, Des Moines, member, committee of directors; Thomas 


W. Lamont, New York, member, committee of directors, chairman of 
board, J. P. Morgan & Co.; William Deforest Manice, Old Westbury, 
N. Y., member, committee of directors; A. Perry Osborn, New York, 
member, committee of directors; Edward A. Pierce, New York, mem- 
ber, committee of directors; John S. Pillsbury, Crystal Bay, Minn., 
member, committee of directors; Francis F. Randolph, New York, 
member, committee of directors; E. D. Scruggs, New York, member, 
committee of directors; Tom K. Smith, St. Louis, member, committee 
of directors; O. M. Stevens, St. Louis, member, committee of directors; 
Silas H. Strawn, Chicago, member, committee of directors; Edward 
F. Swinney, Independence, Mo., member, committee of directors; Sir 
William Wiseman, New York, partner, Kuhn, Loeb & Co.; Willis D. 
Wood, New York, member, committee of directors. 


Dictatorship, the Issue, Says Johnston 


Charles E. Johnston, chairman of the Western Association 
of Railway Executives, one of the organizations named in the 
complaint, said August 23 that the action should determine 
whether industry henceforth should operate under dictatorship 
or under constitutional representative government. 

“If the issues involved in the suit just filed are the same 
as those raised by Attorney General Biddle and his assistant, 
Wendell Berge, in speeches and interviews, they strike at the 
keystone of the economic and political structure of this coun- 
try,” said Mr. Johnston. 

“First is the question of whether industry in the future 
shall operate under the dictatorship of the Attorney General 
through the questionable process of ‘consent decrees’ or under 
regulatory laws prescribed by Congress. 

“Second is the question of whether a revolutionary change 
shall be enforced in the methods of establishing freight rates, 
which would result in widespread dislocation and reshuffling 
of industries throughout the nation and in agricultural produc- 
tion as well. 

“I wish to solemnly point out that anybody seeking to 
bring about a condition of economic paralysis at a time when 
the country is concerned with the successful conclusion of the 
war, reconversion of industries to peace-time pursuits, jobs for 
returning armed service men and women and employment for 
the workers in closed war plants, could not have chosen a point 
of attack that would produce national chaos more certainly. 

“Biddle and Berge will get the cheers of the elements in 
our country who are seeking the outright overthrow of our 
economic system. 

“We have known for a long time that this suit was coming. 
We have neither invited it nor made any move to delay it, 
although it would have been our preference to concentrate all 
our efforts on the transportation job until the war was con- 
cluded. We are sorry, too, that the Department of Justice felt 
it necessary to file this action in the midst of a national political 
campaign. 

“The railroad industry has been under rigid regulations 
prescribed by Congress for more than half a century and most 
of the alleged violations of the antitrust law with which we are 
charged are actions necessary to comply with proper regulatory 
laws and mandates of the Interstate Commerce Commission. 

“Charges of regional discrimination in freight rates are 
political buncombe, pure and simple. Anybody who can write 
a letter and has the price of a three-cent stamp cari file a com- 
plaint with the Interstate Commerce Commission. Any dissatis- 
faction with the Commission arises from the fact that it con- 
siders these complaints on their merits and resists the demands 
of pressure groups seeking advantages. 

“Biddle and Berge propose to liquidate this procedure and 
set themselves up as the administrators of the railways and 
presumably every other form of private enterprise.” 


U. S. Chamber Calls It a “Witch Hunt” 


Statements by Justice Department officials assailing the 
conference method of rate-making by carriers forecast ‘‘an- 
other witch hunt among rail and truck rate bureaus,” said the 
Chamber of Commerce of the United States in the August 21 
issue of its weekly bulletin, ‘Business Action,” referring to 
recent addresses by Attorney General Biddle and Assistant At- 
torney General Berge on the subject of freight rates (see Traf- 
fic World, Aug. 12, p. 387, and Aug. 19, pp. 445 and 449). 

The U. S. Chamber said that the Justice Department’s 
allegations against the rate bureaus “made very little impres- 
sion at Congressional hearings last year” and observed that 
the work of the rate bureaus was already under effective regu- 
lation. 

“The antitrust division,” the national chamber said, “al- 
leges that this rate-making machinery is so geared as to exer- 
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cise virtually complete control over the pricing of transporta- 
tion services. This allegation, however, disregards the right, 
often exercised, of any carriers to decline to accept the pro- 
posals of the bureaus and to maintain different rates from 
their neighboring carriers. It also overlooks the veto and cor- 
rective powers of the regulatory bodies.” 

Continuing, the U. S. Chamber said, in part: 


Best overall sizeup of the situation, apparently ignored, was that 
by the late Joseph B, Eastman—one of the greatest autohrities in trans- 
portation history. Testifying at the hearings, Mr. Eastman held that, 
far from being harmful, joint action through rate bureaus and confer- 
ences is necessary in the public interest to obtain orderly and economical 
publication of rates and many other activities of the carriers that must 
be cooperative and collective. . . . He said thousands of communities 
would be at the mercy of a single railroad, except for public regulation, 
if rate bureaus and associations did not exist and rate initiation were 
wholly the function of the individual railroads. 

Activities of the Justice Department seem to be based chiefly on its 
assumptions as to inequities in certain freight classifications and rate 
adjustments now under thorough investigation by I. C. C. 

Instead of awaiting decisions of the I. C. C. in due course in light 
of the evidence presented in extended hearings, Justice officials are 
apparently prejudging the case and using their own ideas about it to 
support their attack on the rate bureaus. 


O. D. T. Put T. P. & W. in A. A. R., Says McNear 


George P. McNear, Jr., president of the Toledo, Peoria and 
Western, said, at Peoria, Ill., August 25, that the Department 
of justice had made a mistake in including him as an indi- 
vidual in the complaint. He pointed out that, although he is 
president of the corporation, its railroad has been operated by 
the Office of Defense Transportation for more than two years. 
Until the railroad was taken over by the government, he said, 
it had consistently refused to become a member of the Asso- 
ciation of American Railroads because of objections to the 
powers it would have to sign over to that organization. Subse- 
quent to the government take-over, he pointed out, the T. P. 
& W., while under the management of John Barriger, III, for 
the O. D. T., had taken out membership in the A. A. R. 

“If the activities of the railroads under A. A. R. status is 
the reason for inclusion in the complaint,” said Mr. McNear, 
“Mr. Barriger or Director Johnson of the O. D. T. ought to be 
in it rather than myself.” 

Mr. McNear said the railroad had joined and participated 
in the affairs of the Western Association of Railway Executives 
while it was under his management. 

He also said that the A. A. R. was formed at the request 
of Joseph B. Eastman, at the time he was federal coordinator 
of transportation, who said he desired a national railroad or- 
ganization with powers to act with which to deal. 

“It looks as though the government were meeting itself 
coming around the corner,” said Mr. McNear. “First, one gov- 
ernmental agency urges the formation of an organization to 
help it in its work, and then another governmental agency 


hauls it into court on the allegation that its activities are un- 
lawful.” 


Insult to Workers, Says Jeffers 


William Jeffers, president, Union Pacific, former federal 
rubber director, said it was unfortunate that the action of the 
Department of Justice came “in the midst of the most serious 
transportation crisis of the war.” 

“Wendell Berge, born in Nebraska and in charge of the 
government’s pre-election action against the railroads and rail- 
road men, has been away from the west for so long that he is 
not familiar with the progress, not only of the railroads, but 
of industry generally,” said Mr. Jeffers. “This is unfortunate 
for Mr. Berge and for the country as well. It is evident that 
Mr. Berge, because of Potomac fever, has seemingly lost his 
sense of direction. 

“It is unfortunate that the department of justice has seen 
fit to attack the honesty, loyalty, and business integrity of the 
railroads and those responsible for their management and 
operations, 

“The patriotism of railroad workers has by implication 
been questioned at this time when the railroads, particularly 
those in the west, are face to face with the heaviest traffic 
movement of the war, and in the midst of man power and ma- 
terials shortages which threaten the movement of trains car- 
rying vital war materials and troops.” 

He said that when it became apparent in 1939 that war 
was threatening the United States his railroad spent $200,000,000 
for equipment, and the expansion and improvement of facilities. 

“At this very moment we have on order and will urgently 
need for the traffic peak which western lines face 25 locomotives 
which will cost 10 million dollars,” he said. “Completion and 
delivery of these locomotives has been and is being delayed 
for reasons beyond our control.” 


Gurley Cites Transportation Act 


Fred G. Gurley, president of the Atchison, Topeka and 
Santa Fe, said August 24 said that, at that time, there was 
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“a great deal about the details of the suit and its underlying 
purpose” about which he knew nothing. 

“I do know, however,” he said, “that the transportation 
act of 1940 declared it to be the national transportation policy: 
“To promote safe, adequate, economical and efficient service 
and foster sound economic conditions in transportation and 
among the several carriers; to encourage the establishment 
and maintenance of reasonable charges for transportation serv- 
ice, without unjust discrimination and undue preferences or 
advantages, or unfair or destructive competitive practices. 

“I do know also that the Interstate Commerce Act pro- 
vides that the carriers shall establish reasonable through routes 
and reasonable freight rates. Thus the carriers are invited and 
required to act in concert for various purposes. When the 
railroads act in concert in fixing through rates opportunity is 
afforded the shippers to make their views and requirements 
known. This is one of the splendid provisions of the plan for 
the establishment of through freight rates. 


Hays Defends Western Rates 


Joseph M. Hays, counsel for the W. A. R. E., said, Au- 
gust 24, that the charge in the complaint, that the western 
railroads had conspired to retard technological development in 
transportation was refuted by their war record. He said that, 
in this war, the western railroads had moved more military 
tonnage to a single west-coast port than all such tonnage moved 
to Atlantic ports in the first world war. 

The attack, he said, seemed to be on class rates, under 
which only about one-seventh of the traffic of the west moved. 
Those rates, he said, were for the most part higher in the 
west than in the highly developed industrial areas of the east. 
On the other hand, he added, the rates on low-class heavy- 
loading commodities, which comprised the other six-sevenths of 
the western traffic, the rates were lower mile-for-mile than 
anywhere else. 


“The western lines are not so stupid as to maintain rates 
which discriminate against their own territory,” said he. “The 
facts are that about six-sevenths of the traffic of the West 
moves to distant markets at lower rates, mile for mile, than 
from any other part of the United States. 


“It was only through these relatively low rates that agricul- 
ture, the fruit, lumber, and many other industries of the west 
were developed and can be sustained. This applies particularly 
to the heavy and bulky low-value traffic which must move 
long distances to consuming markets in competition with prod- 
ucts from areas much closer.” 





A. M. A. Opposes T. A. A. 


George Romney, general manager, Automobile Manufac- 
turers’ Association, has issued a statement saying that the traffic 
committee and the board of directors of that association “have 
taken a stand of decided opposition to the integration program 
of the Transportation Association of America, which advocates 
the creation of a limited number of transportation companies 
to operate and furnish all types of transportation facilities and 
services. The committee and the board, he said, called “for a 





continuation of the present effective competitive system of trans- | 


portation.” 

It was doubtful, the committee and the board stated, ‘“‘that 
the public interest or that of transportation would be served by 
giving up a seasoned system of competition which is virtually 
free from public complaint by substituting an entirely untried 

lan.” 
° The “revolutionary integration of transportation” proposed 
by the Transportation Association of America, the A. M. A.’s 
committee and board said, would not be a “stop-gap to govern- 
ment ownership and a means of preserving the competitive 
enterprise system.” Instead, it added, “it might be the opening 
wedge” to bring about government ownership. 


TIME MAGAZINE’S POSTWAR TRAVEL SURVEY 
A report prepared by the service on postwar information 


of Time magazine, entitled ‘“‘Tomorrow’s Tourist,” is based in } 


answers to a questionnaire furnished by 401 travel agents. It 
shows that some agents anticipate that more than fifty per 
cent of post war travel will be by airplane, but that a majority 
of the agents see the steamship as the favorite travel means 
of the postwar tourist. Railroad plans for increased travel 
comfort, speed and service, plus low rates, it adds, “may boost 
train travel.” The report makes a comparison of conditions 
affecting travel after 1918 with those expected after the present 
war and discusses foreign versus domestic travel. Among the 
charts and tables included is a map showing the travel agents’ 
expectations that the most popular areas for tourists visits after 
the war will be South America, the British Isles, Alaska, Mex- 
ico, Italy, Central America and Russia. 


August | 


Land 


Alth 
rate ded 
of the B 
testimon 
merce Cc 
rate rey 
amendec 
all freig 
reasonal 
agencies 
charges 
investig: 

Cor 
not “or: 
promoti 
was not 
ablenes: 
he prop 
“Federe 
liminar 
had urg 
1385). 
sary fa 
the Cor 
of repa 

Mr 
E. Web 
had giv 


a9 
be abo! 
but bec 
to the | 
in tran 
roads \ 
because 
as exce 
deduct 
rates | 

He 
the prc 
missior 
sonabl 
to “the 
sult of 
nues Vv 
fares ¢ 
provisi 
propos 


Se 
mittee 
and w 
do the 
depen: 
agency 
gation 
Senat 
right 
would 
impro 
Mr. C 
act p: 
that t 
movir 
even | 

V 
tor M 
sion | 
the C 
volve 
had s 
ia 
ican 
woulc 
allege 
there 
“mak 
not ir 
or th 
ratio) 
been 
the r 
Was | 





nufac- 
traffic 
“have 
gram 
ocates 
panies 
Ss and 
‘for a 
trans- 


“that 
red by 
‘tually 
ntried 


»posed 
f. A.’s 
overn- 
etitive 
pening 


aw 


| 


mation | 


sed in 
ats. It 
ty per 
ajority 
means 
travel 
r boost 
ditions 
present 
ng the 
agents’ 
s after 
, Mex- 


' 











August 26, 1944 





Land Grant Rate Repeal 


Although he advocated complete repeal of the land grant 
rate deduction provisions of existing law, C. E. Childe, member 
of the Board of Investigation and Research—Transportation, in 
testimony before a subcommittee of the Senate interstate com- 
merce committee at a hearing on H. R. 4184, the land grant 
rate repeal bill passed by the House, said the bill should be 
amended to provide for an investigation, after such repeal, of 
all freight rates, with a view to reducing rates found to be un- 
reasonably high and to provide for reparation to government 
agencies and other shippers by which excessive transportation 
charges had been paid in the period of the pendency of the 
investigation. 

Contending that the Interstate Commerce Commission was 
not “organized to conduct research or what you might term 
promotional work in transportation” and that the Commission 
was not in position to obtain all the facts as to the unreason- 
ableness of freight rates, Mr. Childe said that the investigation 
he proposed should be made by some independent such as the 
‘Federal Transportation Authority” that his board, in its pre- 
liminary report on the relative fitness and economy of carriers, 
had urged Congress to establish (see Traffic World, May 20, p. 
1385).. The proposed F. T. A., he said, would obtain the neces- 
sary facts about freight rates and would present those facts to 
the Commission, by which the rate readjustments and awards 
of reparation would then be made. 

Mr. Childe’s presentation followed testimony that Robert 
E. Webb, chairman of the Board of Investigation and Research, 
had given earlier at the hearing (see Traffic World, August 19). 


Land Grant Rates on Ordnance 


It was Mr. Childe’s position that the land grant rates should 
be abolished, not because of their effect on railroad revenues, 
but because, in his opinion, they were “inequitable and unfair” 
to the carriers and to the public. He expressed the view that, 
in transportation of ordnance and military supplies, the rail- 
roads were profiting handsomely even under land grant rates 
because that traffic moved under class rates that he regarded 
as excessive, although, he said, the application of land grant 
deductions to rates on bulk commodities “probably’”’ made those 
rates lower than the cost of the service. 

He sought adoption of his amendment to the bill in lieu of 
the provision in the bill as passed by the House that the Com- 
mission, in the exercise of its powers to prescribe just and rea- 
sonable rates, fares and charges, should give due consideration 
to “the increased revenues which carriers will receive as a re- 
sult of the enactment of this act, so that such increased reve- 
nues will be reflected in appropriate readjustments in rates, 
fares and charges to shippers.” He said he thought that that 
provision could be made “more definite” by adoption of his 
proposal for an investigaiton and for award of reparation. 


Postwar Rail Projects Question 


Senator McFarland, of Arizona, chairman of the subcom- 
mittee, suggested that it was desirable to avoid long litigation 
and wondered how long it would take for the Commission to 
do the “job” proposed by Mr. Childe. That, said Mr. Childe, 
depended on how it was done. He said that “some competent 
agency, properly qualified and staffed” could make the investi- 
gation of the facts and present its findings to the Commission. 
Senator McFarland said he wanted to see the railroads do ‘‘the 
right thing” for the government, and vice versa, but that he 
would also like to see the railroads doing postwar planning and 
improvement of their service to the public. He suggested that 
Mr. Childe’s proposal might hamper them in such plans “if this 
act passed and they got some money.” Mr. Childe answered 
that the railroads knew that much of the traffic that was now 
moving was paying satisfactory and “in fact, abnormal rates” 
even after land grant deductions. 

Why didn’t the Commission do something about that, Sena- 
tor McFarland wanted to know. The witness said the Commis- 
sion had not had this matter presented to. it. He conceded that 
the Commission had authority to investigate the rates here in- 
volved, but said it was not organized for research and that it 
had set itself up as a judicial body. 

_ RR. V. Fletcher, vice-president of the Association of Amer- 
lcan Railroads, interpolated the remark that the Commission 
would entertain complaints by shippers who had paid the 
allegedly abnormal rates. Mr. Childe said it would, but that 
there was not now any agency in the federal government to 
make this kind of investigation” and that the shippers were 
not in position to do it. Mr. Fletcher said that if the government 
or the shippers filed a complaint they would be entitled to repa- 
ration on making a showing that the rates they had paid had 
been unreasonably high, and Mr. Childe agreed, then added that 
the reason he thought the land grant rates should be abolished 
Was that they discriminated against some shippers. An investi- 
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gation of rates was “very important,” whether land grant de- 
ductions were repealed or not, the witness said. He said the 
railroads realized what traffic was subject to land grant rates 
and that they tried to maintain tariff rates high enough so 
that after the land grant deductions were made they still had 
an adequate return. 

Senator Shipstead, of Minnesota, asked what percentage of 
rates was reviewed by the Commission, and Mr. Childe’s answer 
was that the rates were not subject to investigation and com- 
plaint “to any great extent.” He stated, however, that the War 
Department had prepared several complaints, seeking reduc- 
tions in rates, for filing with the Commission and that he be- 
lieved some of those complaints had been filed. 


Territorial Class Rate Levels 


Rates on ordnance and military supplies, Mr. Childe con- 
tinued, were class rates that were abnormally high. Using the 
index number 100 to represent first class rates in the east, he 
said, the levels of first class rates in the other territories were: 
139 in the south, 128 to 184 in western trunk-line territory, 
which had several zones; 161 in the southwest, and 166 in 
Mountain-Pacific territory. The places where land grant rates 
principally applied were the places where the class rates were 
at the highest level, he said. He exhibited a graph showing 
what he described as the relationship of first class rates accord- 
ing to mileage in the various territories. At 1,500 miles, the 
first class rate was $2.37 in official territory, $3.94 in southern 
territory, $4.52 in zone 4 of western trunk-line territory, and 
$4.27 in Mountain-Pacific territory, he said. For 300 miles, the 
first-class rate was 96 cents in the east and, for the same dis- 
tance in the west, the first-class rates ranged from $1.17 to 
$1.68, he added. : 

When the Commission fixed the class rate levels in the 
various territories, he testified, it “followed pretty closely what 
the rates already were” according to the pattern the railroads 
had established. 

“Then we didn’t get much benefit out of the I. C. C—we 
might as well leave it to the railroads,”-said Senator Shipstead. 

Mr. Childe said the Commission had “smoothed out’ the 
rates in each territory, with application of uniform mileage 
scales, but had left the general rate levels the same as it found 
them. He noted that the Commission was now considering 
-freight classification and class: rates for the territories east of 
Mountain-Pacific territory. Senator Shipstead commented .that 
it had taken the Commission a long time to get around to such 
consideration, and Mr. Childe said that they (the Commission 
members) “proceed with deliberation.” 


Four Per Cent Return 


After making the observation that the railroads had had a 
rate of return of a little less than 4 per cent, and that 4 per 
cent would not be an excessive rate of return, Mr. Childe said 
that carload freight costs had been computed, taking into con- 
sideration operating expenses, depreciation, rents and taxes, 
but making no allowance for surplus. 


It was a safe generalization to say, he testified, that on 
ordnance and military supplies the carload rates averaged at 
least 50 per cent of first class, ranging from 48 cents to 80 
cents a hundred pounds, as compared with an average cost, 
plus 4 per cent, of 12 cents a hundred pounds on carload ship- 
ments. 

On military tanks, he said, the rail rate was 40 per cent 
of first class in the east and 45 per cent of first class in the 
west, and on a haul of 300 miles the average rate in the 
east on that basis ranged from ‘20 to 30-odd cents” a hundred 
pounds. Applying that to a load of 34 tons in a car, the 
charge by the car would be from $140 to $200, as against a 
cost by the car of “a little over $40.” 


Sees Big Saving to Government 


Senator Shipstead said he thought the theory (to support 
enactment of the considered bill) was that the railroads were 
‘Josing so much money in government freight.” That was not 
true of “this kind of freight,” said the witness. He added that 
if the investigation he proposed were made, he believed it 
would save the federal government millions of dollars, though 
the result probably would be the lowering of some rates and 
the raising of other rates. There was a possibility, he said, 
that after the investigation and the determination of reasonable 
rates the rates might be no lower, but, he contended, the point 
was that nevertheless the investigation ought to be made. 

On military items such as bombs, torpedoes, hand grenades, 
certain chemicals and other items loading, on the average, over 
40 tons to a car, the net rate, after land grant deductions, was 
still “very high” in relation to the average carload rate for 
all freight, said Mr. Childe. He said recent experience of the 
War Department had shown that the average land grant deduc- 
tion was about 10 per cent of the full tariff rate, nationally, 





but that in the west the average deduction was 14 per cent. 
He said that, on halftracks shipped from Warren, Utah, to 
East Galena, Wash., the rate was $1.41 a hundred pounds, 
while on halftracks from Tangier, Salif., to Fort Snelling, 
Minn., the rate was $2.84 a hundred pounds; that the rate on 
tanks from Lima, O., to Elmira, N. Y., was 47 cents a hundred 
pounds, and from Chester, Pa., to Erie, Pa., 45 cents a hundred 
pounds, the latter two rates not being subject to land grant 
deductions. 

Summarizing his findings, he said the cost of transporting 
shipments in 30-ton box cars, including a 4 per cent return on 
the investment, was generally between 10 and 15 per cent of 
the first class rate; that the rates on military supplies, without 
land grant deductions, ranged from about 40 per cent to about 
65 per cent of first class rates, and that, “after you take off 
land-grant deductions of 10 to 14 per cent, you still have rates 
very high in relation to the cost of service and in relation to 
the average rate on carload traffic as a whole.” 


Averagé Rates 


Average carload rates, he said, had been computed on the 
basis of a sample of carload traffic in 1939. The computation 
showed, he said, that in eastern territory the average rate by 
the hundred pounds was 13.2 cents and the average haul 262 
miles; that in the south, the average rate was 11.5 cents and 
the average haul 209 miles; that in western trunk-line territory, 
the average rate was 11.2 cents and the average haul 183 miles; 
that in the southwest, the average rate was 15.2 cents and the 
average haul 239 miles; that in Mountain-Pacific territory the 
average rate was 11.9 cents a hundred pounds and the average 
haul 197 miles, and that in the United States as a whole the 
average rate a hundred pounds was 17.3 cents and the average 
haul 339 miles. The relationships of those average rates to 
cost, he said, were 111 per cent in official territory, 108 per cent 
in southern territory, 122 per cent in western trunk-line ter- 
ritory, 118 per cent in southwestern territory, 103 per cent in 
Mountain-Pacific territory, and 105 per cent in the United 
States as a whole. 


Mr. Childe said the Office of Public Transportation Counsel 
that his board had proposed would act in all matters where it 
was determined that the public interest was involved and would 
appear before the Commission on behalf of the 88 government 
agencies that, the witness said, were interested in transporta- 
tion. 

After the war, planes, trucks and steamships would begin 
competition with the railroads and the question of “how much 
water, highway and air transportation we need’ would have 
to be considered, he said. Work on that question would be a 
job for the proposed Federal Transportation Authority, he 
suggested. He said some of the war industry plants should be 
used after the war, and that it would be impossible to work 
out peacetime uses for those plants unless the transportation 
and freight rate situation were considered. In that respect, too, 
the Federal Transportation Authority could be useful, he indi- 
cated. 


Urges “Flat Reduction” in Rates to U. S. 


W. G. Bohnstengel, senior rate examiner in the General 
Accounting Office, engaged there in the auditing of vouchers 
filed by railroads for payment of government freight charges, 
in testimony before the McFarland subcommittee August 19, 
contended that the railroads, if they wanted to “help the gov- 
ernment” and do away with much of the auditing and cal- 
culation now required in connection with settlement of trans- 
portation charges under land grant rates, should make a flat 
reduction, such as 15 per cent, in their rates to the government. 
He said he would not advocate enactment of the considered bill 
until the railroads had reduced their rates or made “some 
substitute for repeal” of the land grant rate deductions. He 
explained that he was not testifying on behalf of the G. A. O., 
but was appearing at the hearing only as a private citizen. 


He averred that the Ex Parte 148 increases, suspended 
since May 15, 1943, were being “held in abeyance” and there 
was no need, therefore, for giving the railroads the additional 
amount of money that they would receive if H. R. 4184 were 
enacted. He said the railroads complained that they had to pay 
taxes on money that they ultimately would have to refund 
to the government, after final audit of their freight bills, but 
contended that the railroads could avoid that tax problem if, 
instead of making their bills to the government on the highest 
possible basis, they would compute their bills on the lowest 
possible basis, file them under protest and present a claim 
with the government for the difference between the lower basis 
and the higher basis. He stated that the General Accounting 
Office now was “about two years behind” in its work of audit- 
ing rail freight bills. 

After citing instances of what he regarded as unnecessarily 
costly transportation of government freight, Mr. Bohnstengel 
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said that the government should establish a central trattfic 
bureau that would handle “all these matters” before and afier 
movements of government shipments. He emphasized the dec. 
laration that the government did not get a 50 per cent dediuc. 
tion on all the land-grant traffic it shipped, and cited testimony 
by a War Department spokesman that the deductions aver- 
aged between 11 and 17 per cent of the full tariff rates. He 
said that in 1943, about $50,000,000 had been charged back 
against the railroads ‘‘on account of rates, not land grants.” 
In one case, he said, the railroads had billed the government, 
for a shipment of poultry wire, on the basis of the higher rate 
for camouflage nets, though the latter were made of rope, not 
wire. He said he believed that money set aside by the railroads 
for postwar purposes should not be taxed by the government. 


Fletcher’s Testimony 


R. V. Fletcher, vice president of the Association qf Amer- 
ican Railroads, the next witness, said that earlier in the hear- 
ing the railroads had been asked to furnish information as to 
the land-grant acreage now owned by the railroads, the value 
of these lands, the income derived from them, and the taxes 
paid on them. He said that there were “little scraps” of suc} 
land “here and there” in the country that had not been taken 
into account in computation of the total acreage, and that 
“essentially” all the land-grant acreage was owned by three 
railroads—the Northern Pacific, the Southern Pacific, and the 
Santa Fe. Those three railroads, he said, were “all we could 
get information from” about the number of acres owned as 
among states. He submitted a tabulation showing that the 
total land-grant acreage of those roads was 16,092,263 acres; 
that their total value, based on assessed valuations in eleven 
states and on estimates in two other states, was $34,136,345: 
that the gross income of the railroads from such property in 
five of the 13 states was $3,155,753, and that the taxes paid on 
those lands in the five-year period ended with 1943 aggregated 
$3,710,930. 


By states, the tabulation showed the following data: 


Arizona—2,272,450 acres; value estimated, $3,500,000; gross income 
in five-year period ended with 1943 from such lands, $176,694; taxes 
paid on those lands in that five-year period, $190,020. 

California—3,508,600 acres; value, $7,165,545; five-year income, $2,- 
180,851; five-year tax bill, $1,171,480. 

Idaho—402,412 acres; values, $574,595; gross income not reported; 
five-year tax bill, $100,588. 

Minnestota—10,139 acres; value, $43,614; income not reported; five- 
year tax, $14,063. 

Montana—3,664,478 acres; value, $9,604,545; 
five-year tax, $960,436. 

Nevada—3,411,464 acres; . value, $5,556,227; gross income in five 
years ended with 1943, $480,202; taxes in that period, $680,658. 

New Mexico—1,380,474 acres; value estimated, $2,500,000; five-year 
income, $278,405; five-year tax, $163,774. 

North Dakota—172,096 acres; value, $500,250; income not reported; 
five-year tax, $56,274. 

Oregon—36,579 acres; value, $85,646; 
year tax, $11,087. 

Utah—553,836 acres; value, $174,560; five-year income, $39,601; five- 
year tax, $23,513. 

Washington—654,503 acres; value, $4,394,703; income not reported; 
five-year tax, $400,612. 

Wisconsin—649 acres; value, $1,650; income not reported; five-year 
tax, $327. 

Wyoming—24,583 acres; 
year tax, $3,806. 


income not reported; 


income not reported; five- 


value, $35,050; income not reported; five 


Mr. Fletcher said he wanted to deal, in rebuttal, with some 
statements Mr. Webb and Mr. Childe had made. With respect 
to Mr. Webb’s proposal that the land-grant acreage now owned 
by the railroads should be returned to the government, on 
abolition of land-grant rates, or that otherwise the effective 


date of the considered legislation be postponed until the full | 


value of the land had been repaid to the government in the 
form of rate deductions, Mr. Fletcher said that $60,000,000 had 
been paid back by the railroads in the last three months and 
that with the Boren bill becoming effective 90 days after its 
passage, another $60,000,000 would have been paid to the gov- 
ernment in the period between enactment and the effective 
date. As to Mr. Childe’s proposal for an investigation of rates, 
Mr. Fletcher said that all rates were subject to review by the 
Commission, and that it cost a shipper only a three-cent stamp 
to bring about investigation of a rate. Senator Shipstead 
averred that freight charges ultimately were paid by the con- 
sumers. Mr. Fletcher suggested that shippers were also con- 
sumers, but Senator Shipstead maintained that shippers were 
an “infinitesimal part’? of the consuming public. He wondered 


if it was true that only 1 per cent of the rates were reviewed 


by the Commission. 
“Formal” Rate Filings 


Mr. Fletcher said that 90 per cent of the rates filed with 
the Commission were “purely formal” and were frequently the 
result of adjustments in rate structures brought about by Com- 
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mission decisions, in connection with which proper rate rela- 
tionships throughout the country had to be established. Of the 
10 per cent of rate proposals subjected to protests, nearly half 
had been suspended, he stated. He obtained from A. F. Cleve- 
land, vice president, traffic, A. A. R., the statement that there 
had been until this time 380 ‘“‘section 22” agreements between 
the railroads and the government, under which the government 
received special, reduced rates. He said that the government 
had the option of taking the section 22 rate or the land-grant 
rate, whichever was lower. He noted that the class rates east 
of the Rocky Mountains were the subject matter of a case now 
pefore the Commission, and he added that he did not think it 
necessary to add anything to the present provision of the bill 
requiring the Commission to take into consideration the in-- 
creased revenue of the carriers as a result of land-grant rate 
repeal, in the exercise of its power to prescribe just and rea- 
sonable rates. The rate structure was subject to constant: re- 
view by the railroads, he declared. 

On announcing conclusion of the hearings on H. R. 4184, 
Senator McFarland placed in the hearing record letters from 
several government officials, setting forth their views on the 
legislation. 




















Comment by Agency Heads © 


In one of those letters, Director Johnson, of the Office of 
Defense Transportation, advocated enactment of the bill. In 
another, Secretary Forrestal, of the Navy Department, con- 
ceded that there might be inequities under the land-grant rate 
deduction provisions of existing law, but said that the question 
of policy on land-grant rates was a matter for determination 
by Congress and that the Navy Department, therefore, was 
making no recommendation with respect to enactment of the 
bill. He observed, however, that passage of H. R. 4184 would 
increase the cost of transportation to the navy by $80,000,000 
to $90,000,000 a year, and added that he had been advised by 
the Bureau of the Budget that enactment of the bill would not 
be in accord with the program of the President. 

Harold D. Smith, director of the Bureau of the Budget, in 
a letter of comment on the bill, said that the legislation would 
involve a loss of $20,000,000 a month to the government and 
that the bill “should not be considered in accord with the pro- 
gram of the President.” 


Jesse Jones, Secretary of Commerce, in another letter to 
Senator McFarland, said he would favor the legislation “in 
normal times” but that he did not favor land-grant rate repeal 
at the present time. Provisions of the bill should not be made 
effective until after the war, he said. 






























Transportation Agency Bill 


Senator Hill, of Alabama, has introduced S. 2085, a bill, 
among other things, to enact recommendations made by the 
Board of Investigation and Research last May (see Traffic 
World, May 20, p. 1385) for the creation of a transportation 
authority, a public transportation counsel and a transportation 
advisory committee. His objective, said the senator, was “to 
promote an adequate and economical national transportation 
system,” and to that end the bill would “authorize the creation 
of a permanent three-member federal transportation authority 
to carry on transportation promotion, planning, and research.” 


ie explanatory statement submitted to the Senate, Senator 
ill said: 














The members of the new authority would be appointed by the 
President and confirmed by the Senate, and succeed the present Trans- 
portation, Board of Investigation and Research, whose term of office 
expires September 18. 

The bill also creates an office of public transportation counsel to 
be lodged in the Department of Justice, and a national transportation 
advisory committee to be composed of representatives of government, 
transportation, labor, finance, agriculture, industry, and other groups 
interested in transportation. 


Under provisions of the bill, the national transportation policy 
would provide that the shipper be given freedom of choice of rail, 
motor, or water transportation agencies in the selection of through 
routes, rates, and facilities to be established under guidance of the 
Interstate Commerce Commission; that all transportation rates and 
charges ‘‘shall be free from discriminations, preferences, prejudices, 
or inequalities * * *’’, and that no restriction designed to limit or 
prevent competition shall be imposed on carriers with the effect of 
increasing service costs to the public. 

Senator Hill pointed out that not only the Board of Investigation 
and Hesearch but other agencies, at various times since the early 
























1930's, had recommended establishment of a permanent transport re- 

search body. He said the proposed Federal transportation authority is 

ae ularly needed now to help solve transportation problems as they 
se 





Among such problems, he explained, are the working out of 
methods for utilizing war-created transportation facilities to provide 
an adequate transport system, and conversion of war-developed plants 
to peacetime uses in a manner permitting maximum development of 
national resources, manpower, and living standards. Solution of the 








- documents, 





515 





problems, he added, will not be possible without a coordinated federal 
transportation policy. 

The transportation authority, according to provisions of the bill, 
would conduct investigations pertaining to the country’s transport sys- 
tem and transport needs. To that agency the President, at his dis- 
cretion, would be authorized to transfer by executive order the func- 
tions of other governmental departments or agencies relating to trans- 
portation research and investigations, and the necessary records, prop- 
erty, personnel, and funds. The authority would have power to require 
any carrier to furnish information under oath or affirmation or other- 
wise, and to make or keep records. When necessary, the authority 
would subpoena persons to appear and testify, or appear and produce 
or both, at any designated place. It would submit its 
recommendations in reports to the President and the Congress; consult 
with and provide transportation information for other governmental 
agencies, carriers, and other organizations; and cooperate with and 
assist the office of public transportation counsel. 

Under provisions of the bill, each authority member would serve 
at a salary of $10,000 a year, and not more than two would be of the 
same political party. The original members would be designated by 
the President to serve 2 years, 4 years, and 6 years, respectively, from 
the date of enactment, and thereafter the term of office would be 6 
years. The authority would select from its membership a chairman 
and vice chairman, and would employ a secretary at an annual salary 
of $7,500, a general counsel at $9,000, and the necessary staff. In addi- 
tion, it could obtain services, information, facilities, and personnel 
from other federal departments and agencies. 

The office of public transportation counsel would .be headed by a 
public transportation counsel appointed by the attorney general solely 
on a basis of ability. His duty would be to see that ‘‘the general 
public interest and the interest of the United States are adequately 
represented in administrative proceedings and judicial proceedings 
involying questions or policies relating to transportation, * * * and, 
when necessary, he would apply for leave to intervene in such pro- 
ceedings. 

Members of the national advisory transportation committee would 
advise and consult with the transportation authority and transporta- 
tion counsel concerning their activities, and make recommendations 
to the two agencies and to the President and the Congress regarding 
their work. There would be one member each from the Department 
of Commerce and Interstate Commerce Commission, appointable by 
those agencies. The committee’s nongovernmental members would be 
named by the President, by and with the advice and consent of the 
Senate. Each member would serve without pay, except that those 
appointed by the President would receive a per diem allowance for 
time spent on duty. The terms of one-half the original members ap- 
pointed by the President would expire 1 year from the date of appoint- 
ment, the remainder would serve 2 years, and thereafter the term 
would be for 2 years. The committee members would select their own 
chairman and vice chairman. 





Administrative Procedure Bill 


On behalf of the House select committee to investigate 
executive agencies, Representative Howard W. Smith, of Vir- 
ginia, chairman, has introduced an administrative procedure 
bill applying to “each office, board, commission, independent 
establishment, authority, corporation, department, bureau, di- 
vision, institution, service, administration, or other unit of the 
federal government other than Congress, the courts, or the 
governments of the possessions, territories, or the District of 
Columbia.” 

In the committee report on the bill, it was stated that the 
most serious deficiency in pending administrative procedure 
bills was the failure to provide for the hearing of administra- 
tive cases by officers independent of the agency involved. It 
said that the committee bill provided a simple system of hearing 
commissioners and deputies, and that this accorded with the 
principal recommendation of the Attorney General’s committee 
on administrative procedure. 

“It has the merit of assuring an independent and impartial 
judgment on the facts,’ said the committee, adding that, in 
addition, the bill provided for the application of the rules, 
rather than vague “principles,” of evidence recognized in non- 
jury cases. 

The committee said that since section 6 of the bill had 
been devised to assure a hearing as to the facts by independent 
commissioners or deputy commissioners, section 7 provided for 
the making of the decision by the officer who heard the evi- 
dence which, in the absence of appeal to the agency, would be 
final. It said this was the method recommended by the Attorney 
General’s committee, though not adopted in the recent proposals 
of the American Bar Association or in the pending bills. 

‘It has the merit not only of assuring the separation of 
judicial and prosecuting functions, but of eliminating the cum- 
bersome procedure requiring intermediate reports by hearing 
officers prior to final decision by the agency,” said the commit- 
tee. “This independent and simplified procedure does not de- 
prive the agency of the power to shape the exercise of its au- 
thority or discretion, because the decisions of hearing commis- 
sioners or deputy commissioners are reviewable by the agency 
pursuant to section 7(c) as to all questions of law or adminis- 
trative discretion.” 

The bill provides that no agency shall impose requirements 
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for the admission of attorneys to practice before it or its offi- 
cers or employes, and attorneys in good standing admitted to 
practice in the highest court of any state or other place within 
the jurisdiction of the United States or in any federal court 
shall, upon their oral or written representation to that effect, 
forthwith be admitted to such practice, and that no agency shall 
debar or suspend any such attorney from such practice except 
for violation of law, and such action shall be subject to judicial 
review do novo upon the law and the facts. 

The committee said it had not attempted to conduct public 
hearings on the bill, which, it said, would be referred to the 
House judiciary committee where other proposals were pending 
and where hearings would probably be held on all of them. 


I. C. Act Amendments 


After a hearing on the bill August 23, in which W. M. W. 
Splawn, chairman of the legislative committee of the Commis- 
sion, was the only witness, the House interstate commerce com- 
mittee voted to report, without amendment, S. 1473, the 
Wheeler bill to amend the interstate commerce act, as amended, 
so as to authorize, among other things, issuance of regulations 
by the Commission placing express companies on a basis the 
same as that of railroad companies in extension of credit to 
shippers, and the exercise by the Commission of authority over 
inland water carrier movements similar to its existing authority 
over railroad car service. The bill was passed by the Senate 
in June (see Traffic World, July 1, p. 48). 

Commissioner Splawn, testifying in support of the bill, dis- 
cussed the purposes of the various amendments to the act pro- 
posed in it. He dealt at length with proposed provisions for 
serving notice on carriers by regular mail instead of by regis- 
tered mail, as committee members raised number of questions 
about that proposal. In discussion of section 6 of the bill, 
adding a new subsection (f) td section 304 of the act so as to 
give the Commission authority with respect to water carriers, 
“to be. exercised under similar circumstances and procedure,” 
equivalent to the authority now held by it with respect to other 
carriers under section 1(15), (16) and (17) of part I of the 
act, Commissioner Splawn called on E. M. Reidy, assistant 
chief counsel of the Commission, to read a letter that Chester 
Thompson, then president of the Inland Waterways Corpora- 
tion, had addressed to Commissioner Johnson, May 24 of this 
year, containing the statement that it would be. “a proper step” 
to give the Commission authority to require diversion of barge- 
rail traffic to the railroads in periods when floods impeded 
barge service. 





Fares for Released Soldiers 


The House interstate commerce committee, August 23, 
voted to report favorably H. R. 5198, the Lea bill to amend 
section 22 of the interstate commerce act by authorizing com- 
mon carriers to grant reduced fares to personnel of the U. S. 
armed services or of foreign armed services when traveling on 
furlough at their own expense or to persons discharged from 
the armed services (see Traffic World, Aug. 19, p. 454). 

The bill as reported embodied changes in text recom- 
mended by W. M. W. Splawn, chairman of the legislative com- 
mittee of the Commission, in testimony at a hearing held by 
the committee on the Lea bill earlier August 23, making the 
material part of the bill as reported read as follows: 


Section 22 of the interstate commerce act is hereby amended by 
inserting at the end of the second clause thereof, following ‘‘homes,’’ 
the following clause: 

“Nothing in this part shall be construed to prohibit any common 
carrier from establishing by publication and filing in the manner pre- 
scribed in section 6 reduced fares for application to the transportation 
of (a) personnel of United States armed services or of foreign armed 
services, when such persons are traveling at their own expense, in uni- 
form of those services, and while on official leave, furlough or pass, or 
(b) persons discharged, retired, or released from United States armed 
services within thirty days prior to the commencement of such trans- 
portation and traveling at their own expense to their homes or other 
prospective place of abode.’’ 


Colonel E. C. R. Lasher, traffic control division, Army 
Transportation Corps, the only other witness appearing before 
the committee at the hearing on H. R. 5196, advocated enact- 
ment of the bill but disagreed with Commissioner Splawn with 
respect to the provision proposed by the latter for “publication 
and filing in the manner prescribed in section 6” of the inter- 
state commerce act. Commissioner Splawn said he did not 
think that the provision for filing of tariffs would in any way 
jeopardize section 22 agreements that the carriers and the gov- 
ernment might enter into, and that he thought the reduced 


-Splawn, said that the committee would make it clear, in its re- 
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rates should be published, so that everybody would know about 
thenr. Colonel Lasher, on the other hand, believed that inclu- 
sion of the tariff-filing provision in the bill might affect other 
section 22 quotations, argued that a provision that negotiated 
rates should be subject to “veto”’ by the Commission should not 
be allowed to creep into section 22, and said that all concerned 
would be well informed about the reduced rates, as the car. 
riers would be “more than happy” to announce the reductions 
over the radio and through the press, and as the army and 
navy would attend to notification of members of the armed 
forces. 

Chairman Lea, in announcing the committee’s decision to 
include the tariff-filing provision proposed by Commissioner 











port on the bill, that that provision was not intended to apply to 
other agreements for reduced rates under section 22 such as 
were now in effect on transportation of certain military freight. 

Commissioner Splawn, in explanation of the purpose of the 
bill, said that there were some who believed that section 22 
now authorized common carriers to publish reduced-fare tariffs, 
but that there were others who for years had worked on ad- 
ministration of section 22 who believed that it was placing a 
strained construction on that section to file reduced fares for 
the particular groups affected by the considered bill. He noted 
that the bill contained a provision for reduced round-trip fares 
for excursions, and that, “as to this. being an excursion,’’ it 
was reasoned that the federal government paid the fare for } 
the draftee until he reached the point at which he received his 
discharge, and that the trip from that point to his home was a 
“return trip,” analogous to the return trip on an excursion. 
Another theory, Commissioner Splawn said, was that section 
22 authorized the War and Navy Departments to request re- 
duced fares for the individuals here involved and that such 
request would relieve the carriers of “guilt” as to unlawful 
discrimination that would be the result of application of the 
reduced fares. He said that, “in order to remove all doubt” 
as to legality of the reduced fares here proposed, it was thought 
best to “offer this clarifying amendment,” embodied in H. R. 
5196. He noted that men discharged from the armed services 
received an allowance of 5 cents a mile to pay for transporta- 
tion to their homes. He said the War Department and Navy 
Department had expressed a desire or willingness to have 
these reduced fares put into effect, and that the railroads had 
shown willingness to grant them and had tariffs in readiness 
to make the reductions effective September 1. 

It was pointed out, in the course of the hearing, that a 
reduced fare of 1% cents a mile was now in effect for mem- 
bers of the armed services on furlough, and that that reduc- 
tion had been published in tariffs filed with the Commission. 

Representative Brown, of Ohio, was told by Colonel Lasher, 
in answer to questions, that allies of the United States granted } 
reduced fares to American soldiers. Mr. Brown said it seemed | 
to him that if American railroads were to be asked to move 
representatives of foreign countries, in uniform, at reduced 
rates, the War Department should see to it that the same con- | 
sideration was accorded Americans traveling in those countries. 














































I. CC. C. ACCIDENT REPORT 

Failure to control the speed of a following train according 
to signal indications was the cause of a rear-end collision be- | 
tween a passenger train and a freight train on the Baltimore | 
& Ohio near Waring, Md., July 2, said Chairman Patterson 
in a report on the accident, investigation No. 2810. The report [| 
said the accident had resulted in the injury of 42 passengers, 
one railway-mail clerk, two train porters and two train-service 
employes off duty. It said that the passenger train had sepa- } 
rated between the first and second cars and that the brakes 
became applied in emergency. About six minutes later, it | 
said, the rear end of the passenger train was struck by the 
following freight train. The speed of the following train was 
= 10 miles an hour when the collision occurred, the report 
said. 


























FRISCO’S TULSA-TEXAS SERVICE 


The Frisco Lines has announced that, effective August 26, 
it will begin operating its night train between Tulsa and 
Dallas and Fort Worth, Tex., over its own tracks, exclusively, 
discontinuing its joint operating schedule with the Missour'- 
Kansas-Texas Lines under which the latter railroad has han- 
dled the train between Sherman and Dallas, Tex. The revised 
schedule will provide early morning arrivals at Dallas and 
Fort Worth, enabling passengers from Tulsa to make better 
connections with trains to other Texas and Louisiana points. 
It will also provide for later departures from Dallas and Fort 
Worth on return trips. The rescheduling is primarily designed 
to meet needs of Tulsa oil men, Russel Coulter, chief traffic 
officer of the Frisco, said. 
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Air Transportation 





Uniform State Air Bill 


Walter R. McDonald, chairman of the legislative commit- 


tee of the National Association of Railroad and Utilities Com- 


missioners, has forwarded to the president of the association, 
and to all member commissions, a proposed uniform state air 
commerce regulatory bill, prepared by his committee. 

A uniform bill, “moderate in scope and evidencing an in- 
tent to avoid duplication and conflict with federal regulation,” 
would tend to counteract the move for exclusive federal con- 
trol, he said. He said it would be less burdensome on the inter- 
state carriers, and that the full development of a national net- 
work of airlines would thereby be promoted. A uniform bill 
would probably be more practicable and effective than many 
individual state acts that would otherwise be devised, he said, 
because it would be the product of experienced regulators 
throughout the country, adding that it would be easier to ad- 
minister since interpretations and administrative practices by 
sister states would become valuable as precedents and guides 
=s = exchange of views and experiences would be more 
helpful. 

Dasa on the provisions of the bill, Mr. McDonald 
said: 


Summarizing the bill briefly, the draft herewith submitted pro- 
vides for economic regulation of the intrastate operations of common 
and contract carriers by aircraft, and of brokers engaged in arranging 
for such transportation. Full power is given to the regulatory com- 
mission to issue or revoke certificates, permits and licenses. Bona 
fide operators at the time the act becomes effective are to be granted 
certificates and permits as a matter of right. Tariffs are to be filed, 
maintained and observed by the carriers and tariff changes may be 
suspended pending investigation and hearing. Rates and fares must 
be reasonable and nondiscriminatory. Long and short haul violations 
are prohibited, except where specially authorized by the commission. 
Service must be adequate and satisfactory. Through routes and joint 
rates are to be provided, and the commission has surveillance over 
the divisions of rates. The commission is given ample power to con- 
duct investigations, require reports, prescribe accounts, establish rules 
and regulations, and issue orders. Joint hearings and cooperation with 
federal and other state agencies are authorized. Reparation awards 
may be made and criminal penalties for violations of the act are pro- 
vided. The bill contains a declaration of policy to guide the com- 
mission. 


In preparing this draft the following acts and proposed acts were 
consulted and their comparable provisions are discussed in the com- 
ments: Civil aeronautics act of 1938; H. R. 3420, proposing to amend 
the civil aeronautics act of 1938; S. 1790, proposing a complete recodifi- 
cation of federal air regulatory law; interstate commerce act; Virginia 
aircraft carriers act, approved March 17, 1944; Rhode Island and Ken- 
tucky air carrier regulatory acts, enacted in the spring of 1944; 
chapter 713, acts, 1941, of "Massachusetts, providing air carrier rate 
regulation; tentative draft of California air commerce act; New York 
public service law and Illinois public utilities act. 


Likewise, in preparing this draft, every effort has been made to 
avoid conflict and duplication between state and federal regulation of 
air carriers. The uniform bill expressly limits state regulatory juris- 
diction to intrastate commerce and further limits state jurisdiction to 
economic regulation. There is nothing in the draft regarding safety, 
navigation, airports, qualifications of pilots, airworthiness of aircraft, 
and the like. In deference to the federal law, certificates and permits 
may not be granted to aliens (Section 8 (c)), and a condition precedent 
to the granting of such certificates and permits is a showing of com- 
pliance with all applicable federal laws, rules and regulations relating 
to safety of operations. (Section 8 (d)). The draft provides fully for 
joint hearings and cooperation with federal and state agencies (Section 
6 (e)). Provisions respecting the form of tariffs (Section 17 (a)), 
annual reports (Section 19 (a)), and systems of accounts (Section 
19 (b)), require that they conform, as nearly as may be practicable, 
to the forms prescribed by the Civil Aeronautics Board. The subsection 
giving the state commission authority to require improvements in 
service (Section 18 (1)), contains a proviso which would prevent a 


carrier from being required to do something in conflict with the 
federal act and the rules, regulations and orders of the federal com- 
mission. Where there was no special reason for doing otherwise, the 


exact language of the federal act has been used in the uniform bill. 

This draft does not provide for regulation over the issuance of 
securities or consolidations and mergers between carriers. Such activ- 
ities will probably not constitute a major regulatory problem except 
as to the large companies engaged in interstate as well as intrastate 
business. As to these companies, the necessity of obtaining approval 
in each individual state through which they operate would seem to 
a burdensome, when compared to any public advantage to be 
gained. 

The bill will be valuable and effective in direct proportion to its 
general acceptance by all the states. In this connection, I am informed 
that a number of states are now in the act of preparing such measures 
for submission to their respective legislatures during 1945, during 
Which year all but three state legislatures will be in session. The 
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states about which I am informed, and no doubt there are others, are 
as follows: California, Colorado, Nevada, Montana, Michigan, Iowa, 
Washington, Massachusetts, South Carolina and Oklahoma. 





Air Freight System of Allies 


World-wide air freight operations of transport planes per- 
forming wartime service for the United Nations and the roles 
of the Air Transport Command of the U. S. army-and the U. S. 
Naval Air Transport Service in the carriage of air cargoes 
needed by war industries have been described in a compre- 
hensive report issued by the Office of War Information. 

The O.W.I. said that in the first six months of 1944 air 
cargoes totaling about 22,000,000 pounds were flown “from 
remote corners of the world” for the benefit of the United 
States and others among the United Nations, principally Russia 
and Britain. Comprising that total, it said, were 12,000,000 
pounds representing purchases by the Foreign Economic Ad- 
ministration and other U. S. government agencies (including 
army and navy materials), 7,000,000 pounds of materials for 
the U.S.S.R. and the United Kingdom, and 3,000,000 pounds in 
the form of private purchases—those made by American 
importers. 


Cargo Volume by Air and Water 


The total air imports of 22,000,000 pounds in the first half 
of this year, said the O.W.I., constituted 0.065 per cent of the 
total volume of cargo moved in the same period by ocean ves- 
sels, which amounted to 33,600,000,000 pounds, or 15,000,000 
long tons, and was equivalent to 1.46 pounds by air for each 
long ton by ship. It said the value of the cargo transported to 
this country by ocean vessel in the first half of this year was 
$1,230,000,000, while that transported. by plane was valued at 
$79,000,000, or 6.42 per cent of the total value of the ocean 
cargo. Thus, the O.W.I. noted, the average unit value of the 
ocean cargo was 3.6 cents a pound, while the average unit 
value of the air cargo was $3.58 a pound, “or 99 times the 
average unit value of ship cargo.” 

“These air cargoes,” it continued, “traveled over two main 
rotues: (1) from sources of supply in China across the Hima- 
laya Mountains (over ‘the Hump’) to points of world distribu- 
tion in India; (2) from Karachi, India, across Africa, the south 
Atlantic ocean and South America to a port of entry in the 
United States. 

“Participants in this world-wide air cargo program are the 
War Production Board, which establishes monthly air quotas 
and air priorities through its Interdepartmental Air Cargoes 
Priorities Committee; the Foreign Economic Administration, 
which procures certain strategic materials at their world 
sources, and conducts and monitors them from points of origin 
to ports of entry in the United States; the army’s Air Transport 
Command (A.T.C.) and the Naval Air Transport Service 
(N.A.T.S.) of the navy, which provide the cargo space and 
transportation. 


“Private importers are also active, especially in the drug 
markets of South America and Australia, and in certain mineral 
purchases.” 


Main Air Route from India 


The O.W.I. described as “the main line’’ the air route ex- 
tending from Karachi, India, to Miami and New York, “the two 
largest ports of entry in the United States.” The route from 
Karachi, it said, crossed Africa by way of Khartoum, and 
extended thence to Accra, on the west coast of Africa, while 
an alternate route connected Khartoum with Basra (about 60 
miles from the Persian Gulf) and Teheran, Iran (Persia). 
Ascension Island, in the south Atlantic ocean, the O.W.I. said, 
was an intermediate point “on the main line” between Africa’s 
west coast and Natal, on “the bulge of Brazil,” called “the most 
important crossroads on ‘the main line.’” Continuing, the 
O.W.I. said, in part: 


Practically everything routed from Karachi, India, and from Accra, 
Africa, goes through Natal. So do nearly all the materials that orig- 
inate in South America. There are huge warehouses at Natal where 
backlogs of priority materials are constantly maintained. 

Into Natal by rail come materials from nearby sources of supply 
in Brazil. At Rio, farther southward, priority materials flow into 
the airport by rail, by road and by river. Into Belem, northwest of 
Natal, special shipments occasionally arrive by way of the Amazon 
River. 

A branch line, operated by N. A. T. S., connects Rio with Natal. 
Two N. A. T. S. ships daily carry strategic materials northward to 
the Main Line. Four N. A. T. S. ships a day operate from Natal to 
ports of entry in the United States. 

The navy flies about 30 per cent of the South American priority 
cargo load. About 70 per cent is carried by the army’s A. T. C. ships. 

From Natal the Main Line passes northwestward through Forta- 
leza, Belem and Trinidad, to Puerto Rico. Here the route branches. 
One route, in navy seaplanes, goes over water from Puerto Rico to 












New York, via Bermuda. The other, in army and navy planes, pro- 
ceeds northwestward from Puerto Rico to Miami. 

Traffic to Miami is by far the heaviest; but for the imports pro- 
gram, W. P. B. regards New York as the choice airport of entry, 
since it involves direct air delivery of strategic materials to the areas 
of largest production of electronic and medical supplies. 


The O.W.I. said that other air routes—west coast of South 
America to Panama; Australia to San Francisco; north Atlantic 
(Portugal, Sweden and England, via the British Isles), and 
middle east (Teheran to the United States)—accounted for ‘a 


relatively small proportion of strategic materials carried as 
priority air cargo.” 


Imports from Brazil by Air 


In a discussion of critical war materials imported by air, 
the W.P.B. said that from Brazil came nearly all the quartz 
crystals, basis of the U. S. military communications system; 
“a good part” of the tantalite needed for U. S. electronic and 
synthetic rubber programs; an increasing proportion of this 
country’s supply of mica; the major supply for the United 
States of beryllium ore, “useful for essential copper alloys and 
for aircraft engines;” drugs indispensable in the conduct of 
tropical warfare, and insecticides for crops, cattle and military 
camps. 

“Without the Brazilian production of strategic materials,” 
the W.P.B. said, “and the bridge of planes bringing them to 
the United States, our war production of top military items 
would never have been anywhere near to schedule.” 

Exemplifying “international air cooperation” by the United 
Nations, the O.W.I. reported, was the assignment of American 
aircraft to deliver mercury to Russia from Chinese mines, after 
the Russians, on recapture of the Donets Basin of the Ukrain, 
their former source of supply of mercury, found that the 
mercury mines had been systematically destroyed by the 
Germans. 

The O.W.I. said that when the W.P.B. learned that the 
supply of a certain rare commodity obtainable from some other 
continent was running low and could not be replenished from 
domestic stockpiles, it consulted with the F.E.A. and other 
interested agencies and then issued a special certificate estab- 
lishing the quota, the priority rating and the routing of the 
strategic air cargo. F.E.A. field men stationed at airports near 
the source of supply then purchased the needed commodity 
for the U. S. government, through the U. S. Commercial Com- 
pany, a subsidiary of the F.E.A.; supervised the packaging, 
labeling and other details to insure prompt shipment, and sent 
the commodity on its way by air. At every port of trans-shipment 
an F.E.A. air cargo officer kept a record of case numbers, time 
of arrival, time of departure, etc., and sent a daily report to 
F.E.A. headquarters in Washington, the O.W.I. said. It noted 
that F.E.A. air cargo officers were charged with the responsibity 
for lost shipments. 


F.E.A. Activities at Natal 


At Natal, it said, was located the backlog of strategic mate- 
rials ready to be forwarded to the United States in accordance 
with monthly quota assignments, degree of priority, and amount 
of return space available on the planes of the A.T.C. and the 
N.A.T.S. It added that the following was an example of the 
trans-shipment operation at Natal: 


An A. T. C. man at Natal may notify the F. E. A. air cargo 
officer that a plane is leaving in 20 minutes with return space available 
for 2,100 pounds of priority air cargo. Within 20 minutes the F. E. A. 
man will produce priority cargo material that weighs within two pounds 
of the total amount desired—the two pounds differential being the 
margin of error that he is allowed. 

Sometimes F. E. A. repackages material at the airport, but where- 
ever possible packaging for air shipment is done at the point of 
origin under F. E. A. supervision, rigidly controlled by instructions 
written into contracts for the purchase of the material . 

The three necessary components of air cargo packaging are (1) 
lightness, (2) strength and (3) stowage factor. 

Having flown northwestward from Natal, either by way of Bermuda 
to New York, or by way of Puerto Rico to Miami, the shipment of 
strategic material enters the United States. At this point it becomes 
the property of the Metals Reserve Company, or some other domestic 
stockpile agency, which clears it through U. S. Customs. 

From thence it moves into a W. P. B. allocation, and finally, into 
the domestic war plant that so urgently needs it. 





Ship Limes and Air Transport 


Due to misunderstandings and uncertainties as to national 
policy with respect to overseas aviation, says the National 
Federation of American Shipping in a statement of policy made 
on behalf of American steamship lines seeking authority to offer 
a coordinated service of passenger vessels and overseas aviation, 
“it is desirable that Congress reaffirm, at an early date, the 
right of overseas steamship companies to receive consideration 
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by the appropriate government authority on an equal footing 


with other types of companies proposing to establish overseas 
air transport.” 


Thus far seven major American-flag shipping lines have 
applied to the Civil Aeronautics Board for the right to inaugu- 
rate a coordinated sea-air service. They are: Atlantic Gulf and 
West Indies Steamship Lines, Grace Line, Inc., Matson Navi- 
gation Company, Moore-McCormack Lines, Seas Shipping, Inc., 
United Fruit Company, and Waterman Line. 


The applicant steamship lines “affirm their belief in the 
principle of competition in overseas air transportation, under’ 
proper government regulation.” They say.they recognize that 
the question of whether (a) any overseas air route shall be 
served by a single. air service or by two or more such services, 
and, (b) whether such services should be rendered by a steam- 
ship company or by any other type of company is a matter for 
determination by the C. A. B. “in accordance with established 
principles governing the issuance of certificates of convenience 
and necessity in overseas transport.” 


The steamship companies say further they propose to pro- 
vide air transport only in connection with their regular steam- 
ship services, serving their customary trade areas, subject to 
the exception that they will serve points not named in their 
applications if the C. A. B. should find that the public interest 
requires air service at such points. They emphasize that they 
do not seek to serve points in the internal United States, and 
that no steamship company has requested authority to serve 
with air transport any U. S. point of departure which is not 
also a point of steamship departure. 




























Foreign Shipping Plans 






In urging that steamship lines be on an equal footing with 
other applicants for authority to establish overseas air services, 
the federation statement says that if deprived of equal treat- 
ment, “the applicant steamship companies believe that a sub- 
stantial and important segment of the American merchant 
marine may be jeopardized after the war.” 


“It is well known that foreign shipping companies are pre- 
paring to offer a coordinated sea-air service in the early post- 
war period,” it continues. “It is also well known that, in all 
likelihood, foreign ship operators will be able to resume their 
passenger liner service at an earlier date than American pas- 
senger vessels can be restored by the government to private 
ownership and reconverted for commercial service after the war. 

“Further, it is generally recognized that general cargo 
traffic tends to go where the passenger and fast express traffic 
goes. The ability to provide a satisfactory and complete passen- 
ger and fast express service in competition with foreign shipping 
has, therefore, a direct bearing upon the position of American 
shipping in overseas cargo carrying.” 


Argument is also made that it is contrary to the best inter- 
ests of national defense to place artificial restrictions and handi- 
caps on the American merchant marine, or any substantial 
segment thereof, in its relation to other forms of transportation 
and to foreign competition. 




























Against “Rigid” Separation 


“The applicant steamship companies hold that, in the case 
of overseas transport, the argument that each form of trans- 
portation should be rigidly separated from every other form, 
is inconsistent with the evolution of a sound overseas transport 
policy,” it is asserted. 


‘It is the concept of the applicant steamship companies 
that the only true criterion is, and has been, the public interest. 
The Interstate Commerce Commission, for example, while in 
disapproving in some‘cases the acquisition of an established 
carrier of one form by another carrier of different form, has 
concurrently permitted one form of carrier to institute new 
service utilizing another form. «Thus, railroads have been per- 
mitted to initiate new bus and truck service where the Commis- 
sion was satisfied that the public interest would profit and no 
harmful monopoly would result. The steamship companies are 
asking only that the same privilege may be accorded them.” 

In addition to urging that clarifying legislation be enacted, 
the shipping federation statement says that especially required 
“is a fuller understanding of the fundamental distinction be- 
tween overseas and internal commerce and transportation.” 

“This distinction has been recognized throughout the na- 
tion’s history in law and in administrative policy, and should 
not be overlooked now,” it continued. “While a government 
may exercise a high degree of control over conditions governing 
its internal commerce and transportation, it has only partial 
control over conditions governing overseas commerce and trans- 
port. In the latter case, control is sharply limited by such 
variables as foreign competition, foreign trade restrictions and 
regulations, foreign jurisdiction over terminal facilities, and the 
like. Thus, consideratioins which might apply in the case of 
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internal transport often cannot be applied in the case of over- 
seas transport.” 

American shipping companies were among the first to recog- 
nize the advantages of the future role of the airplane in overseas 
transportation and to encourage and develop its use, said the 
federation. 

Why Coordination? 


“Utilization of aircraft in conjunction with surface equip- 
ment is a natural evolution in overseas transport, as natural 
as the transition from wood to steel and from sail to steam,” 
says the federation, adding: 


A complete sea-air service under a single management would result 
in many advantages to the shipper and traveler due to such factors as: 
Economies of overhead. Efficiency of coordinated management and 
operation. Interchange of weather reports and of ship and plane posi- 
tion. Communication between units enroute, either on the surface or 
in the air. Experience in dealing with overseas and foreign trade 
conditions such as customs regulations, money exchange, immigration, 
public health quarantine, and sources of traffic. Complementary char- 
acter of sales and promotion activities on behalf of surface shipping 
end air transport. The natural affinity between sea and air transport, 
such as similarity of operating conditions, terminology, disciplinary 
standards and navigation; and the use of free rights of way, public 
navigational aids and public terminals. 


These advantages of unified operation should result in lower fares 
and shipping rates to travelers and shippers. 

The applicant steamship companies desire to resume service to 
their customers at the earliest date consistent with military require- 
ments. The ocean shipping industry is the only major form of trans- 
portation which has been devoted wholly to war purposes. 

It is the belief of the applicant steamship companies that when 
permitted to resume commercial service, they should be allowed to 
provide a‘ full, complete and modern transportation service which 
would be at least the equal of any rendered by foreign competitors 
and assure a front rank position for the American flag in world 
transportation. 


International Air Transport 


Chairman Bailey, of the Senate commerce committee, has 
placed in the Congressional Record the text of a letter sent 
by him and Senator Clark, of Missouri, chairman of the com- 
mittee’s subcommittee on civil aeronautics, to President Roose- 
velt and the Civil Aeronautics Board, suggesting that “defin- 
itive decision” on pending applications at the C. A. B. for 
international air routes be deferred until a determination of 
policy with respect to the type of representation to be per- 
mitted for American air carriers in the foreign air transport 
field has been made by Congress. 

The two senators explained in their letter that the ques- 
tion to be decided was whether the United States should have 
a number of American flag air lines operating abroad or 
whether American air operations to and from foreign countries 
should be concentrated “under a single system in which all 
transportation interests able to contribute would be permitted 
to participate.” 

“In these decisions,” the senators said, “the advantage of 
any one air line or group of air lines must be subordinated 
to the paramount national interest. Policies which will best 
assure the United States retaining the position of leadership 
in international air transport to which its resources and geo- 
graphical situation entitle it should be adopted.” 

If, as the C. A. B. had proposed, governmental agreements 
placed no limit on the total volume of:operation on particular 
routes agreed on, Senators Bailey and Clark said, the lower 
operating costs of foreign carriers with lower wage levels 
might result in a monopoly on traffic of U. S. origin by foreign 
flag lines “to the very great prejudice of the national interests 
of the United States.” 


Potential Air Cargo to S. A. 


“The prospects of an air-cargo trade between the United 
States and Peru are good from the point of view of the 
comparative nearness of Peru and the total volume and value 
of the analyzed commodities which moved in 1939,” says John 
B. Crane, chief of the transportation unit of the Bureau of 
Foreign and Domestic Commerce of the Department of Com- 
merce in the second of a series of studies on “Air Cargo Poten- 
“als between the United States and Latin American Countries.” 
The first study dealt with traffic between the United States 
and Brazil (see Traffic World, July 22, p. 222). 

“This trade would offer greater opportunity to the air 
carriers if there were not the large ratio of 168 to 1 existing 
between the value of exports and imports,” Mr. Crane con- 
tinued. “This unbalance creates special financial problems 
Which accompany one-way traffic movement. 

“The types of commodities most likely to provide the best 
Cargo for air shipments from the United States to Peru are 
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aircraft engines and parts, women’s silk hosiery, motion-picture 
films, yeast, radio equipment, typewriters, bathing suits, and 
phonograph records. The items which are best suited to move 
north from Peru to the United States are furs, silver manu- 
factures, stamps and platinum ores.” 

Mr. Crane said four of the South American republics that 
lay closest to the United States were Peru, Ecuador, Columbia 
and Venezuela. Despite important economic differences, these 
four countries could be grouped together for a study of air 
transportation because of their mutual proximity to the United 
States, said he. 

“Although together they possess only about 25.5 per cent 
of the population of South America and contain only 20.2 per 
cent of its area, they were responsible in 1939 for 36.6 per cent 
of the continent’s trade with the United States,” said he. “This 
comparatively greater development of trade is found despite the 
fact that these four countries receive only 21.4 per cent of the 
income received by all South American countries and show a 
per capita income 16.3 per cent below that for South America 
as a whole, according to recent Civil Aeronautics Board esti- 
mates.” 

Though the four countries showed a larger per capita trade 
with the United States than the rest of South America, this 
was not true of either Peru or Ecuador, said he. In 1939 the 
per capita value of all trade between the United States and 
South America republics was $6.62, said he. This compared 
with $21.37 for Venezuela, $10.52 for Colombia, but only $4.47 
for Peru and $2.99 for Ecuador. All four of the republics 
were similar in one respect, he continued, in that the value of 
their imports from the United States in 1939 exceeded the 
value of their exports to the United States by a substantial 
margin. This relationship was typical of South American 
republics in general, although Brazil constituted an important 
exception, he added. 


“The value of all exports and imports between the United 
States and Peru in 1939 amounted to $32,667,965, of which 
United States exports to Peru amounted to $18,841,096 and 
United States imports from Peru, $13,826,869,” said he. ‘This 
unbalanced ratio between the value of exports and of imports 
is partly the result of the fact that exports to Peru consisted 
to a large extent of manufactured products with a relatively 
high valuation per pound, whereas imports from Peru consisted 
principally of low-valued commodities such as minerals, raw 
materials, foodstuffs, and other agricultural products. Since 
in general only high-valued commodities offer prospects for a 
successful air carriage, air commerce between the United 
States and Peru is likely to be highly unbalanced, an unfor- 
tunate condition which can be remedied only partially by lower 
rates on the north-bound movement.” 


“The total trade between the United States and Peru in 
1939 consisted of 1,464 commodities, and the commodities 
classed as air-cargo potentials numbered 473,” said Mr. Crane 
in a summary of findings. “Such potentials represent 32.3 per 
cent of the total number and 10.1 per cent of the total value 
of all commodities traded.” 


The 1,464 commodities were valued at $32,667,965 and the 
473 commodities listed as “air-cargo potentials,” were valued 
at $3,373,726. Of the 473 commodities, 445 were U. S. exports 
and 28 U. S. imports. 


Cc. A. A. Administrator 


President Roosevelt sent to the Senate August 22 the nomina- 
tion of Theodore P. Wright to be administrator of the Civil 
Aeronautics Administration of the Department of Commerce in 
place of Charles I. Stanton who resigned. Mr. Stanton advised 
the President he wished to return to his position as deputy 
administrator of the C. A. A. where he could devote all his time 
to the development of the operational and technical problems. 
Mr. Wright, who has been prominent in the aircraft manufac- 
turing industry and is now director of the Aircraft Resources 
Control Office of the War Department and War Production 
Board and recorder of the Aircraft Production Boare said he 
would be pleased to have Mr. Stanton continue in the depart- 
ment as his chief deputy, according to a letter sent by the 
President to Mr. Stanton. 

William A. M. Burden, Assistant Secretary of Commerce, 
issued the following statement: 


The President’s action in nominating T. P. Wright as administrator 
of civil aeronautics is an outstanding step in preparing American civil 
aviation to meet its heavy postwar responsibilities. 

Wright is a leading figure in American civil aeronautics and has had 
broad international experience. Formerly vice-president and chief engi- 
neer of one of our leading aircraft manufacturing companies he was 
drafted by the government early in 1940 to assume responsibility for its 
scheduling of our wartime aircraft production program as director of the 
Aircraft Resources Control Office. He has performed an outstanding 


service there in liaison between government and industry. 
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The Civil Aeronautics Administration is fortunate in retaining the 
services of Charles I. Stanton, formerly deputy administrator of C. A. A., 
who has been serving as administrator during the war emergency. 


Air Certificate Applications 


Air Freight Forwarders, Inc., of Chicago, Ill., a corporation 
whose board of directors includes officers of Pacific & Atlantic 
Shippers’ Association, Inc., a freight forwarder, has filed an 
application with the Civil Aeronautics Board for authority to 
operate an “air cargo” business as a freight forwarder by air 
between points in all states of the United States, using the lines 
of existing air carriers, or, in the alternative, to be declared an 
air carrier within the meaning of section 1(2) of the civil areo- 
nautics act of 1938, as amended. 

“Collection, assembly and distribution, and delivery points 
will be at strategic cities in the states of the United States and 
will, for the most part, from the standpoint of territory, parallel 
certain presently existing freight forwarding service conducted 
by a related company to applicant, namely, Pacific & Atlantic 
Shippers’ Association, Inc.,” the applicant says. 

The application includes the following statements: 


In conducting its service, applicant proposes to utilize the facilities 
of Pacific & Atlantic Shippers’ Association, Inc., jointly with it, at the 
points specified and additionally maintain other offices and service facili- 
ties at other points and places in the United States, depending upon the 
traffic requirements. Applicant’s secretary-treasurer, J. Wm. Gimbel, 
Jr., is also secretary-treasurer of Pacific & Atlantic Shippers’ Associa- 
tion, Inc., and has had nine years of transportation experience in the 
field of freight forwarding. Applicant’s president, Robert L. Holt, and 
vice-president, Douglas Casey, are both vice-presidents in a national 
investment firm (A. C. Allyn & Co.), dealing principally in municipal 
securities. The foregoing, in addition, are applicant’s directors, together 
with Harold Kunzer and Martin J. Harding. Harold Kunzer is president 
of Pacific & Atlantic Shippers’ Association, Inc., and has had thirty 
years of experience in the transportation field. Martin J. Harding is 
principal proprietor of a large restaurant organization in Chicago. In 
addition to the use of joint facilities . . . applicant proposes at the out- 
set to utilize in part certain employes jointly with Pacific & Atlantic 
Shippers’ Association, Inc., in addition to its own staff of employes. ... 


Other new applications filed with the C. A. B. are the 
following: 


No. 1545, Arlie R. Stamper, Saratoga Springs, N. Y.; scheduled 
transportation of persons, property and mail between Schenectady, N. 
Y., and New York, N. Y., via Poughkeepsie, N. Y. 


No. 1559, McLendon & Blount, Union Springs, Ala.; scheduled trans- 
portation of persons, property and mail between Memphis, Tenn., and 
Tallahassee, Fla., serving various intermediate points, including Colum- 
bus and Meridian, Miss., Birmingham, Gadsden, and Montgomery, Ala., 
and Macon, Atlanta, and Athens, Ga. 


New England Applications 


The C. A. B. has assigned new docket numbers to parts of 
several applications involving proposals to serve points in New 
York and the New England states, as follows: 


No. 1546, to part of application of All American Aviation, Wilming- 
ton, Del., in No. 1239, proposing service between points in N. Y., Mass., 
Conn., and Me.; No. 1547, to part of application of Colonial Airlines, 
Inc., in No. 1088, proposing service between New York City-Newark and 
Portland, Me.; No. 1548, to part of application of Cowell Coach Line, 
Ine., Taunton, Mass., in No. 1443, proposing service between Boston, 
Mass., and Providence, R. I.; No. 1549, to part of application of Hylan 
Flying Service, Inc., Rochester, N. Y., in No. 1297, proposing service 
between Boston and specified points in N. Y.; No. 1550, to part of appli- 
cation of Interstate Busses Corporation, West Springfield, Mass., in No. 
1252, proposing service between Providence and Albany, N. Y., between 
Providence-Boston and Buffalo, N. Y., and between Springfield, Mass., 
on the one hand, and Conway and Wolfeboro, N. H., and Plattsburg, 
Elmira and Peekskill, N. Y., on the other; No. 1551, to part of applica- 
tion of Interstate Transportation Co., Inc., Taunton, Mass., in No. 1442, 
proposing service between Providence, on the one hand, and Province- 
town and Boston, Mass., on the other; No. 1552, to part of application 
of Palmer Airlines, Great Barrington, Mass., in No. 1405, proposing 
service between Pittsfield, Mass., on the one hand, and, on the other, 
designated points in Vt., Me., Mass., R. I. and Conn.; No. 1553, to part 
of application of Peter Picknelly, Springfield, Mass., in No. 976, pro- 
posing service between Boston and New York City and Albany and be- 
tween Albany and Providence and New Haven, Conn.; No. 1554, to part 
of application of Schoenberg, Schoenberg & Schoenberg, East Provi- 
dence, R. I., in No. 1444, proposing service between Boston and Province- 
town and between Providence and Narragansett, R. I.; No. 1555, to part 
of application of The Blue Line, Springfield, Mass., in No. 1140, propos- 
ing service between Springfield and Westerly, R. I.; No. 1556, to part 
of application of Trailways of New England, Inc., Springfield, Mass., in 
No. 1235, proposing service between Haverhill, Mass., and New York 
City, between Boston and Hartford, Conn., and between Concord, N. H., 
and Fitchburg, Mass.; No. 1557, to part of application of White Circle 
Line, Inc., Thompsonville, Conn., proposing service between Springfield, 
Mass., and Windsor Locks, Conn., and between Westfield, Mass., and 
Palmer, Mass.; and No. 1558, to part of application of F. S. Willey Co., 
Inc., proposing service between Laconia, N. H., on the one hand, and 
Boston and New York-Newark, on the other, over various routes. 
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The Burlington Transportation Co., bus-operating subsidiary 
of the Chicago, Burlington & Quincy Railroad Co., has amended 
its pending application before the Civil Aeronautics Board (No, 
922) so as to request operating authority less extensive than that 
sought in the application as originally filed (see Traffic World, 
July 3, 1943, p. 35). Originally, the applicant proposed service 
with the use of “helicopter or similar aircraft,’ but in the 
amended application it proposed transportation by “helicopter 
or other type aircraft.” Authority is sought in the amended 
application for routes between the following points: Chicago 
and Omaha; Omaha and Denver; St. Louis and Cedar Rapids; 
Kansas City, Mo., and Sioux City; Omaha and Des Moines: 
Peoria and Kansas City, Mo.; Peoria and Des Moines, Chicago 
circle route, and Sterling, Colo., and Deadwood, S. D. 


AIR COMMERCE TAXATION STUDY 


The Civil Aeronautics Board has announced the appoint- 
ment of George W. Mitchell as tax consultant and director of 
the special study of multiple taxation of air commerce ordered 
by Congress. Mr. Mitchell served as tax economist on the perma- 
nent staff of the Federal Reserve Bank of Chicago. He would 
be on leave from that institution while directing the tax study, 
the board said. 


AIR POLICY COMMISSION 


Senator Murray, of Montana, and Representative Randolph, 
of West Virginia, have introduced, respectively, S. J. Res. 146 
and H. J. Res. 304, companion bills providing for establishment 
of an Air Policy Commission “to make a full study and investi- 
gation of the problems created by and associated with present 
and future developments in military and civil aviation and to 
recommend basic national policies on (1) air power as an in- 
strument of national defense and international security and 
(2) the expansion of civil aviation.” 


“SURPLUS” AIRPORTS DISPOSITION 


The House, while considering H. R. 5125, the Colmer bill 
to provide for disposal of surplus government property, adopted 
an amendment offered by Representative Hale, of Maine, re- 
quiring that no airport be disposed of as surplus property “until 
it has first been offered for sale or lease to the state or munici- 
pality in which it is situated and to all contiguous munici- 
palities.” 

The House also has adopted an amendment to the bill pro- 
viding for designation of the administrator of the Civil Aero- 
nautics Administration as a member of the Surplus Property 
Advisory Board created under provisions of the Colmer bill. 


AVIATION GASOLINE TAX 


Taxation of aviation gasoline by state governments, with 
proceeds earmarked for aviation development, is advocated by 
the National Aeronautics Association, following a referendum 
vote by the board of directors. 

The policy adopted by the governors of the aviation organ- 
ization is embodied in the following resolutions: 


Resolved, That the N. A. A. recommend to the commissioners on 
uniform state laws an act to provide for the exclusive application of 
all aviation gasoline taxes to aviation development. 

Resolved, That the N. A. A. invite the endorsement by all aviation 
groups of a uniform state law to provide for the exclusive application 
of all aviation gasoline tax to aviation development. 

Resolved, that the N. A. A. recommends the retirement of the 
federal government from the taxing of gasoline and other fuel used in 
the operation and maintenance of aircraft. 


NEW AIR SCHEDULES OF P.-C. A. 


Pennsylvania-Central Airlines has announced that, effective 
September 1, it will increase service over its entire system, s0 
as to provide, among other things, more flights between ‘‘war- 
important cities” along the system. It said the new schedules 
were made possible by the return of “several more of P.-C. A’s 
‘honorably discharged’ airliners’ from military service. 

Among the cities that would benefit by increased flights, 
said J. J. O’Donovan, vice-president of P.-C. A., were Balti- 
more, Washington, Norfolk, Detroit, Buffalo, Pittsburgh, 
Youngstown and Cleveland. Other cities on P.-C. A. routes, he 
said, would benefit in that the flights from these stations would 
connect with the augmented schedules. P.-C. A. flights would 
originate in Baltimore for the first time in five years, he said. 
He stated that the new schedules would include two additional 
round trips daily between Washington and Norfolk, a new non- 
stop Detroit-Washington service, daily nonstop flights between 
Detroit and Pittsburgh, a new one-stop flight from Washington 
to Detroit, a nonstop flight from Washington to’ Youngstown 
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(O.) and a new flight out of Cleveland for Chicago, Muskegon 
(Mich.) and Milwaukee. 


AMERICAN AIRLINES CARGO SERVICE 


American Airlines on August 15 inaugurated an all-cargo 
“Skyfreighter”’ service between New York and Chicago. DC-3 
passenger planes, recently returned by the armed services to 
the company, and stripped of seats, are being used in the serv- 
ice. Daily flights eastbound will provide ‘same day” afternoon 
delivery at New York. The planes will leave Chicago at 5:30 
a.m., will leave Detroit at 8:20 a.m., and leave Buffalo, N. Y., 
10:04 a.m., and will arrive at New York at 11:49 a.m. On west- 
bound trips, cargo leaving New York at 11:35 p.m., will arrive 
at Buffalo at 1:40 a.m., at Detroit at 3:33 a.m., and at Chicago 
at 4:33 a.m. There will be no eastbound flight on Monday and 
no westbound Sunday flight. Special compartments on the 
planes will provide space for fragile shipments. 


PAN AMERICAN’S MEXICAN AIRLINE 


Pan American Airways has announced that on August 17 
its affiliate company in Mexico, Compania Mexicana de Avia- 
cion, completed its first twenty years of commercial operations. 
First affiliated with Pan American in 1929, C. M. A. provides 
a direct link with United States airlines at Nueva Laredo, 
Texas, and Los Angeles, with Central America through another 
Pan American company, with British Honduras, and with 
Havana, Cuba. In 19438, the subsidiary flew 3,375,641 miles, 
carried 110,972 passengers, and carried 2,193,000 pounds of air 
express. It has for the last three years won the Inter-American 
Safety Council’s annual award for operating without a pas- 
senger fatality. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has entered on an investi- 
gation of disputes between the Brotherhood of Railroad Train- 
men and the Order of Railway Conductors as to which repre- 
sents designated employes of the New York Central, and be- 
tween the American Train Dispatchers Association and the 
Order of Railroad Telegraphers as to which represents certain 
train dispatchers on the New York Central. Hearing will begin 
September 27 at the board’s offices in Washington. 





NORTH SHORE, C. A. & E. WAGE DISPUTES 


Members of the Brotherhood of Locomotive Firemen and 
Enginemen and the Brotherhood of Railway Trainmen em- 
ployed by the Chicago, North Shore and Milwaukee Railroad 
and the Chicago, Aurora and Elgin Railroad, have almost 
unanimously voted to strike, according to officials of the two 
unions at Chicago. Both railroads are operated by the same 
management. About 650 employes involved voted to strike 
following the companies’ refusal to grant a 9-cent an hour wage 
increase (see Traffic World, Aug. 19, p. 466). Company offi- 
cials said they believed the employes had voted to strike only 
to get the issue before a mediation or arbitration board. They 
said they did not believe a strike actually was involved. 


Rail Vaeation Arbitration 


A six-man arbitration board began a hearing at Chicago, 
August 21, in the vacation dispute that has been pending since 
last December between the railroads and the Brotherhood of 
Railroad Trainmen and Brotherhood of Locomotive Engineers. 
The dispute is closely related to the one between the railroads 
and the other three operating brotherhoods—the Brotherhood 
of Locomotive Firemen and Enginemen, Order of Railway Con- 
ductors, and Switchmen’s Union of North America. That dis- 
pute was settled by negotiation last May after an arbitration 
proceeding had begun (see Traffic World, May 20, p. 1404). 

The present dispute involves only one issue, that falling 
under section 2 of a 12-section vacation contract that both 
groups have generally agreed to sign. Section 2 concerns the 
question of how vacation allowances shall be calculated. The 
two brotherhoods contend that employes qualified under sec- 
tion 1 to receive a vacation with pay shall be paid not less 
than one fifty-second of the annual compensation earned in the 
Preceding year, providing that an employe shall receive not 
less than the equivalent of “seven basic days at the rate ap- 
Plicable to the service in which engaged at the time vacation 
Is scheduled,” or the amount that would have been earned 

ad the employe worked in the vacation period, whichever is 
greater. The railroads ask that the board find that qualified 
employes having regular assignments should be paid the com- 
pensation they would have earned in the seven-day vacation 
Period had they worked at their assignments, and that extra 
or stand-by employes, furloughed employes, and similar em- 
Ployes should be paid on the basis of their earnings in their 
ast semi-monthly payroll period “preceding the starting date 
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of vacation during which the period the employe involved 
worked on as many as ten calendar days, or earned pay equiv- 
alent to ten minimum basic days—such earnings to be divided 
by the calendar days in such payroll period and the result 
to be multiplied by seven.” 

At the time of the operating brotherhoods’ threat to strike 
over wages last December, the matter of vacations for the 
men arose at conferences with President Roosevelt. The B. L. 
E. and B. R. T. agreed to let the President arbitrate their 
dispute and in his award the President said the employes 
should receive certain wage increases and a week’s vacation 
with pay. Last May the President informed the railroads and 
the other three operating unions that he meant that “one 
week” should be interpreted to mean seven days, and that he 
intended, in his earlier statement that vacation pay should be 
at the basic hourly rate of employment, to say that the 
vacationing employe “should receive the compensation for that 
period of the job to which he is assigned.” 

Both sides agreed that the present arbitration board should 
settle the dispute by determining what the President meant in 
his December, 1943, and May 17 statements. They told the 
board that they had asked the President to clear up the matter 
and that he suggested it be decided by an arbitration board. 
They said they had agreed August 8 to submit the matter 
to such a board. 

The board consists of L. W. Horning, vice-president in 
charge of personnel, Pennsylvania Railroad, and J. Y. McLean, 
director of labor relations, Rock Island Lines, nominated by 
the railroad conference committees; Alvanley Johnston, presi- 
dent, B. L. E., and W. P. Kennedy, vice-president, B. R. T., 
for the employes; Frank M. Swacker, New York attorney, and 
Walter C. Clephane, Washington, D. C., attorney—veteran rail- 
road arbitrators—both of whom were appointed to the arbi- 
tration board by the National Mediation Board. 


Bruce Dwinell, general attorney for the Rock Island Lines, 
entered appearance as chief counsel for the railroads, and Ray 
T. Miller appeared as counsel for the two brotherhoods. They 
were chief counsel for the two groups in the arbitration pro- 
ceedings in May in the dispute involving the other three brother- 
hoods. 

Mr. Miller in his opening statement, and A. F. Whitney, 
president, B. R. T., in his testimony, took the position that the 
President’s statement of May 17 supported the brotherhoods’ 
original contention that the vacation pay should be the highest 
provided for in the three methods of computation proposed by 
their section 2 plan. They said the President originally stated 
that the men should be paid for seven days a week—or one 
fifty-second of a year, inferentially; that he originally said 
the men should get seven basic days’ wages, and that in his 
“clarification” of May 17 he had said the men should get at 
least what they would have earned if they had not taken a 
vacation. Mr. Miller said that, under the railroads’ proposal, 
employes not on regular assignment would usually get only 4 
and % days’ basic pay, rather than 7 days’ pay. He said that, 
since payroll periods usually were 15 days, the vacationers 
would get only seven times the average daily pay received in 
a 15-day period, less one-third because of the “ten calendar 
day” aspect of the railroads’ proposal. He said the men would 
therefore get only 10/15 of seven days’ pay, or 4 and % days’ 
pay. Mr. Whitney, chief witness for both brotherhoods, said 
that under the carriers’ proposal, a typical dining car employe 
presently earning $96 a week would get only $56 as vacation 
pay. He called the railroads’ proposal a “monstrosity.” 

Mr. Dwinell said the President had originally made a state- 
ment containing two findings—one respecting length of vacation 
and the other the method of computing the pay. The President 
each time had indicated that the vacation period should be 
seven days, but that finding had not meant that the pay should 
be for seven days, Mr. Dwinell said. He said the President 
clearly indicated May 17 that the only method for computing 
the pay of qualified men should be what they earned on regular 
assignments. He said the President had not indicated the vaca- 
tion pay should be for men not on regular assignments. 

It was expected that the hearing would continue until 
August 26 or 28. 





MOTOR RELEASED RATES 


A special joint subcommittee of the traffic and insurance 
committees of the American Trucking Associations, Inc., has 
announced that it favors a proposal for a general released rates 
order to protect motor carriers against loss arising from the 
transportation of extremely high-value commodities. In addi- 
tion to this, the subcommittee said it was considering the pos- 
sibility of providing excess insurance through negotiations with 
insurance companies. It asked the executive committee of the 
A. T. A. to authorize continuance of the group. The subcom- 
mittee directed a committee of three to discuss the problem 
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with Director Blanning, of the Commission’s Bureau of Motor 
Carriers. 

The A. T. A. said the special joint subcommittee had been 
created by President Rodgers of the A. T. A. after oral argu- 
ment in the Transamerican case, I. & S. M-2327, Rates on Ar- 
ticles of Exceptional Value (see Traffic World, May 13, p. 
1298), had caused some parts of the trucking industry to ex- 
press a desire for a more uniform approach to the subject of 
high values. 





0.D. T. Track Operation 


In less than two weeks of federal management by the 
Office of Defense Transportation of the properties of 103 motor 
carriers, members of the Midwest Operators Association oper- 
ating in eight states west of the Mississippi River and in 
northern Wisconsin, freight piles accumulated in the Au- 
gust 5-11 driver strike have been cut to nothing and regular 
operations of all truckers in the region have been resumed. 
The O. D. T. assumed control of the 103 lines August 12, pur- 
suant to an executive order issued by the President August 11. 
Ellis T. Longenecker, of the O. D. T., appointed federal man- 
ager of the lines, issued his operations order No. 1, August 12, 
directing the lines to resume operations under certain condi- 
—" £ possession set forth by him (see Traffic World, Aug. 19, 
p. _ 

Federal control followed a week-long “wild-cat” strike 
by about 20,000 drivers employed in the region by members 
of the Midwest Operators’ Association and other motor car- 
riers who had refused to abide by a decision of the National 
War Labor Board granting wage increases of 7 cents an hour 
or .3 of a cent a mile to the drivers, retroactive to November 16, 
1943. Under O. D. T. management, the 103 operators resumed 
operations, paying the drivers the 7-cent and .3-of-a-cent wage 
increases and, out of income in the next three months, will 
meet the costs of the retroactive feature of the labor board’s 
award, if possible. 

Mr. Longenecker said, late this week, that the 103 asso- 
ciation members had not yet accepted or rejected in writing 
the directions contained in his operations order No. 1. He has 
set August 27 as the final date for filing such statements, 
which may be used by the carriers in any later suits they may 
wish to bring against the government for alleged losses suf- 
fered in the period of federal management. He said he had 
“every reason” to believe the replies would be filed by Au- 
gust 27, however, and added that that matter was more or less 
a formality, the truckers already having agreed verbally to 
resume operations and normal operations having been resumed. 

Mr. Longenecker has set up a four-region control, as 
follows: 


Region 1: Kansas City, George West, manager; Region 2, Des 
Moines, Norman Nold, manager; Region 3, Omaha, O. L. Owsley, man- 
ager; Region 4, Minneapolis, M. G. Barnes, manager. 


Lloyd P. Davis, Washington, D. C., has been appointed 
operations manager over all four regions. 

Several hundred other trucking companies in the area— 
which includes Minnesota, the Dakotas, Iowa, Nebraska, Mis- 
souri, Kansas, and Oklahoma—that had followed the lead of 
the Midwest members in not paying the wage increases, met 
the drivers’ demands after the O. D. T. ordered Midwest mem- 
bers to resume operations and pay the increased wages. The 
independents signed contracts with the drivers’ local unions, 
which are affiliated with the International Brotherhood of 
Teamsters, etc., A. F. of L. Midwest members were not re- 
quired by the O. D. T. to sign the contracts and have not 
signed them. The O. D. T. has been directed to retain control 
as long as such control is necessary for the successful prose- 
cution of the war. So long as the Midwest members refuse 
to sign contracts with the drivers, the drivers intend to strike, 
unless the government continues possession. Thus the O. D. T. 
probably will retain control until contracts are signed or until 
the war ends. The independents, forced to resume operations 
in order to compete with Midwest members, had to sign the 
contracts. Twenty-eight of those companies, with offices at 
Minneapolis, and the Minneapolis local of the union agreed 
that the contracts would apply to dock workers and drivers 
in pick-up and delivery service only if the labor board later 
rules that its wage order applies to such employes. That issue 
has been submitted to the board for determination. 





MOTOR-CLAIM LIMITATION PERIOD 


Senator Cordon, of Oregon, has introduced S. 2096, to amend 
part II of the interstate commerce act so as to provide a 
limitation on the time within which actions may be brought 
by motor carriers for the recovery of their charges. The bill 
would insert after section 223 the following new section: 
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Sec. 223a. All actions at law by carriers subject to this part for 
recovery of their charges, or any part thereof, shall be begun within 
two years from the time the cause of action accrues and not after. The 
provisions of this section shall apply to cases in which the cause of 
action has heretofore accrued as well as cases in which the cause of 
action may hereafter accrue, except that actions in cases in which the 
cause of action has heretofore accrued shall not be deemed to be barred 
hereunder if they shall have begun prior to the enactment of this sec. 
tion or within six months thereafter. The cause of action in respect 
of a shipment of property shall for the purpose of this section be 
deemed to accrue upon delivery or tender of delivery thereof by the 
carrier and not after. 


Surplus War Property Storage 


A space control committee of the Surplus War Property 
Administration, organized originally to centralize acquisition 
of storage space for surplus war property, actually has been 
set up to serve all storage needs of the different government 
agencies requiring such space, according to an announcement 
by W. L. Clayton, surplus war property administrator. 

The space control committee, in Washington, functioned 
through regional subcommittees in the nine service commands 
of the War Department, Mr. Clayton said. Comprising the 
Washington committee, he said, were Colonel John J. O’Brien, 
of the War Department, chairman; Robert Widmann, pro- 
curement division, Treasury Department; C. D. Williams, Re- 
construction Finance Corporation; A. F. Coon, Maritime Com.- 
mission; Lieutenant Commander T. D. Gatchell, Navy Depart- 
ment; Frank J. Sette, War Production Board, and Paul V. 
Finegan, Federal Works Agency. 

“Colonel L. N. Nicolson, Office of Defense Transportation, 
has assisted the committee in a great many matters concerning 
transportation problems,” said Mr. Clayton. 

His statement included the following: 


It is the function of the Washington committee to devise general 
plans, procedures, and policies; to set the maximum fees to be charged 
for warehouse services; to approve standard forms of leases, contracts 
and report forms. The form of warehouse operating contracts is to 
be cost-plus-fixed-fee, the maximum fee having been fixed by the 
Washington committee after a survey of the warehouse industry. Con- 
tracts will be awarded on the basis of competitive bidding. 

The regional subcommittees have consultants who are independent 
experts in the field of warehousing. Government agencies report their 
surplus space regionally. Efforts are made to locate available storage 
space, or any space adaptable, not only in the hands of government 
agencies, but also in the commercial field . . . through local real estate 
men, chambers of commerce, railroads, civic organizations, ete. Avail- 
able space is submitted to the regional subcommittees who, through 
local inspectors of the owning and disposal agencies, inspect the space. 
If the space is appropriate for storage, it is listed by the regional sub- 
committee (at the office of the division engineer). A record is made 
of the characteristics of the space, whether outside or inside storage, 
transportation facilities, heated or unheated, sidings, floor loads, sprink- 
lers, cranes, etc. Space requirements for storage space are furnished 
by the Government agencies to the Washington committee, which 
screens and refers them to the appropriate regional subcommittee. ... 

Among the matters under consideration by the Washington com- 
mittee is that of central warehousing. This involves central storage 
in an area for particular types of property: for instance, steel products 
would be concentrated in one space, copper in another, typewriters in 
another, etc. ... 

Another matter that will be stressed is the advisability, in dis- 
posing of surplus property, of taking into consideration the costs of 
transportation and storage in deciding the adequacy of the price offered 
by a prospective purchaser. In other words, if a price offered for 
surplus property seems inadequate and out of line with normal expecta- 
tions, it is important to compute the cost of alternative storage. 


U. §.-Mexican Freight 


“In order to restore the balance of freight car interchange 
between American railroads and those of Mexico, Raul de 
Maria y Campos, of Mexico City, assistant traffic manager 
of the National Railways of Mexico, has been delegated as the 
Washington representative of the railroads of his country, 
John J. Pelley, president of the Association of American Rail- 
roads, said August 22. 

“Mr. Campos, who has already assumed his new post here, 
will cooperate with the Association of American Railroads In 
setting up the machinery to handle issuance of permits covel- 
ing shipments from the United States to Mexico. 

“The purpose of this action is to maintain a flow of 
traffic that will meet the economic needs of Mexico, and at 
the same time to keep the number of American-owned cals 
in that country to a minimum. j 

“At the present time, American cars are going into Mexico 
under the permit system, which is controlled by the car service 
division of the Association of American Railroads. Mr. Campos 
will keep the A. A. R. informed which permits should be issued, 
basing his decisions on his country’s requirements. ) 

“Under present arrangements, it is estimated that freight 
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shipments from the United States to Mexico will total about 
100 loads daily, or an average of 2,600 loads a month.” 

The car service division of the A. A. R. has issued an 
amendment of its Mexican carload freight embargo No. 400, 
effective August 25. H. J. Arnett, assistant to the chairman, 
car service division, who issues the permits under the embargo, 
said the principal change made by the amendment was to 
provide that no carload traffic could enter Mexico without a 
permit issued by him. He said the reason was that the National 
Railways of Mexico had requested that shipments be held down 
through all gateways to a specified number of cars. He also 
said that the National Railways of Mexico was reserving the 
right to designate the port of entry and that this would in- 
convenience some shippers the majority of whom wished to 
ship through the port of Laredo. 

“Application for permits will not be accepted by telephone,” 
said Mr. Arnett, asking that that be emphasized. 


A. T. A. Exeeutive Committee 


According to an announcement by the American Trucking 
Associations, Inc., the executive committee of the A. T. A. de- 
cided in a meeting in Washington to postpone the annual A. T. 
A. convention, which was to be held at Cincinnati, O., in Octo- 
ber. The committee, in postponing the convention, acted in com- 
pliance with requests of the Office of Defense Transportation 
to limit travel, the A. T. A. said. 

“In the event that defeat of Germany should end the gov- 
ernment’s position regarding travel,” it said, “a new conven- 
tion date will be set at the next executive committee meeting 
in October.” 

It was announced, also, that the executive committee had 
authorized the A. T. A. staff to prepare formal complaints 
against railroads and freight forwarders, alleging unlawfulness 
of minimum charges of those transport agencies. 

The A. T. A. said the executive committee adopted a report 
of a special committee on sizes and weights of motor vehicles, 
including standards recommended in the report, and that the 
executive committee also had voted to ask the national traffic 
committee of the A. T. A. to undertake a study of the statute 
of limitations with respect to overcharge claims and to report 
recommendations on that subject. 

Election of members of the national classification board of 
the A. T. A. was announced as follows: D. T. Waring, for east- 
ern territory, one year; C. R. Bellew, for western territory, two 
years, and W. M. Miller, for southern territory, three years. In 
the future, all members of the national classification board 
would be elected for three-year terms, it was stated. 


Assigning Motor Contracts 


Comptroller General Warren has made a ruling on a 
proposal submitted to him by the Secretary of War involving 
a hauling contract proposed to be entered into by the depart- 
ment with Associated Transport, Inc., and to be assigned to a 
financing institution pursuant to the assignment claims act 
of 1940. One of the principal findings of the Comptroller Gen- 
eral is that such a contract must provide for payments aggre- 
gating at least $1,000 in a given period. 

Mr. Warren said that the Secretary of War had stated 
that the War Department was vitally interested in the con- 
tinued avilability of services of motor carriers as essential 
to the war effort and quoted from a letter dated May 18, 1944, 
from “the Director of Defense Transportation in which there 
is stressed the importance of motor transportation to the suc- 
cessful prosecution of the war, the financial difficulties being 
experienced by motor carriers resulting particularly from in- 
creased operating costs, and the desirability of affording finan- 
cial assistance to such carriers.” 

It was true, said Mr. Warren, that the major purpose of 
the assignment of claims act of 1940 was to aid in financing 
the national defense program by providing authority whereby 
government contractors might assign moneys due or to become 
due under their contracts to financing institutions as security 
advances for funds. One of the requirements of the act, said 
he, was that the assignment be of amounts due or to become 
due “under a contract providing for payments aggregating 
$1,000 or more.” 


The proposal submitted by the War Department called for 
execution of a contract with Associated Transport, Inc., pro- 
viding for “hauling service for a period of one year from date 
hereof as may be ordered by the government, at established 
Interstate Commerce Commission rates, or at the special tariffs 
Shown on the schedule annexed hereto, whichever are lower, 


Said period at $........ , but not less than $1,000. The gov- 








or at such other rates as may be agreed upon, estimated for 
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ernment reserves the right to order more or less than said 
estimated amount.” : 

Such a contract, said Mr. Warren, would not be one “pro- 
viding for payments aggregating $1,000 or more.” 

The War Department also pointed out that in 21 Comp. 
Gen. 265 it was held that a bill of lading was a contract within 
the meaning of the statute, but that as to each bill for less 
than $1,000 payment should be made in the name of the con- 
tractor. However, it said, in that decision there was no master 
arrangement with the carrier pursuant to which the bills of 
lading were issued. 

“It would appear” continued the War Department, “that 
the mere fact that a bill of lading may constitute a separate 
contract should not impair the effect and consequences of a 
basic or master contract, validity assigned within the statute, 
of which contract the bill of lading is an incident.” 

Mr. Warren said the principle upon which the decision in 
21 Comp. Gen. 265 was based was not necessarily applicable 
where the transportation of the subject goods was accomplished 
pursuant to a previously executed contract. It would seem 
that under the form of agreement proposed, said he, separate 
bills of lading would constitute in most cases mere receipts 
for the goods to be hauled, but where new rates covering an 
individual hauling service were agreed upon and stated in the 
bill of lading, the bill would, in such cases, appear to constitute 
a modification of the master contract in that respect. In any 
event, he said, payments for individual services would be for 
consideration as being made under the previously executed 
master contract rather than the particular bill of lading cover- 
ing the service. 

“Accordingly,” said Mr. Warren, ‘should it be adminis- 
tratively determined necessary and expedient in the prosecu- 
tion of the war to execute an agreement obligating the gov- 
ernment to order hauling service from a particular firm or 
individual for which payments would aggregate at least $1,000 
during a given period, this office would not be required to 
object to assignments of amounts due or to become due under 
such an agreement provided such assignments are made in 
strict compliance with the terms and conditions of the assign- 
ment of claims act and each bill of lading and voucher indi- 
cates that payments thereon are to be made to the designated 
assignee with appropriate reference being made to the master 
contract.” 

The Comptroller General’s decision (B-42669) was sum- 
marized as follows: 


Where the quantity of hauling service to be ordered by the govern- 
ment under a proposed contract with a carrier would be stated only as 
an estimate, which estimate would be not less than $1,000, but with the 
right reserved to the government to order ‘‘more or less’’ than said 
estimated amount, the contract would not be one ‘‘providing for pay- 
ments aggregating $1,000 or more’’ within the meaning of the assign- 
ment of claims act of 1940 so that the payments under the contract 
could be assigned. 

While in some instances bills of lading may constitute not only a 
receipt for the goods involved but, also, a contract for their transporta- 
tion, where transportation of goods is accomplished pursuant to a pre- 
viously executed contract, the bills of lading are merely a receipt for 
the goods to be transported and payments for individual services would 
be for consideration as being made under the previously executed master 
contract rather than under the particular bill of lading covering the 
service. 

Where an indefinite-quantity master contract with a particular car- 
rier for hauling services to be entered into by the War Department 
under its war powers authority as facilitating the prosecution of the 
war, would obligate the government to order services for which pay- 
ments would aggregate at least $1,000 during a given period, although 
each individual service would be covered by a separate bill of lading 
which might involve a payment of less than $1,000, payments under the 
contract are assignable pursuant to the assignment of claims act of 1940 
as ‘‘aggregating $1,000 or more’’ within the meaning of the act. 21 
Comp. Gen. 265, amplified. 

Where payments for hauling services under a master contract with 
a particular carrier are assigned pursuant to the assignment of claims 
act of 1940, the bill of lading and voucher covering each individual haul- 
ing service should indicate that payments thereon are to be made to the 
designated assignee, with appropriate reference being made to the 
master contract. 





Postwar Highway Plans 


The Senate committee on post office and post roads has 
reported S. 2105, authorizing appropriations for postwar con- 
struction of highways and bridges and for elimination of haz- 
ards at railroad grade crossings in the aggregate amount of 
$650,000,000 a year for the first three years after the war. The 
committee report was issued concurrently with the introduction 
of the bill by Senator Hayden, of Arizona. 

The bill is patterned generally along the lines of H. R. 
4915, the postwar highway construction bill reported by the 
House roads committee (see Traffic World, June 10, p. 1578), 
but authorizes a larger expenditure than that set forth in H. R. 
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4915 and uses different formulas for apportionment of funds to 
states for urban highways and for matching of state and fed- 
eral funds. 

H. R. 4915 authorizes an expenditure of $500,000,000 a year 
for the three-year period for various types of federal-aid high- 
way projects, in addition to $46,750,000 a year for roads in or 
to national parks, forests and monuments. S. 2105 would pro- 
vide, in addition to $650,000,000 a year for the general highway 
program, $9,250,000 a year for construction, improvement and 
maintenance of roads in or to national parks, forests and monu- 
ments. Of the $650,000,000 a year provided in S. 2105, $250,- 
000,000 would be for projects on the federal-aid highway sys- 
tem, $200,000,000 would be for projects on secondary and 
feeder roads either outside or inside municipalities of less than 
5,000 population, and $200,000,000 would be for projects on the 
federal-aid highway system in urban areas. 


Apportionment Formula 


The apportionment of funds among the states, under S. 
2105, would be on the basis of one-third population, one-third 
area and one-third post road mileage, while apportionment of 
the money for urban highways would be in the ratio borne by 
the population of municipalities of 5,000 or more (as against 
10,000 or more in H. R. 4915) to the total urban population of 
the United States. 

While H. R. 4915 provides for matching of 60 per cent 
federal funds with 40 per cent state funds in the first year 
after the war and for a “50-50” matching basis in the next two 
years, S. 2105 calls for use of the 60-40 matching basis for each 
of the three postwar years. 

S. 2105, like H. R. 4915, contains a provision that “the 
entire construction cost of projects for the elimination of haz- 
ards of railway-highway crossings may be paid from federal 
funds, except that not more than 50 per centum of the right- 
of-way and property damage costs paid from public funds on 
any such project may be paid from federal funds.” 

One section of S. 2105 authorizes the Commissioner of 
Public Roads to cooperate with the state highway departments 
or any federal agency in the location, development, construction 
and maintenance of flight strips adjacent to public highways 
“in order to insure greater safety for traffic on the public high- 
ways by providing additional facilities to be available for the 
oe and take-off of aircraft.” That section includes the fol- 
owing: 


When requested by the state highway department, funds author- 
ized by this act are hereby made available, in addition to any funds 
that may be available under any other appropriation, for carrying out 
the provisions of this section and for paying all or any part of the 
necessary costs incurred therefor, including the cost of acquiring the 
land necessary for such facilities. Federal highway funds shall not 
be used for the reconstruction or relocation of any highway giving 
access to a flight strip or airport, or for the reconstruction or reloca- 
tion of any highway which has been or may be closed or the useful- 
ness of which has been or may be impaired by the location or con- 
struction of any flight strip or airport, unless the officials in charge 
have first concurred with the state highway department and the Public 
Roads Administration in the location of such flight strip or airport. 


The committee said in its report that in 1945 the legis- 
latures of 45 states would meet in biennial session, and that 
“only if national policy is clearly established in this field, and 
if the extent of federal aid is indicated, can the states make 
full progress in meeting the complex legal, financial and engi- 
neering problems which must be solved in advance if the post- 
war program is to be soundly planned.” It said S. 2105 was 
designed for the purposes, among others, of encouraging the 
continuance of competitive bidding on construction and major 
reconstruction projects under the private contract system, and 
of establishing a definite classification of road systems so that 
improvements would be made on a selective basis to meet trans- 
portation needs. It said the annual federal expenditures pro- 
posed would be “approximately equal to the taxes collected by 
the federal government from gasoline and motor vehicles, so 
that the practical effect will be that those who use the roads 
will pay for constructing and improving them.” 





N. Y. Port Union Truck Terminal 


The Port of New York Authority has announced that it 
has begun plans to acquire property in the Greenwich Village 
section in New York on which it will build its Manhattan Union 
Truck Terminal at an estimated cost of $2,500,000. The ter- 
minal which will be 1,000 feet long by 175 feet wide, will 
provide expedited handling of less-truckload shipments, reduce 
street traffic congestion, and reduce local trucking charges and 
terminal costs for over-the-road common motor carriers, Frank 
C. Ferguson, chairman of the authority, said. He said other 
such terminals would be built later in New Jersey and New 
York by the authority. 
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The proposed terminal will be located between Washing. 
ton and Greenwich streets and Spring and Houston streets, 
It will be ready for operation a year after construction starts, 
The two-story structure will include street bays for 136 trucks, 
a first-floor loading platform 800 feet long and 80 feet wide, 
an overhead conveyor system on the first floor, a service 
station, rest room for drivers, a repair shop, and a roof park- 
ing lot. It will be capable of handling 1,600 tons of merchan- 
dise freight in a work-day of two eight-hour shifts, or more 
than 2,000 tons in a 24-hour work-day. 

The truckers will obtain a 25 per cent increase in inter. 
change efficiency by using the terminal, and annual savings 
through use of the terminal will be about 1,830,000 truck miles 
or 15,600,000 truck tire miles, Mr. Ferguson estimated. He 
said the efficiency of “road-haul units will be increased 20 
per cent by prompt turn-around.” 

The authority in 1932 opened its first union freight station, 
the Union Motor Truck Terminal, between Eighth and Ninth 
avenues and Fifteenth and Sixteenth streets, New York, at 
which more than 140,000 tons of merchandise freight were 
handled in 1943 at an estimated savings to shippers of about 
$1 a ton, Mr. Ferguson said. 


LOSS OF GOVERNMENT BILLS OF LADING 


The Southwestern Motor Carriers Claim Association, Dal- 
las, Tex., has announced that it has reached an agreement with 
the U. S. Army Transportation Corps ironing out difficulties 
caused by the loss by motor carriers of government bills of 
lading. Under the agreement, when such a bill of lading is 
lost or misplaced, the motor carrier will, after 60 days, report 
the loss or misplacement, and the corps will assist the carriers 
by seeking to find the original bill or will “have a certificate 
issued in lieu of the original’’ enabling the carrier to obtain the 
revenue due it for service performed. Each case will be han- 
dled individually. 


TRUCK AND TRAILER PRODUCTION 

The War Production Board’s automotive division has an- 
nounced authorizations of the number of commercial motor 
trucks, truck tractors, and trailers of various types that may 
be built by designated manufacturers of such vehicles in spe- 
cified periods of 1945. The allocations of trucks to be built by 
the manufacturers named by the W. P. B., in the first quarter 
of 1945, comprise 39,512 medium trucks, 15,677 heavy trucks, 
and 373 “off-highway” trucks. The allocations of trailers include 
249 low bed heavy haulers, 617 petroleum tank trailers, and 130 
milk tank trailers. 


TRUCK-TRAILER PRODUCTION 


The War Production Board has announced that production 
of 25,055 general freight truck-trailers was authorized for the 
period January 1 to August 18,-1944, in a statement showing, 
by companies, the number of general freight, pole, petroleum 
tank, medium or heavy-duty logging, low-bed heavy hauler, 
milk tank and miscellaneous trailers allocated. Companies allo- 
cated 1,000 or more general freight trailers in the period speci- 
fied were: Fruehauf Trailer Co., Detroit, Mich., 11,600; High- 
way Trailer Co., Edgerton, Wis., 1,209; Hobbs Manufacturing 
Co., Fort Worth, Tex., 1,055, and Trailer Co. of America, 3,114. 


TRUCK PRODUCTION 

In the first six months of this year, production of civilian 
and military motor trucks in the United States totaled 344,434 
units, as against a total of 320,298 units produced in the first 
half of 1943, the Census Bureau of the Commerce Department 
reported. It said that the 1944 figure consisted of acceptances 
for military use and final inspections of civilian trucks at manu- 
facturing plants, while the 1943 figure covered only actual 
production. The totals, the bureau said, included jeeps, mili- 
tary ambulances and four-wheel drive carriers, but excluded 
half tracks, full tracks and armored cars. 


R. F. C. MOTOR EQUIPMENT CONTRACT 

Secretary of Commerce Jones has announced that the 
Defense Plant Corporation, subsidiary of the Reconstruction 
Finance Corporation, has executed a contract with Malone 
Freight Lines, Inc., Birmingham, Ala., to provide transport 
equipment for operation in the southeastern states, at a cost of 
approximately $155,000. Malone Freight Lines. will operate 
these facilities and the title will remain in the Defense Plant 
Corporation, according to the announcement. 


GENERAL TIRE FACTORY IN CHILE 
The General Tire and Rubber Company, Akron, O., has 
announced formation of a subsidiary, Industria Nacional de 
Neumaticos, S. A., which will begin operations at Santiago, 
Chile, September 7. The company will operate a factory large 
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enough to manufacture enough tires to supply all vehicle needs 
in Chile in normal times, though production this year will be 
limited to essential truck tires needed by Chilean transport 
agencies. Fred Comey has been appointed factory manager. 
General Tire operates a similar factory in Caracas, Venezuela, 
and another in Mexico. 


NEW GENERAL TIRE RUBBER PROCESS 


The General Tire and Rubber Company, Akron, O., has 
announced the development of a new process for milling syn- 
thetic rubber that cuts milling time by one-third. It says the 
process is in use “in commercial production at Baytown, Tex., 
where General operates a government-owned synthetic plant.” 
The development permits the mixing of rubber in liquid form 
with carbon black, which provides the wearing surface of tires. 
In other processes, carbon black is added in grinding mills. 
The company points out that the process will hasten tire manu- 
facturing and will release many employes for other war duties. 


FRUEHAUF ON TRADE BARRIERS 


The Fruehauf Trailer Company, Detroit, in a statement 
attacking transportation barriers, points out that the nation’s 
airlines may find themselves shackled by state regulations in 
the post-war period in the same way that motor carriers have 
been shackled by the variation in state regulations as to sizes 
and weights of vehicles. The statement refers to a recent com- 
ment by Representative Priest of Tennessee on state regula- 
tory laws in which Mr. Priest said that “apparently there is a 
movement under way to hamstring aviation by having the 
states pass conflicting and confusing regulations against air- 
planes just as was done against trucks.” 


GENERAL MOTORS MILITARY VEHICLES 


The truck and coach division of the General Motors Cor- 
poration has announced that it-has manufactured nearly 400,000 
trucks and amphibious ‘‘ducks” for the armed forces of the 
United States and its allies. It says that its trucks have been 
an important factor in the success of the invasion of France, 
where some of the trucks pull heavy guns, carry communication 
installation equipment, medical supplies, and perform special 
duty for engineering units, as well as provide the backbone 
for the transport job. It says that in eastern Europe, the Rus- 
sians have reported extensive use of the amphibious vehicles 
and the trucks in the attack against Germany. 


MERCHANT SHIPS AND INVASION 


Among the 641 vessels that, according to a Navy Depart- 
ment announcement, flew the American flag in carrying the 
invasion forces and their supplies to the southern beaches of 
Europe were “hundreds of American freighters, of which 95 
per cent were Liberty ships,” the War Shipping Administration 
said, August 21. These ships, it said, carried men, combat 
equipment and supplies, and would continue to reinforce the 
beachhead as it was enlarged. 

In the early days of the Normandy invasion, the W. S. A. 
reported, more than 150 American merchant vessels, averaging 
about 10,000 deadweight tons each and comprising largely Lib- 
erty ships, carried men and materiel to the beachhead. With 
these, it added, were nearly 120 British merchant ships of 
similar capacity and a large number of smaller British craft. 
It added that “American and British seagoing tugs played an 
important part in the invasion effort,” and that, despite heavy 
enemy fire, the volunteer civilian crews of the American mer- 
chant marine “took their ships in.” 

“Many of these same ships,” said the W. S. A., “have con- 
tinued to operate shuttle service across the channel and the 
supplies and the men they carry have been largely responsible 
for the sustained speed of the present drive toward Paris. Large 
numbers of ships have left Atlantic coast ports to unload their 
cargoes. on the shores of France. Three-fourths of a recent 
large convoy was flying the American flag, in contrast to the 
last war when the greater part of American men and supplies 
was carried on foreign flag ships.” 


Passenger Liner Losses 


A recapitulation by the American Merchant Marine Insti- 
tute of American ship losses shows that only 22 out of Amer- 
ica’s fleet of 125 pre-war ocean-going passenger liners have 
been reported lost since the beginning of the war. 

“The trans-Atlantic liner Manhattan burned at sea and 
was declared a total loss but has since been rebuilt and is again 
in active service,” said the institute, adding: 


All of America’s famous liners are now serving as troop transports 
or hospital ships, having been requisitioned from their owners by 
either the navy or the army. Many were made available for military 
service months before Pearl Harbor. 


The existence of this fleet of 
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liners and their record for safe voyages has enabled 3,000,000 American 
soldiers to be transported overseas on American ships. 

With regard to its largest liners, the United States has been par- 
ticularly fortunate, in so far as announced losses are concerned. Of the 
eleven American-flag vessels having a gross tonnage of 17,000 or over, 
only two have been casualties. They are the Manhattan and the Presi- 
dent Coolidge, which was sunk by a mine in the South Pacific. 

In the class of vessels between 10,0Q0 and 17,000 gross tons, Amer- 
ica possessed 22 and has lost four, namely, the President Harrison, 
seized in Chinese waters by the Japanese and later sunk by an American 
submarine; the President Grant, lost recently on a reef in the Pacific; 
the President Pierce and President Cleveland, both sunk in 1942 during 
the American invasion of North Africa. 

_ Of-the vessels below 10,000 tons, American steamship companies 
have lost 17 former passenger liners. Those whose names have been 
announced include the Santa Clara, sunk recently in the Normandy 
invasion; the Santa Barbara, sunk off Rendova in the Solomon Islands; 
the Santa Lucia, Exeter, and Excalibur; lost in the North African 
invasion; the Rio Hudson, renamed the Avenger and converted into a 
British escort carrier, lost off North Africa; the Santa Elena, sunk 


recently in the Mediterranean; and the City of New York, torpedoed 
in 1942 off the Atlantic coast. 


As there has been no construction of passenger liners during the 
war, replacement of liners lost in enemy action or taken over perma- 
nently by the armed services must be made when the war ends, In many 
cases it may be more economical to build new ships rather than attempt 
to reconvert the liners now serving as armed auxiliaries. But, in any 
case, American steamship companies will offer passenger service with 


modern, up-to-date vessels as soon as it is possible to obtain them 
after the war. 


Government Ship Sale Bill 


Chairman Bland, of the House merchant marine committee, 
has introduced H. R. 5213, a revision of H. R. 4486, a bill he 
introduced earlier, to provide for the sale of certain government- 
owned vessels (see Traffic World, April 1, p. 947). The new bill, 
he said, included clarifying and improving amendments recom- 
mended by the Maritime Commission. He issued a statement 
about provisions of H. R. 5213, including the information that 
the revised bill would set up a three-category method of fixing 
base prewar costs of government-owned tonnage for the purpose 
of determining the proper sales price thereof, as follows: 


1. For standard type (C-type) vessels, such costs to be determined 
by the Maritime Commission on.the basis of average construction cost 
in the years 1937 to 1941. Actual prewar cost data is available for these 
types. 

2. For other types (except the Liberty type, for which no prewar 
construction cost data is available), the base cost to be determined as 
if the vessels in question had been constructed in the years 1937-1941. 
Actual prewar cost data is not available for these types and determina- 
tions of prewar costs would involve calculations based upon material 
and labor costs in such period. 


3. For the Liberty type vessels the cost would be specifically fixed 
at so much per ton. 


“The purchaser of a Liberty ship for use in the domestic 
trades,” said Chairman Bland, “has a choice of buying at the 
foreign cost (fixed in the revised measure) in which case he 
pays partly in cash and partly in first mortgage notes, or buying 
at a total figure of once and a half the foreign cost with a fixed 
obligation of 75 per cent of the foreign cost, the other 75 per 
cent being payable on the earnings debenture plan. 

“Thus, if the Liberty ship is priced at $1,000,000 to all 
comers, a domestic operator could buy at that amount, 25 per 
cent down, and 75 per cent spread over twenty years, or he can 
buy it for $750,000 in down payment and first mortgage notes 
with another $750,000 payable contingent upon earnings. Note 
that the preceding discussion relates only to Liebrty ships for 
sale for use only in the domestic trades, the field of operation 
which apparently gave rise to the most concern during hearings 
on the measure.” 


PRACTICE BEFORE M. C. 


The Maritime Commission has ruled that in the case of 
any member of the military or naval forces or merchant marine 
or maritime service of the United States, who was admitted 
to practice before the commission prior to his entry into such 
service, the right to practice shall be continued until the ex- 
piration of 90 days from the date of such person’s severance 
from such service or until the termination date prescribed by 
section 203.2 of the practice rules, as amended, whichever is 
the later. 


RIVERS AND HARBORS BILL 


Senator Overton, of Louisiana, member of the Senate com- 
merce committee, speaking in the Senate, August 22, attempted 
to have a definite date set for consideration of H. R. 3961, the 
omnibus rivers and harbors bill (see Traffic World, June 3, 
p. 1517), but was advised by Senator Hill, of Alabama, to await 
the return to the Senate of Senator Barkley, of Kentucky, 
majority leader, who, according to Senator Hill, had stated 
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that “very likely” that bill and the flood control bill (H. R. 
4485) would have to go over until after November 7. 

Senator Hill said he believed it was the thought of Senator 
Barkley that, after disposition of pending bills for postwar 
employment insurance and disposal of surplus war property, 
the Senate would be in recess until after November 7. Senator 
Hill said that after Senator Barkley’s return he would be glad 
to join with Senator Overton in an effort to make certain that 
both the rivers and harbors bill and the flood control bill were 
enacted in the current session of Congress. 


SALE OF SURPLUS SHIPS BY M. C. 


Senator Johnson, of Colorado, has reported, on behalf of 
the Senate’s small business committee, S. 2065, a surplus prop- 
erty disposal bill, differing in several respects from H. R. 5125, 
the Colmer bill dealing with the same subject matter in the 
House, but including, like the Colmer bill, a provision leaving 
to the Maritime Commission the handling of sales or other dis- 
position of surplus merchant ships. 

In discussion in the Senate of the provision of S. 2065 with 
respect to merchant ships, Senator Radcliffe, of Maryland, 
stated that there already had been disposal of some of the ships 
under the Maritime Commission’s jurisdiction. 


“Whenever it has been found that certain kinds of ships in 
ownership or control of the Maritime Commission are no longer 
needed and can be returned to the former owners or otherwise 
disposed of,” said Senator Radcliffe, ‘‘that is done, but always 
as the result of special legislation which has been framed for 
that purpose. .. . Certainly before there will be any large scale 
disposition of the ships under the jurisdiction of the Maritime 
Commission, there will be additional legislation passed for that 
purpose. . . . I believe there will be a lively . . . demand for 
Smins......° 





CONTROL OF EXPORTS AND IMPORTS 


The War Production Board has removed governmental con- 
trol from 51 imported commodities, effective August 19. 

At the same time, it restored federal control over the 
importation of dressed tula istle and articles manufactured 
from that commodity. They had been removed May 27 from 
the controlled list of General Imports Order M-63. The com- 
plete list follows: 


Removed from List II—Antimony; coir fiber; lead, mangrove bark 
and extract (including Philippine cutch); tin alloys and alloy scrap; 
tin bars, blocks, pigs, grain or granulated, and tin metallic scrap; wattle 
bark and extract. 

Added to List II—Tula istle fiber manufactured in whole or in part 
(dressed); tula istle fiber manufactures (including all products in whole 
or in part of istle). 

Removed from List III—Baskets and bags of bamboo, straw, willow, 
splint, and other woods or compositions of wood, papier mache, and 
palm leaf; barley malt; fava beans, camel hair; camel hair tops; caroa 
fiber; caroa manufactures; caroa yarn; cashmere goat hair. Angora 
rabbit hair and hair of other like animals; celery seeds; cotton waste 
(card strips not colored; comber waste; colored card strips and vacuum 
strips; lap waste, sliver waste, and roving waste; card strips, comber, 
lap, sliver, and roving waste manufactured or advanced in value; other 
cotton waste manufactured or advanced in value); Crin vegetal; floor 
coverings (carpets and carpeting, mats, rugs, art squares, etc., of wool), 
pile mats and floor coverings of rattan; floor coverings of grass or rice 














Revenue Freight Loading 


Revenue freight loading the week ended August 19 totaled 
887,446 cars, according to the Association of American Rail- 
roads. This was 8,726 cars or one per cent below the preceding 
week, 3,894 cars or four-tenths of one per cent below the cor- 
responding week of 1943, and 18,012 cars or 2.1 per cent above 
the corresponding week of 1942. 
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straw, notin chief value of cotton; textile floor coverings, other thin 
wool, cotton, silk, rayon, ete. (except coir fiber); fluorspar. 

Also removed from List III—Garlic; glue, except glue size and fi-h 
give (value under 40c lb.); goat and kid hair, except Angora (mohai-~) 
and cashmere; hibiscus cannabinus or ferox; ilmenite (including ilmen- 
ite sand) kola nuts; lupines; mohair; (Angora goat hair); mohair tops; 


mohair yarns; peanut butter; sansevieria fiber; sansevieria manuf: c- 
tures (including all products in whole or in part of sansevieria) ; tobacco, 
unmanufactured; wool mungo; wool shoddy and wool extract; wool 
press cloth waste; wool yarns and yarns of other hair and yarns wholly 
or in chief value of Angora rabbit hair. 


The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 185, announcing, among other things, 
that, effective September 1, control of shipping to Costa Rica, 
Cuba, Dominican Republic, El Salvador, Guatemala, Haiti, 
Honduras, Mexico, Nicaragua and Panama by means of staie- 
ments of cargo availability will be discontinued, except for 
newsprint. After September 1 freight space bookings for these 
destinations may be made by exporters directly with steamship 
companies. 


Effective September 1, the bulletin continues, statements 
of cargo availability for exports to all other Latin American 
republics except Argentina will be required only for shipments 
weighing 10,000 pounds or over, with the exception of news- 
print, which will require statements of cargo availability for 
quantities weighing 2,240 pounds or more, as at present. In 
the case of Argentina, the present requirement of statements 
of cargo availability for shipments weighing 2,240 pounds or 
*more will remain in effect. 


M. C. PURCHASES OF SHIPS 


A subcommittee of the House merchant marine committee 
engaged in investigation of the purchase by the Maritime Com- 
mission, in June, 1941, of ten ships from the Souther Pacific 
Co. (Morgan Line) at a total price of $8,313,981, a price that 
the Comptroller General had described as “considerably in 
excess of the market value of the vessels,’ held a hearing 
August 24 in which W. J. Bolte, assistant general counsel for 
the committee, placed in the hearing record a number of letters 
and memoranda taken from the files of the Southern Pacific Co., 
relating to efforts of the company to dispose of the ships in 
the period between September and October, 1939, and June, 
1941. No other witnesses were heard by the subcommittee, and 
it was stated that no further hearings in the investigation 
would be held. 





W. S. A. RATE ORDERS 


The War Shipping Administration has issued rate advice 
No. 96, rate and surcharge, tankers, petroleum and petroleum 
products in bulk, from Trinidad to British Guiana; No. 97, same 
from Netherlands West Indies to the Panama Canal Zone, and 
No. 98, same from east coast of Colombia and Ecuador to 
Canadian Pacific Coast ports. 





Revenue Ton-Miles 


The volume of freight traffic handled by Class I railroads 
in July, 1944, measured in revenue ton-miles, amounted to ap- 
proximately 63,750,000,000 ton-miles, according to preliminary 
estimates based on reports received from the railroads by the 
Association of American Railroads. In July, 1943, it was 63,- 
742,367,000. 

“Class I railroads in the first seven months of 1944 per- 
formed 4% per cent more revenue ton-miles of service than in 
the same period of 1943,” said the A. A. R. “The 1944 total was 
one and one-quarter times that of 1942 and two and one-half 
times the ton-miles volume of the first seven months in 1939. 





Revenue Freight Car Loading—Week Ended Saturday, Aug. 19 


Grain and Live 
grain-prod. stock Coal 
{ 1944 49,913 16,436 174,025 
SEL MEE BOGGS. k5.c.60:0.6000086.000% { 1943 56,116 16,314 176,490 
| 1942 49,672 14,731 160,710 
Preceding week August 12........ 1944 51,184 15,966 180,274 
Per cent increase over............ 1943 at 
Per cent decrease under.......... 1943 11.1 1.4 
Per cent increase over............ 1942 S 11.6 8.3 
Per cent decrease under.......... 1942 
{1944 1,640,674 503,439 5,927,923 
Cumulative 34 weeks to Aug. 19. { 1943 1,677,083 457,565 5,486,108 
1942 1,349,736 398,856 5,433,815 
Per cent increase over............ 1943 10.0 a1 
Per cent decrease under.......... 1943 2.2 
Per cent increase over............ 1942 21.6 26.2 9.1 
Per cent decrease under.......... 1942 


Per cent to 15 year average, 115.6. 


Forest Mdse. 
Coke Products Ore L.C.L. Miscellaneous Total 
14,214 50,208 79,695 106,378 396,577 887,446 
14,521 48,174 88,784 _ 101,114 389,827 891,340 
14,004 52,030 86,027 89,547 402,713 869,434 
14,184 50,097 80,437 106,440 397,590 896,172 
4.2 5.2 Lt 
2.1 10.2 4 
1.5 18.8 2.1 
3.5 7.4 15 
504,514 1,510,241 1,694,123 3,508,914 12,796,954 28,086,782 
486,146 1,430,006 1,687,775 3,235,854 12,597,978 27,058,515 
475,703 1,641,353 1,921,355 3,991,115 12,625,103 27,837,036 
3.8 5.6 4 8.4 1.6 3.8 
6.1 1.4 9 
8.0 11.8 12.1 
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Power and 
Performance to 


“KEEP ‘EM ROLLING’ 





The Chicago Great Western Railway is adequately 
equipped to perform its full share in carrying out the 
Nation's war program. 


Tracks, motive power and all equipment are in first class 
condition. Operations are well organized and function- 
ing efficiently and smoothly. 


By virtue of its strategic location and its modern facili- 
ties, the Chicago Great Western Railway is prepared to 
meet demands for added transportation for the Nation’s 
war program and for the ordinary needs of America. 


At your service. 


B. R. HARRIS, General Traffic Manager 
309 West Jackson Blvd., Chicago, Ill. 


Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
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“The following table summarizes revenue ton-mile statistics 
for the first seven months of 1944 and 1943: 
Per cent 
1943 Increase 
291,970,400,000 5.2 
57,968,242,000 7.0 
63,742,367,000 0.0 
413,681,009,000 4.6 


1944 
First 5 months 


7 months’ total 
a—Revised estimate. 
b—Preliminary estimate. 


FREIGHT CAR REPORT 


U. S. Railroads reported a daily average surplus of 10,431 
freight cars, and a daily average shortage of 3,284 freight cars, 
for the week ended August 19, according to the car service divi- 
sion of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 2,082; 
auto box, 72; flat, 108; gondola, 1,601; hopper, 672, and mis- 
cellaneous, 5,895. 

The shortage was made up as follows: Plain box, 2,840; 
auto box, 128; flat, 183; gondola, 16; and hopper, 117. 


LEASED CAR STATISTICS 


Compiled from the reports of 267 companies, the Com- 
mission’s Bureau of Transport Economics and Statistics has 
issued a summary of quarterly reports of persons furnishing 
cars to or on behalf of carriers by railroad or express com- 
panies, statement Q-900, covering the first quarter of 1944. 

The compilation showed a total of 268,480 cars owned at 
the close of the period, consisting of the following: Refrigerator, 
118,083; petroleum tank cars, 125,527; other tank cars, 10,867; 
stock cars 4,747; gondola and hopper cars, 6,533; and other 
cars, 2,723. 

Of the cars owned by the reporting companies, a total of 
15,114 were leased to railroad and express companies, and 
72,685 were leased to ‘all others,’ making a total of 87,799. 
Cars leased by the reporting companies from railroad and ex- 
press companies and others at the end of the first quarter of 
1944 totaled 18,261, of which 3,436 were refrigerator cars; 9,217 
were petroleum tank cars; 5,329 were other tank cars; 125 
were stock cars; 125 were gondola and hopper cars; and 27 
were other cars. 

Revenue received from hire of cars, based on mileage, per 
diem basis, or other car service basis, was as follows. Refrig- 
erator, $19,746,728; petroleum tank cars $18,068,836; other tank 
cars, $816,969; stock cars, $366,578; gondola and hopper cars, 
$412,369; other cars, $199,347; total $39,610,827. 


MOTOR CARRIER STATISTICS 


The Commission has made public its statement No. 4424, 
statistics of Class I motor carriers for the year ended Decem- 
ber 31, 1942, compiled from annual reports of motor carriers 
of property and motor carriers of passengers filed with the 
Commission. The 114-page compilation is for sale by the Super- 
intendent of Documents, Washington 25, D. C., at 60 cents. 


TAXES AND TRANSPORTATION 


Taxes on amounts paid for transportation of property 
yielded $20,085,236.63 and on amounts paid for transportation 
of persons, $21,448,534.26, in July, according to the Bureau of 
Internal Revenue. In July last year the collections were $19,- 
627,583.27 (property) and $13,615,503.99 (persons). 

The tax on transportation of oil by pipeline yielded $1,120,- 
078.60 in July as against $1,202,501.55 in July, 1943. 

The federal tax on gasoline yielded $22,213,652.76 in July 
as against $26,365,208.34 in July 1943. 

The annual $5 motor vehicle use tax brought in $98,848,- 
440.44 in July as against $104,291,673.28 in July, 1943. 

Employment taxes paid by carriers in July totaled $2,687,- 
691.20 as against $1,446,775.20 in July last year. 


BENTON RESIGNS FROM N. A. R. U. C. 


John E. Benton, general solicitor of the National Associa- 
tion of Railroad and Utilities Commissioners, has submitted his 
resignation after twenty-five years of service. He became gén- 
eral solicitor on December 1, 1919. He is 69 years old and is a 
native of Vermont. He was city solicitor of Keene, N. H., in 
1909 and mayor in 1910. He was author of the public service 
commission act of New Hampshire and became a member of 
the New Hampshire commission in 1911 and served until 1915. 
In February, 1918, he was appointed general solicitor of the 
Bureau of Valuation of the Interstate Commerce Commission. 

Mr. Benton submitted his resignation to become effective 
December 31. The association’s executive committee will con- 
sider the resignation September 14. 
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Personal Notes 


J. S. Powell has been appointed acting chairman of the 
advisory board and acting president, Inland Waterways Corpo- 
ration, at New Orleans, succeeding Chester C. Thompson, who 
resigned. 

Edwin H. Duff, who for many years represented shipping 
interests in Washington, D. C., died there August 21. 

Thomas A. Gregg, 72, who retired in 1941 after serving 
for 20 years as assistant to operating vice-president, Santa Fe 
Railway, died at Elmhurst, Ill., August 23. At one time he was 
vice-president of the Order of Railway Conductors. Leon H 
Hanten has been appointed traffic representative, Washington, AW 
D. C., and George J. Turgeon, traveling freight agent, for the BN 
Santa Fe at Chicago. 

Joseph H. Butler, traffic executive for the Railway Express Bite 
Agency, New York, will retire August 31 after 54 years of fi 
service with the agency and predecessor companies. 

J. R. Grimes has been appointed general agent, fuel de. 
partment, Chicago, Burlington and Quincy Railroad, at Chi- 
cago. B. C. Milliken has been appointed commercial agent at 
Oklahoma City, Okla. 


John W. Montigney has been appointed assistant to the YY 
president of the Premier Carloading Corporation, at Cleve-MZZ 


land. 

John Crossan. Dilworth, manager of sales, railroad mate- 
rials and commercial forgings division, Pittsburgh and Chicago] 
districts, Carnegie-Illinois Steel Corporation, died at his home 


at Pittsburgh August 23. He had served with the company —& 


since 1934. ; 

Joe N. Land, Jr., has been appointed secretary of the Pub-% 
lic Service Commission of South Carolina. y 

Lyle L. Schoonover and M. L. Olmstead have been ap-@ 
pointed general agents at Buffalo, N. Y., and Chicago, respec- J 
tively, for the Duluth, South Shore and Atlantic Railway and 
Mineral Range Railroad. 

C. R. Warren has been appointed assistant general freight 
agent at Columbus, O., for the Chesapeake and Ohio, effective 
September 1, succeeding I. W. Morris, who will retire after 
nearly 50 years of service with the Hocking Valley Railway 
and the Chesapeake and Ohio. 

D. W. Sanford has been appointed resident vice-president 
for Goodyear Tire and Rubber Company of California, at Los 
Angeles, succeeding J. E. Mayl, who has been appointed chief 
of the parent company’s tire sales division at Akron, O. E. L. 
Mefford has been appointed western division sales manager, 
Los Angeles, and George M. Reveire, assistant to vice-president 
in charge of the Washington, D. C., offices. 





APPOINTMENTS TO I. C. C. 


Representative Philbin, of Massachusetts, has introduced 
H, R. 5207, to require that one member of the Interstate Com 
merce Commission be from the New England states. The bill 
would amend section 24 of the act as amended by inserting 
after the sixth sentence thereof the following new sentence: 
“One Commissioner shall be appointed from the New England 
states.” Section 2 of the bill provides that ‘this act shall take 
effect on the first occurrence of a vacancy in the membership 
of the Interstate Commerce Commsision after the date of enact-¥j 
ment of this act.” 


Southern Traffic League Meeting 


Otis Weaver, president, Southern Traffic League, in a lette 
to members August 22 announced that the subject of state and 
federal officials’ filing cases in courts “intended to usurp the 
rate-making powers of the Commission” has been listed as 4 
special subject on the docket of the league’s twenty-sixth al- 
nual meeting to be held September 22 at the Ansley Hotel 
Atlanta, Ga. 

He said that informed sources had revealed that the De 
partment of Justice “instead of bringing criminal action as If 
once did before a special grand jury at Chicago, likely wou 
institute civil proceedings against the carriers in the District 
of Columbia federal court on the grounds they have bee! 
charging excessive rates to shippers in the south and south 
west.” He said it was understood that department officié 
were “at work in Atlanta, helping the state of Georgia in dig 
ging into files of the Southern Freight Association in connet 
tion with injunction and damage proceedings instituted by that 
re against 20 rail carriers in the United States Supreme 

ourt.” 


He said the league believed that the Commission was the 
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proper federal agency to determine findings of fact in ‘the 
class rate cases, which the league contends do not embrace 
commodity rates.” He said the officers and governors of the 
league, cooperating with league members, would do all in their 
power to obviate court proceedings that would usurp the 
powers that Congress had given to the Commission. There 
could be no conflict between southern business interests and 
the railroads in the matter, he said, urging the members to 
attend the annual meeting and give their help in fighting the 
governmental attack on the railroads. 

The letter contains an announcement of the annual meet- 
ing which includes a statement that such court actions are 
threats against private ownership and due statutory processes 
in federal and state dealings with the railroads ‘‘which in. time 


will affect all privately owned business enterprises—your own 
business included.” 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—EHditor THE& TraFFIC WORLD, 





The Birmingham, Ala., Traffic and Transportation Club 
held a monthly luncheon meeting August 25 at which there 
were talks on football by Frank Thomas, head football coach, 
University of Alabama, and Carl M. Voyles, director, depart- 
ment of physical education and athletics, Alabama Polytechnic 
Institute. The bowling league will open its season at the 
Birmingham Bowling Center September 8. Warren T. White, 
special assistant to the receivers, Seaboard Railway, Norfolk, 
Va., will speak at a luncheon meeting Septmber 15. 


Rear Admiral Albert Ware Marshall, U. S. Navy, retired, 
who took part in the surrender of Guam to Admiral Dewey in 
1898, compared the first surrender of Guam to the recent re- 
capture of that island at a luncheon meeting of the Los Angels 
Transportation Club August 21. Ronald De Long, district pas- 
senger agent, American President Lines, was chairman for the 


day. A golf tournament was held at the Inglewood Country 
Club August 25. 





The Traffic Club of Eastern Connecticut held its first an- 
nual outing at Pononia Park, Norwich, Conn., August 12. There 
was a softball game between teams representing shippers and 
carriers, horseshoe pitching, swimming, and field sports. E. J. 
Barrett, district traffic agent, New York, New Haven and Hart- 


ford, is chairman of the entertainment committee, which had 
charge of arrangements. 


The Indianapolis, Ind., Traffic Club will hold a golf outing 


at the Indianapolis Country Club September 28. Luncheon and 
dinner will be served. 


The Kalamazoo, Mich., Traffic Club will hold its annual fall 
golf outing at the Elks Country Club September 14. 


The Traffic Club of Minneapolis will hold its final golf 
outing of the season at the Minneapolis Golf Club September 8, 
rather than at the Interlachen Country Club as previously an- 
nounced. The bowling league will open its season of play Sep- 
tember 11. Art Strapp is president of the league. 

The Pacific Traffic Association of San Francisco will hold 
a motor transport night meeting September 12. Alec McTavish 
is chairman of the committee on arrangements. 

The board of directors of the Associated Traffic Clubs of 
America are voting by mail on an application for membership 
in the association of the -Harbor Transportation Club of San 
Pedro, Calif. Jay V. Connett, Union Pacific, is president of 
the club, and A. J. Deller, City Transfer and Storage Com- 
pany, Long Beach, Calif., is secretary. 

The following corrections have been received in the list 
of traffic clubs published in~-the Traffic World August 19: 
Calumet Transportation Association, East Chicago, Ind., J. W. 
Betzold, president; Evansville, Ind., Transportation Club, 
Marion V. Healy, president, and Joe J. Angermeier, secretary- 
treasurer; Lincoln, Neb., Traffic Club, James Welch, president; 
Lima, O., Traffic Club, Ralph E. Tschantz, president. 
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Railway Fuel Cost Stady 


Available information about fuel viewed as a major itcm 
of railway expense has been compiled, certain problems relating 
to railway fuel costs have been discussed, and ways in which 
fuel statistics may be improved to make them more useful and 
accurate have been recommended in report on ‘Use and Cost 
of Railway Fuel and Problems in Fuel Statistics,” issued as 
information by the Commission’s Bureau of Transport Eco- 
nomics and Statistics and not considered or adopted by the 
Commission. The report, prepared by Alexis P. Bukovsky, 
transport economist, under the supervision of Charles S. Mor- 
gan, chief carrier research analyst of the bureau, is identified 
as statement No. 4428. 


The report contained the following summary of ‘the more 
essential points” developed in its 108 pages: 


In 1942, Class I line-haul railways used 142,057,000 tons of fue! in 
locomotives and rail motorcars, distributed as follows: Freight 
service, 66.2 per cent; passenger service, 19.3 per cent; yard switching 
service, 13.3 per cent, and work-train service, 1.2 per cent. In 1943, 
the total was estimated as about 160,000,000 tons, an increase of 12.5 
per cent. The latter figure was 18.5 per cent above that of 1920, but a 
much larger volume of business was done in 1943. The total for 1943 
contrasts sharply with the level of consumption during the thirties, 
which had fallen back to that of the decade 1900-1910. Fuel expense 
declined fairly steadily from 14 per cent of operating expenses in 
1917 to 7 per cent in 1931, with a slight rise thereafter to 8.4 per cent 
in 1942. Including power, the ratio in 1942 was 8.8 per cent. 

Bituminous coal, 92 per cent of all fuel used by railways in train 
and switching operations in 1899, represented only 77 per cent of the 
total in 1942. The remainder in the latter year consisted of fuel oii, 
i8 per cent; anthracite, 0.2 per cent, and other fuels (electricity, diesel 
oil, ete.), 5 per cent. Fuel used in other than train and switching 
operations constitutes a relatively small part of the total. All railway 
uses of bituminous coal in 1943 accounted for 21.9 per cent of the 
nation’s consumption of such coal; corresponding percentages were 
18.0 per cent for fuel oil (1942), 12.8 for diesel oil (1942), 2.5 for 
anthracite coal (1941) and 0.2 per cent for gasoline (1940). Sales of 
fuel oil to railroads declined from 20.5 per cent of the United States 
total in 1927, while sales of diesel oil increased from 2.8 per cent of 
the total in 1937 to the aforementioned 12.8 per cent in 1942. An esti- 
mate is cited which shows that in 1940 the railroads accounted for about 
13 per cent of the country’s energy consumption from coal, petroleum, 
and natural gas. 

The average cost of railroad coal (f.o.b. mine) was $1.79 per ton 
in 1936 and ranged from $1.88 to $1.92 in 1937-1940; in 1941 it advanced 
to $2.02 and in 1942 to $2.13; the 1943 average cost, $2.42, was 29 cents 
above the 1942 average and 54 cents above the average for 1940. In 
1943, the average unit cost, including freight and handling charges, was 
$3.06 per ton. In 1920, this average was $4.20. Fuel oil in 1943 averaged 
$1.09 per barrel as compared with $1.67 in 1920. The cost of diesel oil 
has gone up from 4.37 cents per gallon in 1936 to 5.57 cents in 1943. 
The cost of electric current, on the other hand, has gone down from 
0.851 cent per k.w.h. in 1936 to 0.781 cent in 1943. In March, 1944, 
the respective costs were $3.35, $1.13, 5.63 cents, and 0.803 cent. Index 
numbers of the unit costs of fuel and power are given for the years 
1919 to 1943, or for the years for which data are available. 

Railroad practices in the buying of fuel have resulted on the whole 
in paying higher prices than have been paid for similar fuel used for 
industrial purposes, but there is no evidence that the prices railroads 
paid exceeded the cost of production in the period of years prior to 
the passage of the bituminous coal act in 1937. The regulation of 
minimum prices under that act tended to perpetuate many of the price 
differentials between locomotive and industrial coal which had their 
basis in reciprocal ‘‘purchasing’’ and other ‘‘extraneous’’ factors. Min- 
imum price regulation was effective in holding up the price level for 
locomotive fuel from October, 1940, until April, 1941, when a general 
increase in coal prices began; thereafter, the effect, if any, was local 
in character. Maximum prices set by the Office of Price Adminis- 
tration became effective May 18, 1942, and were advanced early in 
1943 as a result of higher costs. By reason of tight supplies and of 
the effects of such regulation, it is believed that in many cases the 
railroads ceased to pay any more or any less for coal than did indus- 
trial users. 

In recent years, railroads have obtained about 20 per cent of their 
coal from mines which they or their subsidiaries own and operate. 
Coal obtained from these mines, generally low-cost mines, is indi- 
cated by partial data to have cost the railroads 17 cents or 9 per cent 
less per ton than the cost of coal purchased f.o.b. mines by other 
railroads, but it is believed that complete and accurate data would 
show a much greater difference. 

While it has given much attention to the matter over a period 
of years and certain railroads have made some progress, the railroad 
industry as a whole continues to lag behind in the matter of develop- 
ing specifications for the fuels it buys. The work which has been done 
on the best sizes of coal and on mechanical cleaning is described in 
the report. The great variety of coal used gives rise to the problem of 
equating these coals to a common basis for statistical purposes. The 
only apparent way of so doing is in terms of relative B. T. U. content. 
The question of whether or not fuel performance figures should reflect 
changes in efficiency arising from a change from one to another type 
of fuel is found to be the essence of the controversy that exists over 
the methods of determining conversion factors to be used in equating 
other fuels to equivalent tons of: coal. ‘ 

The report calls attention to some of the problems encountered IM 
measuring the efficiency of locomotive fuel consumption and traces the 
decline in the rate of consumption.’ It concludes by showing i: what 


ways fuel statistics could be improved to make them more use!ii! and 
accurate. 
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@ In long distance moving, as 
in baseball, it takes “Know-How” 
to deliver the goods—to come 
through in the clutches. 


That’s why professional traffic 
men turn to Neptune. Behind 
Neptune “Know-How” is 44 years 
of specialized experience, trained 
men, up-to-the-minute equipment, 
plus access to the world’s largest 
long-distance moving organization. 


Find out what a difference 
“Know-How” can make in handling 
a move for you beiween any two 
points. Phone, write, for details. 


AGENT-MEMBER: ALLIED VAN LINES, INC. 





NEPIVNE 


ATVRAGE 


NEW ROCHELLE, N. Y¥. 
PHONE: FORDHAM 4-5900 





AN UNSUNG HEROINE. 







THE SN 
TELEPHONES 


A flashing light—a cheery “Hello.” 


It’s the 
telephone operator—the girl that knows—the 
right party to heed your needs or hear your 
woes ... a heroine indeed! 


LEHIGH & LACKAWANNA 


WAREHOUSE ORGANIZATION 
x*wk xk 


Lehigh Warehouse & Transportation Co., Inc. 
Newark and Elizabeth, N. J., and Brooklyn, N. Y. 


Lackawanna Warehouse Company, Inc. 
Jersey City, N. J. 


Offices—CHICAGO: 219 E. North Water Street, Superior 7180 and 
53 W. Jackson Blvd., Harrison 1496. 
SAN FRANCISCO: 625 Third St., Sutter 3461. 


[ar THE SERVICE OF 26 MILLION PEOPLE | 
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Bearing Up Well.... 


The gallant troops of the allies 
have been bearing up well under 
the risks of invasions and pushing 
forward to the enemy. 

And, that is a characteristic that can be asso- 
ciated with the railroads in the performance of 
their World War II duties. With tremendous in- 
crease in freight tonnage, with manpower prob- 
lems, equipment problems and the like, they like- 
wise are bearing up well ... and doing a hercu- 
lean job. 

The railroads will likewise bear up well in the 
post-war era in preparation to rendering the best 
railroad service this country has ever seen. Then, 
as now, the interchange function will be a strong 
link in railroading as it always has been. 

During the past sixty-three years, the inter- 
change function has been the sole function of 
the P. & P. U. Ry. It is the activity of sorting and 
reassembling cars at the important Peoria Gate- 
way and sending them along to destination. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, lil. 









PEORIA-GATEWAY 




















































SWITCHING SERVICE BETWEEN 


Peorla & Pekin Union Ry.: Chicago, Rock Island & Pacific Ry.; Chieago & North Western 
Ry.; Chicago & Illinols Midland Ry.; Illnois Terminal Railroad Co.; Inland Waterways 
Corp.; Minneapolis & St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; 
iMlinois Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chieago, Burlington 
& Quincy Railroad; New York, Chicago & St. Louis Rallroad; Cleveland, Cincinnati, 
Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 





“One of America's Railroads—All United for Victory” 





Don't Forget to Buy Those War Bonds 




















































Questions and Answers 


In this column will be cnswered questions of both Icgal and 
* practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation ‘of 
freight. The same man, with long experience and wide knowledge, 


will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Rates Requiring Reference to Classifica- 
tion for Ratings Are Class Rates 


Missouri.—Question: We would like to know if the rates 
and ratings named in Sections 1 and 2 of Intermountain Truck 
Tariff No. 4, D. C. Stone, agent, MF-I. C. C No. 5 are com- 
modity or exception rates. It is contended by one carrier who 
is a party to this tariff that they are neither, but that the Com- 
mission has ruled this tariff to be a class tariff. 

Can you cite any decision of the Commission where it has 
ruled on a tariff of this kind? If you do not know of any such 
decision, would you be kind enough to give us your opinion? 

Answer: Supplement No. 88 to Intermountain Truck Tar- 
iff Bureau, D. C. Stone, agent, MF-I. C. C. No. 5, Tariff No. 4, 
states on the title page that the tariff names class and com- 
modity rates. The tariff is governed by Jackson’s MF-I. C. C. 
No. 12. 

Section No. 1 of this tariff bears on its title page the 
following: “Section No. 1—Showing Rate Bases to Apply on 
Articles Listed. For application of ratings see Item 140. For 
routing see Item 145. For rates see Section No. 2.” 

The title sheet of Section 2 reads: “Showing Rate Basis 
Nos. 1, 2, 3, 4 and 5. For application see Item No. 140.” 

Under the heading, “Application of Rates,” Item 140-F, 
as published in Supplement 83, the tariff reads in part as fol- 
lows: 

General Application of Sections Nos. 1 and 2: (a) Rates named in 
Section No. 2 hereof apply between stations listed on pages 108 to 114 
inclusive, on the one hand, and Los Angeles and San Francisco, Calif., 
and Ogden and Salt Lake City, Utah, and Grand Junction, Colo., and 
stations in New Mexico named in Paragraph (c) of Item 162-B, on 
the other. 

(b) The rate basis indicated by numerical prefixes to articles listed 
on pages Nos. 11 to 106 inclusive of Section No. 1, indicate the rate 
basis in Section No. 2 hereof to be used in connection with such 
articles. 

(c) Except as published in Item 141-D of Supplement 83, the class 
rating under the several basis to apply on any article, is the class 
rating provided in the governing classification. 

(d) In any case where articles are rated second, third, fourth, or 
fifth class or column 45, and no second, third, fourth, fifth class or 
column 45 rates are shown under any of the several basis, the rate 
to apply will be the next higher rate or class that is shown. ... 


In addition to the fact that the above application refers 
to class rates, in order to check a rate in Section 2, the classi- 
fication proper has to be referred to to determine the rating. 
The Commission has held that, where the classification must be 
referred to in order to obtain a rating, the resulting rate is 
a class rate. In Marley Paper Mfg. Co. vs. Akron, Canton & Y. 
Ry. Co., 163 I. C. C. 103, the Commission said: 

The exceptions to the classification making the rates on chip board 
from that point 90 per cent of sixth class required reference to the 
tariff naming class rates. This percentage of class was, in effect, the 
classification rating on chip board from Winchester. We have said that 
rates published by exceptions to the classification upon the basis of a 
class rate or a proportion of a class rate, and requiring reference to 
the tariff naming the class rates can in no sense be considered specific 
rates. Boldt Paper Mills vs. Director-General, 62 I. C. C. 471; Cali- 
fornia Packing Corp. vs. Director General, 78 I. C. C. 190; Elaborated 
Ready Roofing Co. vs. C. & E. I. Ry. Co., 109 I. C. C. 401. 


Tariff Iinterpretation—Application of Routing Provisions in 
Maximum Rate Tariff Referring to Maximum Rate Tariff 
Missouri.—Question: On page 1598 of the Traffic World, 
June 10, you answered a question for Missouri concerning the 
application of routes on shipments from Trunk Line Territory 
to Southwestern Territory moving under Transcontinental 
rates as maximum. 


It seems to us, however, that, when you quoted from Item 





TRAFFIC WORLD 


2040 of Peel’s 252-B, you deleted the conflicting clause that 
raised the question in the first place. The first paragraph of 
Section 1 of Item 2040 reads as follows: 


The charges accruing under this Tariff via routes authorized herein 
to points of destination in Arkansas . .. shall in no case exceed the 
charges applicable on a like shipment under the provisions (including 
the ‘‘Exceptions to General Application of Tariff,’’ except as provided 
in Note 1) of the following Trans-Continental Freight Bureau Tariffs, 
from the same points of origin to Deming, N. M. 


The portion in parenthesis is the portion which you did 
not quote in your answer. The difficulty is due to the fact that 
the exceptions to general application of tariff 1-X include 
routing restrictions which are in effect contradictory to the 
routes authorized in S. W. L. 252 and 222, used in conjunction 
with Curlett’s 1-A. We will appreciate it very much if you wil] 
explain why the general exceptions to Trans-Continental tariffs 
do not apply. 

Answer: In its report in Field Bros. vs. Atchison, T. & §. 
F. Ry. Co., 234 I. C. C. 799, the Commission had before it a 
tariff provision similar to that to which you refer, including the 
parenthetical clause set forth in the second paragraph of your 
inquiry. 

The Commission, after setting forth a routing provision 
carried in the Trans-Continental tariff under “Exceptions to 
General Application of Tariff,” said: 


This shipment did not move in connection with the Panhandle & 
Santa Fe through Floydada. Defendants contend that this exception 
eliminates the participation in the rates by the Quanah, Acme & 
Pacific and prevents the application of the maximum provision as pub- 
lished in Agent Peel’s tariff I. C. C. No. 2606. This provision is a 
restriction as to shipments actually moving over the route named 
therein. The former item provides, in effect, for a basing rate; and 
for convenience the amount of the Deming rate is stated to be the 
amount of the basing rate. Thus it does not partake of the nature 
of an intermediate rule in that the application does not depend on 
the routing to the key point. Restrictions on the rate to Deming 
do not modify the application of the basing rate to Roaring Springs, 
to which the Deming rate applies as a maximum. 


Tariff Interpretation—Pick-Up and Delivery 


Washington.—Question: In order further to clarify your 
answer to New Jersey, July 29, 1944, page 283, we should like 
to know if we are entitled to 5 cents a hundredweight pickup 
allowance under the following circumstances: 

A shipment is made in interstate commerce from point A to 
point B via truck. The truck line turns the shipment over to 
the railroad at point B for shipment to point C. We assume 
that someone is entitled to the pickup allowance and can see 
no reason why the originating carrier which turns the shipment 
over to the railroad should be entitled to it. 

In this instance, two different types of carriers are in- 
volved and, since there are no through class rates or commodity 
concurrences, there is no question of through rates involved. 
The purpose in shipping in this manner is to get a lower com- 
bination made up of a mileage rate between A and B and a 
class rate from B to C. 

Our second question in connection with this concerns 
whether or not the use of the two carriers would be a “device 
to defeat the application of the through rate” as brought out 
in the cases which you cite. This shipment fulfills the condi- 
tion of leaving not only the original carrier, but also changes 
the method of transportation. 

Answer: If the rate of the carrier, which transported the 
shipment from A to B, includes delivery to the rail carrier at 
B, no pickup allowance is involved. If, however, the rate of 
the motor carrier covers delivery only to its terminal at B and 
a third party handles the shipment from the terminal of the 
motor carrier at B to the terminal of the rail carrier at that 
point, that party is entitled to the pickup allowance if pro- 
vided for in the pickup tariff of the rail carrier. 

An allowance for pickup or delivery is made only when the 
service is performed for account of the carrier, in lieu of the 
carrier performing the service, and, of course, only when pro 
vided for in a tariff lawfully published and filed with the Inte!- 
state Commerce Commission as to interstate traffic. 

Transportation via rail and motor carriers, even though 
under separate and distinct contracts, is interstate in character 
and subject to the jurisdiction of the Interstate Commerce Com- 
mission, if there is a through movement from a point in one 
state to a point in another state. Rush Common Carrier Appl: 
cation, 17 M. C. C. 661. 

However, if there is no joint through motor-rail rate from 
A to C, applicable via B, the movement from A to C via motor 
carrier to B and rail carrier beyond that point would not be 
device to defeat the through rate, since none exists. 


Limitation of Actions—Motor Carriers—Overcharges 


California.—Question: You have from time to time, stated 
that there are no federal statutes of limitation applica le t 
actions against a motor carrier or a freight forwarder for the 
recovery of overcharges, and in this we heartily agree. 
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FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


EE s — 
Pick Up and Store Door Delivery included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 
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HELPING AMERICA WIN 
THE BATTLE OF TRANSPORTATION 


Transportation is the vital link between Ameri- 
ca’s war industries and the battlefronts of the 
world. The battle of transportation must be won 
before victory and peace can be achieved. 

Ann Arbor Double A Service, the bee-line route 
between East and Northwest, is likewise an im- 
portant link in America’s transportation system. 


F. G. Maxwell, Traffic Manager 
Cherry Street Station, Toledo, Ohio 


a STE. MARIE 


DON'T MARK IT “RUSH” 
MARK IT “MERCHANTS” 


5,369 Miles of Daily Service 
Criss Crossing the Middlewest 


MERCHANTS MOTOR FREIGHT, Inc. 


ST. PAUL, MINNESOTA 
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The Freight Forwarders Tariff Bureau, Inc., has published 
in its tariffs, Item 98 Westbound Tariff No. 6 I. C. C.-F. F. 
No. 6 and Item 345 Westbound Tariff No. 2 I. C. C.-F. F. No. 
2, a limitation period of two years from date of shipment and 
the Rocky Mountain Motor Tariff Bureau, Inc., has published 
in its tariffc, Item 579 Transcontinental Tariff No. 5 MF-I. C. C. 
No. 6 and Item 596 Tariff No. 6 MF-I. C. C. No. 11, a limitation 
period of two years from date of freight bill on which charges 
have been paid, as time limit within which overcharge claims 
will be honored. 

In our opinion, it is the established rule that a carrier can 
not depart to any extent from its published and filed schedules 
of rates for interstate transportation without incurring the 
penalties of the statutes. See New York, N. H. & H. R. Co. vs. 
Interstate Commerce Commission, 200 U. S. 361. 

Keeping in mind the provisions of the interstate commerce 
act, Part II, section 217(b) and Part IV, section 405(c), as well 
as section 41 of the Elkins Act, by what manner of means have 
the motor carriers and freight forwarders been empowered to 
state a time limit for recovery of overcharges, when such over- 
charges were demanded or collected in violation of the fore- 
mentioned acts? 

Answer: The motor carrier act does not specify a period of 
limitation within which claims for overcharges must be filed, 
nor does the transportation act, 1940, carry such a provision. 

However, this fact in itself, does not preclude a common 
motor carrier publishing in its tariff a limitation period. 

In its decision in Louisiana & Western R. R. Co. vs. Gard- 
ner, 273 U. S. 280, 47 S. Ct. 386, the Supreme Court of the 
United States held that a provision in the bill of lading which 
was in conflict with the provisions of section 16 of the inter- 
state commerce act was void, and that the state period of 
limitation applied. In this case the court held that there was 
no federal period of limitation but that the interstate commerce 
act did fix a period within which suit could be brought, in that 
it prohibited contracts for any shorter period than the one 
specified. 

There is no such provision in the interstate commerce act 
with respect to motor carriers and it has been held that, as 
between contracting parties, a provision which fixes a period 
of limitation is binding, providing the limitation period is not 
unreasonably short. See Appel vs. Metropolitan Life Ins. Co., 
226 N. Y. S. 424; Mass. Bonding Co. vs. Lentz, 9 Pac. 2d 408; 
P. R. Co. vs. Susquehanna Collieries Co., 23 Fed. 2d. 499. 

Certain of the decisions hold that a contractual provision 
is lawful if the period be not unreasonably short, even though 
the specified period be shorter than the statutory period of 

limitation of the state. See Adams vs. Standard Accident Ins. 
Co., 12 Pac. 2d 464; but, to the contrary, see Aetna Casualty 
Co. vs. U. S. Gypsum Co., 39 S. W. 2d 234. 


A. A. R. MOTION PICTURE 


The Association of American Railroads’ new motion pic- 
ture, “Lifeline of the Nation,” is now available for public exhibi- 
tion, according to Robert S. Henry, assistant to the president, 
A. A. R. Said he: 


As its title implies, the picture undertakes to tell briefly the story 
of railroad participation in the present war with a glimpse ahead to 
the part of railroads in the peace to come. It is intended for general 
and widespread distribution and showing before schools, clubs and 
various other organizations. The picture is especially adapted to show- 
ing before groups of railroad employes, to whom it should have a 
special appeal. 


NEW COMPLAINTS FILED 


No. 29173, The Murray Co., Dallas, Tex., vs. Grand Trunk Western et al. 
Rates on rolled steel bars, bent or twisted, in carloads, from 
Detroit, Mich., to Dallas, Tex., shipped since October 22, 1943, in 
violation of sections 1, 3, and 6. Asks cease and desist order, rates, 
and reparation of $12,000. (John B. Graves, Jr., general traffic and 


transportation manager, The Murray Co., 3200 Canton St., Dallas 
2, xen.) 
No. 29174—‘‘Automatic’’ Sprinkler Corporation of America, Youngs- 


town, O., vs. Pennsylvania, et al. 

Rates on mixed carload shipments of wrought iron pipe and fit- 
tings used in the installation of water sprinkler systems for fire 
control, shipped from Youngstown, O., to Merrimac, Wis., and 
Beaver Dam, Wis., between June 25, 1942, and January 29, 1943, 
in violation of sections 1 and 6. Asks cease and desist order, 
rates, and reparation of $83.11, with interest. (F. B. and G. M. 
Stephen, 19 S. Wells St., Chicago, II.) 

MC C-410, Needham’s Motor Service, Inc., Philadelphia, Pa., vs. Albert 
W. Casperaites, dba Casper’s South Jersey Express, Atlantic City, 
N.. J. 

Alleges defendant is unlawfully transporting commodities in ex- 
cess of authority granted excepting from general commodities oper- 
tion, among others, commodities requiring temperature control or 
special equipment, in that defendant is transporting fresh meats 
requiring temperature control, in special equipment he has insu- 

lated and constructed with built-in ice bunkers. Asks cease and 
desist order. (Harry C. Maxwell, secretary, Needham’s Motor 
Service, Inc., 1429 Parrish St., Philadelphia, Pa.) 


TRAFFIC WORL)) 


Docket of the Commission 





NOTE-—~Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TraFFic WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


August 28—Brooklyn, N. Y.—St. George Hotel—Examiners Croft and 
Kassel: 
1. & S. M-2240—Minimum charges in central territory. 
1. & S. M-2436—Minimum charges per shipment in East. 
1. & S. M-2450—Continental Transportation Lines, Inc., 
charges. : 

August 30—Washington, D. C.—Examiner Garofalo: 

MC 52873 Sub. 1—G. Schoierer, Weehawken, N. J. 
September 1—Los Angeles, Calif.—Fed. Bldg.—Commissioner Aitchison: 
28s96—Forwarder rates conditioned upon aggregates of tonnage. 

September 1—Washington, D. C-—Examiner Molster: 

* Finance 14674—Appl. of City Lines of West Virginia, Inc., for author- 
ity to purchase certain lines of railroad from Monangahela West 
Penn Public Service Co., in W. Va. and O. 

September 6—Boston, Mass.—Hotel Manger—Examiner Brooks: 

MC 60769 Sub 2—Youlden, Smith & Hopkins, Boston, Mass., 
tificate to extend operations. 

September 6—Chattanooga, Tenn.—U. S. Ct.—Examiner Rice: 

|. & S. 5315—Routing soda ash from Baton Rouge, La. 
September 6—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MCG 105120—Pemiscot Motor Freight Co., Caruthersville, Mo., 
tificate. 

September 6—Washington, D. C.—Jt. Bd. 68: 

MC 60160 Sub. 1—Herbert C. Gough & Son Transfer, Baltimore, Md., 
permit to extend operations. 

September 7—Lexington, Ky-—Lexington Bd. of Commerce—Jt, Bd. 277: 

MC 104157—J. Ray Rice Realty Co., Harlan, Ky., certificate. 

September 7—St. Louis, Mo.—Mark Twain Hotel—Examiner Driscoll 
and Jt. Bd. 135: 

MC-C 398—Anderson Motor Service Co. vs. Packers Transport, Inc. 

MC-C 402—Anderson Motor Service Co. et al. vs. Leahey Motor Service. 
September 7—Washington, D. C.—Examiner Snyder: 

FF 107—Application of Universal Transcontinental Corporation. 


September 8—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner 


minimum 


cer- 


cer- 


Rice: 
29166—Anderson Brass Works, Inc., et al. vs. G. T. W., et al. 
September 8—Chicago, IIl.—Hotel Sherman—Jt. Bd. 149: 
MC 12269—Bennett’s Nationwide Auto Travel Service, Chicago, IIL, 
license. 


September 8—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 36422 Sub. 3—Merchants Delivery Co., Kansas City, Mo., permit 
to extend operations. 
MC 104415 Sub. 1—V. F. Rager, Fort Scott, Kan., certificate to ex- 
tend operations. 


September 8—Lexington, Ky.—Lexington Bd. of Commerce—Jt. Bd. 105 
and Examiner Harrison: 
MC 239 Sub. 3—Ecklar-moore Express, Inc., Cynthiana, Ky., certificate 
to extend operations. 
MC 105150—C. E. Combs, Lothair, Ky., permit. 


September 8—Washington, D. C.—Examiner Angle: 
1. & S. M-2445—Paints and pigments, Middle Atlantic States. 


September 9—Kansas City, Mo.—Hotel Pickwick—Examiner Driscoll: 
MC 104346—Oscar Meador Heavy Hauling, Joplin, Mo. 


September 9—Lexington, Ky.—Lexington Bd. of Commerce—Jt. Ba. lu: 
MC 2713 Sub. 6—Williams Feed & Transfer Co., Pikeville, Ky., per 
mit to extend operations. 


September 11—Brook!lyn, N. Y.—Hotel St. George—Examiner Kassel: 
1. & S. M-2454—Arbitraries over Associated Transport, Inc. 


September 11—Mobile, Ala.—Cawthorn Hotel—Examiner Rice: 
29130—J. L. LeFlore and A. S. Crishon vs. G. M. & O. 


September 11—Philadelphia, Pa.—U. S. Ct.—Examiner Winson: 
* MC-F 1612—Associated Transport, Inc., control and _ consolidation, 
Arrow Carrier Corp., et al. 


September 11—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC-C-390—Blaw-Knox Co., Power Piping Division, vs. Acme Freight 
Lines et al. 
September 11—Topeka, Kan.—State Comm.—Jt. Bd. 52: 
MC 30605 Sub. 45—Santa Fe Trail Transportation Co., Wichita, Kan., 
certificate to extend operations. 
September 11—Topeka, Kan.—State Comm.—Jt. Bd. 36: 
MC 70082 Sub. 2—R. E. Melgren, Olsburg, Kan., certificate to extend 
operations. 
Sept. 12—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Mackley: 
1. & S. 5098—Switching at Atlanta, Ga. 
September 12—Brooklyn, N. Y.—Hotel St. George—Examiner Kass‘ I 
MC 52458—Sub 6—T. I. McCormack Trucking Co., Inc., New york, 
N. Y., certificate to extend operations. 
September 12—Chicago, Iil.—Sherman Hotel—Examiner Johnston: 
Ex Parte MC-38—Modification of permits of motor contract ca:riers 
of packing house products, 
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rout 14 GALVESTON 


AND BE ASSURED OF 


Carchul Handling AND 
Quick Dispatch 
GALVESTON WHARVES 


Est. 1854 


Geo. Sealy, Chairman F. W. Parker, General Manager 
















Nation-Wide 
TRAILER SERVICE 


@ FRUEHAUF SERVICE STATIONS in about 
fifty strategically-located cities throughout the 
country are your assurance that the Trailers 
that move your goods will keep rolling. 







All makes of Trailers serviced. Complete 


Detroit, Mich. 
stocks of Fruehauf parts at all stations. : 


* ENGINEERED 
TRANSPORTATION ” 





No spot on earth is more than 

| 60 hours flying 

time from your 
local airport 





| CONSOLIDATED VULTEE 
AIRCRAFT CORPORATION 


TRAIN-TRUCK SERVICE 


AT MORE THAN In 
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TO OR 
FROM MEXICO 





ROCK ISLAND LINES 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 











“BOUND TO 
aWC GET THERE” WITH 
ACME STEELSTRAP 


AND 


UNIT-LOAD 








World’s Largest 
gaa Ay Long-Distance Movers of 
2. Mu : 

A a . Household Goods, Office 


Furniture and Equipment 
* 


ALLIED 
VAN LINES 
INC. 





saves | 
Time! 


i ) 
Saves MONARCH ONE MAN CAR DOOR OPENER 


e 7 ELIMINATES HAZARDS! One man can open the most 
Lite q No strained muscles binding, balky, box car door 
No slips or falls. with the Monarch Car Door 

No broken arms, legs or Opener. Get greater safety 

= od i z P . speed loading and un- 

Ss mashed idngers. loading schedules . . . order 

ye No fatalities. an ample supply to fill your 

x No time wasted. needs today! Priority needed. 

ey 2 §©No “gangs” needed. MINING SAFETY DEVICE CO. 

4.) No time lost. Dept. TW, Bowerston, Ohio 


Only $17.50 each—order now! 


Do You Mean It? 


If you are really ambitious to be a more capable Traffic 
man and to climb tc the top in this opportunity field, we 
can help you. In a few months of interesting spare-time 
study—at a moderate cost—we can give you more knowl- 
edge of the principles and procedures of Traffic Manage- 
ment and more skill in using them than you will ordinarily 
get in years of learning on the job. 


At least, investigate. Ask for our free 48-page booklet 
telling about this training, what it covers, how you take 
it, and how it has helped others. Then you can decide. 
Write today. 


LASALLE Extension University 


A Correspondence Institution 
417 South Dearborn Street Dept. 895-TA Chicago 5, Illinois 

















Lads from Every State 


Over 4,000 fine lads from every state in the union 
have graduated from the U. S. Merchant Marine 
Academy at Kings Point, New York. Completing 
nearly two years of exacting training to become of- 
ficers, they join their ships full of enthusiasm and a 
willing spirit to serve their Country. 


DIVISION OF POPE 
AND TALBOT, INC. 


M°CORMICK Fa" sexusue 





You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 





August 





TRAFFIC WORLD 





NEW YORK CENTRAL SLEEPING CAR SURVEY 


F. H. Baird, general passenger traffic manager, New York 
Central, has announced that passengers on its 20th Century 
Limited and other principal overnight trains in the east and 
midwest are being asked to answer a questionnaire prepared 
by the company in an effort to determine the public’s prefer- 
ences for sleeping-car service in the post-war period. The ques- " 





tions concern the size of beds, clothes closets and luggage stor- 
age facilities, air-conditioning, type of window shades, car 
colors, placement of lights, and the like. The questionnaire 
contains 60 questions, and passengers have shown much inter- 
est in the study. Results will be made public when the replies 
have been tabulated, Mr. Baird said. 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 aline, minimum 3 lines. Classifie —S$15 a column inch.) 
«Writ time, I3 time, 26 time, and 52 time.Classified dis, ‘ 


















NEW TRAFFIC COURSE now ready. Material in our well-known 
resident course available by mail, including current classifications, 
actual tariffs—rail, motor, forwarding, air, express, water—covering 
rates, rules, routes, demurrage, storage, transit, claims, etc. Low cost 
—liberal terms. Enrollments, will be limited because of tariff supply. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 








POSITION WANTED—4 yrs.’ experience passenger traffic with ma- 
jor airline. Presently hold capacity of Chief Passenger Agent. Also 
varied experience in bus and rail transportation. Familiar C. A. B., air 
carrier rules and regulations and industrial traffic. Desire new connec- 
tion in air cargo or industrial traffic. Box 269, Traffic World, Chicago 
office. 





WANTED—For chamber of commerce in an industrial city of 200,000 
population a qualified traffic manager. Applicant should be a licensed 
practitioner, preferably with chamber of commerce experience. Refer- 
ences and full statement of qualifications should accompany application 
to Box 270, Traffic World, Chicago office. 








GENERAL TRAFFIC MANAGER available immediately. I. C. C. 
and Maritime Commission practitioner. Fully versed in rail, truck and 
water rates and operations. Over 20 years’ successful operations. 
Draft exempt. Box 271, Chicago office Traffic World. 





TRAFFIC MAN, 33, traffic school graduate, 15 years’ experience. 
Rail, water, forwarder, truck, industrial. Rates, routings, claims, 
correspondence, gov’t. reg. procedure. Seeks permanent connection in 
automotive or allied field. Locate anywhere. Box 272, Chicago office 
Traffic World. 








A GOOD INVESTMENT 


For the duration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


80—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
14—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
6—Dump, K & J, Automatic, 20-Yd:, 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
9—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 
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N. & W. traffic experts are 
located in most principal cities 
to help you with your traffic 
problems: Their years of 
experience are at your dis- 
posal. They can save you 
time, worry and money. Call 
on them. 


known 
ations, 
vering 
Ww cost 
supply. 





lication 


ao _ ge al ha "lh Roadbed of the N. & W. is 
ick and of A 


second to none — maintained 
rations. 


at a high state of excellence — 
——_— solid, strong, clean and smooth 
erience. - , — a —despite the shortage of 
a a cs critical materials and_ inter- 
o office ruptions by the passing of 


re ol pl Te thousands of trains carrying 
Pa P |: : the heaviest volume of traffic 
in the history of the railroad. 


Extensive, modern shops 
equipped for quick repairs and 
top-notch maintenance, and 
enlarged, improved servicing 
terminals, keep equipment 
available and rolling. The 
servicing capacity of one 
terminal alone has been 
stepped up from 85 to 135 
locomotives every 24 hours. 


Improved methods and long 
experience, plus the exercise 
of utmost care in loading and 
unloading, reduces damage to 
valuable wartime freight, 


R A 4 L W A Yy saves valuable time and re- 


placements, conserves impor- 


tant materials and manpower. 
PRECISION TRANSPORTATION 





RAW MATERIAL for materiel of war comes from 
our mines, farms, and forests . . . or from dis- 
carded objects containing the same elements. 


Our natural resources are not boundless, and 
terrific inroads already have been made upon 
them. If they are further depleted, unneces- 
sarily, America’s future security and industrial 
prosperity are gravely menaced. 


Every patriotic American should make avail- 
able all scrap and waste material which can be 
re-used in the war-effort. Salvage of metals, 
paper, fats, and other critical materials will help 
offset the destructiveness of war, and conserve 
natural resources vital to our survival as a first- 
class power. No amount is unimportant; the 
aggregate is tremendous, if we all do our part. 


hoa by Fb WAREHOUSE COMPANY, INC. 
R. B. M. BURKE, Vice-President 
34 EXCHANGE PLACE, JERSEY CITY 
Executive Office: 66 HUDSON ST., NEW YORK 





